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ADEQUACY OF REVENUE 
Replying to a question from Chairman Esch, of 
the House committee on interstate and foreign 
commerce, Interstate Commerce Commissioner 
Clark said he regarded it as entirely appropriate 
to incorporate in the Esch-Pomerene bill the 


amendment suggested by the Traffic Club of Chi- 


cago, including the cost of capital in the costs the 
Commission would be instructed to take into con- 
sideration in making rates. He said he could not 
conceive of the Commission ignoring the cost of 
capital. We cannot be sure whether Mr. Clark 
was sneering at the suggestion because he thought 
it unnecessary, or whether he was expressing gen- 
uine approval of the proposal to insert the provi- 
sion on the ground that the Commission should not 
and does not ignore the cost of capital in deciding 
whether or not the carriers are entitled to a cer- 
tain proposed advance in rates. If the former, the 
sneer was unwarranted, for no matter what the 
present Commission has done in the past, no one 
knows what it may do in the future and no one 
knows, either, to what extent its personnel may be 
changed and in what vagaries of regulation ideas 
such changes might result. It is poor policy to 
refrain from expressing in the law the course that 
the country wishes followed merely. because the 
particular officer or body charged, at.this particu- 
lar time, with enforcing. the law, has pretty good 
ideas about what ought to be done. 

And, too, if a sneer is warranted at the cost of 
capital idea, then the same exposing of teeth ought 
to be offered to the provisions already in the bill 
instructing the Commission to take into consider- 
ation the cost of labor and other operating costs. 
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Mr. Clark probably could not conceive of the Com- 
mission ignoring one of these factors either. 
And yet it is quite possible, for instance, that some 
commissioner, or perhaps a Commission made up 
of such commissioners, failing to comprehend eco- 
nomic conditions that made a certain scale of 
wages necessary, might, at some future time, say it 
was the fault of the railroads themselves if they 
paid more than labor was worth, and rates should 
not be made high in order to take care of extrav- 
agant wages. The point is that under the proposed 
law the Commission would be obligated to inform 
itself as to the wage situation. If the carriers were 
really throwing money away in wages and salaries 
and then expecting the public to pay in freight and 
passenger charges, we suppose the Commission 
could call a halt. But it could not dismiss the sub- 
ject as none of its business one way or the other. 
Neither could it dismiss any other factor of legiti- 
mate cost of operation and neither should it, we 
believe, be permitted to ignore the cost of obtain- 
ing the necessary capital needed in the railroad 
business. Mr. Clark may think the Commission to 
which he belongs is, like Caesar’s wife, above sus- 
picion, but some members of it will at least bear 
watching so far as the soundness of their economic 
theories is concerned. There is no certainty that 
the views of the members we have in mind will 
never prevail. Congress must not make it pos- 
sible for them to prevail. The law should express 
the policy to be pursued-in rate-making and the 
language suggested by the Traffic Club of Chicago 
is the very mildest and least radical that could be 
formulated by persons having in mind that there 
should be an assurance to the carriers of an ade- 
quate revenue. 


If Mr. Clark was really speaking in approval of 
the proposed amendment, then we congratulate 
him and the country in so far as the latter may 
profit by his counsel. We do not think the pro- 
posed language goes half far enough, as we have 
said many times before, but we see in it a recog- 
nition of the fact that there must be an assurance 
of proper return to the carriers; and approval, even 
of that language, by those who are recognized as 
deep students of the railroad problem, indicates, in 
our opinion, that their thoughts are being directed 
in the right channels. 


We call on the members of Congress to note that 
there is hardly a plan proposed for the settlement 
of the railroad problem that does not include, in 
one form or another, a plan for assuring adequate 
revenue to the carriers. That thing is recognized 
as being the very essence of the problem. Some 
propose one method and others another, some of 
the plans being socialistic, or otherwise unwise and 
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subversive of proper conditions, but all recognize, 
it seems to us, that the important thing to be 
settled is whether there is to be something of 
certainty that the carriers are to be properly com- 
pensated. The Esch-Pomerene bill itself, so far as 
we now recall, was the only definite plan put for- 
ward for settlement of the railroad problem that 
did not contain some provision for meeting this 
revenue issue; but it is now appearing that that 
bill was not meant to solve the entire problem, but 
only to provide a program for physical regulation, 
or at least that its authors are willing to concede 
that there are questions pressing for solution that 
are not answered in their bill. We think it ex- 
ceedingly encouraging that this point has been 
reached. 


There have been, and doubtless still are, those 
who think the Commission has been as generous 
as was proper with the carriers and that there 
ought to be no rules laid down on which it must 
act in making rates; but these are at least not hav- 
ing as much to say as they once had. ‘There is 
little they can say, in logic, for no matter what is 
conceded as to the wisdom of the Commission’s 
policy up to now, it certainly cannot be convinc- 
ingly argued that no rule should be laid down for 
its future guidance. It is a ridiculous state of 
affairs that the policy of this country toward its 
railroads is made by an Interstate Commerce Com- 
mission which has never had any instructions from 
its creators as to what policy it should enforce. It 
is endowed with certain powers and charged with 
certain duties but nowhere will it find any guid- 
ance as to the public policy in the matter of earn- 
ings. It has itself made the public policy and that 
policy has been severely criticized in certain quar- 
ters, more especially by the carriers themselves. 


It is time now that those whom the public elects 
to carry out its wishes decide on what the public 
attitude towards the carriers ought to be and then 
instruct their Interstate Commerce Commission 
what that policy is and what to do to enforce it. 
The demand for a policy—and, as we have said, a 
policy that means adequate revenues—is being 
evidenced on all sides. Congress, we believe, will 
not properly interpret the public will if it does not 
act accordingly. If it does so act, it must either 
instruct the Interstate Commerce Commission or 
create a Department of Transportation superior to 
the Commission in matters of this sort. We prefer 
to have the Commission remain the powerful body 
in transportation regulation and we see no diminu- 
tion of its dignity and no reflection on its integrity 
or ability in a mandate from Congress as to the 
rule of rate-making to be followed. 


It is especially significant, we think, that the 
traffic clubs of the country, stirred to activity on 
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this subject, though they differ as to various points 
in the proposed scheme of regulation, are appa- 
rently unanimous, as far as they have expressed 
their views, in favor of a policy toward the carriers 
that will pledge them adequate revenue. By the 
same token and with equal significance, the traffic 
clubs seem also against any plan that will guar- 
antee a specific return to individual roads. We say 
these things are significant because we believe the 
members of the traffic clubs, generally speaking, 
are the best qualified men to discuss this problem 
and to determine what should be done. They are 
composed of both railroad men and men from com- 
mercial life—users of transportation—and so their 
joint view represents both sides. Their considera- 
tion involves not only what is fair to the carriers 
but what should be given to them in order to in- 
sure the facilities and the service to which the ship- 
ping public is entitled. 

The plan of the Transportation Conference, com- 
posed of representative men from various interests, 
organized under the auspices of the Chamber of 
Commerce of the United States, has this week pre- 
sented its plan to the House committee. It, too, 
declares for a rule of rate-making that will result in 
adequate returns to the carriers. Its plan is simi- 


lar to that of the Association of Owners of Rail- 
way Securities, commonly known as the Warfield 


plan. It is a recognition of the real problem and a 
laudable attempt to solve it, but in our opinion its 
fault is in the definiteness with which it fixes the 
return that would be assured to groups of roads 
and the basis on which that return would be figured. 
Six per cent might be all right now, but it might be 
too much or too little next year. And no one knows 
whether it is proper even now, for no investigation 
has been made by any body empowered to make 
such an investigation, and therefore there are no 
reliable figures. We think it much better that both 
the basis and the percentage of return should be 
left to the Commission, instructing it merely that 
rates should be such as to insure an adequate return 
to the roads, taken by groups, permitting the Com- 
mission, in view of existing economic conditions at 
the time, to work out its own ideas as to what is 
adequate revenue and what rates are necessary to 
produce such revenue. So far from this being an 
indignity for the Commission or a reflection on its 
ability, we think such a charge from Congress would 
be the very highest compliment that could be paid 
to the judgment and ability of any administrative 
body. 


MONEY FOR ALASKAN RAILROAD 


Representative Curry, of California, has introduced in 
the House a bill amending the act under which the gov- 
ernment is building a railroad in Alaska between Seward 
and Fairbanks, so that an additional appropriation of 
$17,000,000 would be made available in order to complete 
the road on or before December 31, 1922. 
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Solving the Railroad Problem.—The 
real work of solving the railroad prob- 
lem is just beginning. That may 
sound strange to those who have been 
reading about the hearings that were 
held between January and March and 
resumed in June. It is, however, a 
fact. The Senate sub-committee, com- 
posed of Senators Cummins, Kellogg 
and Poindexter, on behalf of the ma- 
jority party, and Pomerene and Rob- 
inson, on behalf of the minority, is 
now meeting behind closed dors with 
a view to drafting a bill which all 
can support. It is possible that they will succeed in doing 
that. Senator Cummins, with his scheme for. guar- 
anteeing return to railroads, and Senator Pomerene, bit- 
terly opposed to anything that even looks toward govern- 
ment ownership, are the opposite poles on the committee. 
Cummins is regarded as the only advocate of any form 
of government ownership on the sub-committee, although 
Poindexter, as an advocate of such a settlement, would 
not surprise those who have watched him on other matters. 
Kellogg is regarded as a supporter of the Commission’s 
recommendations embodied in the Esch-Pomerene bill. 
Robinson is not clearly indexed by those who make it 
their business to classify senators. But the committee 
is expected to report something. It is not like the banking 
and currency committees the late Thomas B. Reed used 
used to appoint. Reed was of the opinion that the bank- 
ing system based on government bonds was good. There- 
fore, he “loaded” the committee with crazy greenbackers, 
with ultra asset banking men, with silver men who glared 
at gold men and refused to believe the question of stand- 
ard and of banking had nothing to do with each other. 
By appointing such a committee, Reed was able to pre- 
vent any action on the various banking bills. Inasmuch 
as the speaker was then the whole captain and crew of 
the Nancy brig of legislation, he was able to keep the 
disagreeing forces in equilibrium. His influence lasted 
until 1908, when a committee appointed by Speaker Can- 
non reported and had passed a bill which became the 
foundation for the law enacted in 1913. It took the bank 
panic of 1907 to convince Congress that, regardless of 
the kind of coinage standard, there must be a banking 
scheme that would respond to the needs of business and 
the scariness of bank depositors, which would be facts 
regardless of whether the dollars were coined on the ratio 
of 16 to 1 or not at all. 





The President and the Railroads.—Thus far the Presi- 
dent has manifested no interest in the proposed legis- 
lative solution of the question that has engrossed railroad 
men and shippers. So far as known he has not spoken 
with any of the men who have been working on the mat- 
ter. Heretofore, when rate cases or other things pertain- 
ing to the railroads have been up, he has waited until 
well along in the proceedings. Then he has let his views 
be known. That was especially true in the five per cent 
case, the first rate case in which a President took a hand. 
He intervened, by means of an expression of opinion, in 
favor of the carriers. Notwithstanding that expression, the 
Commission turned down the main proposition, giving the 
carriers an increase only in Central Freight Association 
territory. Then came the war and before the end of 1914 
the railroads, like nearly every other interest in the coun- 
try before the war boom hit it, was low in purse and 
Spirit. Before the war demands of Europe began being 
felt, the Commission allowed the whole of the increase, 
thereby making 1915 a good year. The following year 
Was the best ever. Notwithstanding that, on account of 
a bad beginning in 1917, the fifteen per cent case was 
brouzht and won before the end of the year, which turned 
out to be the second best of all. Since then there have 
been so many increases no one can remember the number, 
and the prospect of another one is casting its shadow 
Over the business world. When or how large that ad- 
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vance shall be, Director-General Hines is expected to sug- 
gest that the President shall indicate, after he has been 
advised as to the necessities created by the high wages 
for railroad employees and the high cost of materials. 


Effect of Threatened Increase.—One known result of the 
general uncertainty as to the expected advance in rates 
is the doing of business on the basis of price at the factory 
door, in hand-to-mouth quantities. Time was when the 
wholesale grocers of the country contracted for canned 
corn in Maine in January and canned fruits and vegetables 
in California in the same month, although the corn was 
not planted until late in May and the fruit blossoms did 
not appear until months after the contracts were made. 
They and the canners were able to discount the market, 
with no thought that the rates might be raised. When 
the railroads, in the spring of 1917, proposed to raise rates 
on California fruits and canned vegetables from the east, 
there was an indignant protest. That was no time to 
talk about raising rates, the grocers and canners said. 
If any proposal like that were to be made, it should be 
brought forward at the end of the season, when the bulk 
of the movement had taken place. Now there is no cer- 
tainty about any rate. During the war it made no differ- 
ence what the quantity of the rate was or when it was 
increased. All the United States could produce was needed. 
Now, however, exporters are becoming cautious about 
quoting prices on the basis of their paying the inland 
rate. They are beginning to limit their undertakings to 
thirty and at the outside sixty days, because of the un- 
certainty of the rate situation. The effect may be the 
loss of some business. The rest of the world is begin- 
ning to be able to ship acrogs the ocean in competition 
with the United States, from which goods had to be taken 
during the war because of the necessity of coming to the 
United States for men. Ships could not be sent to South 
America except at rare intervals. Now, however, Great 
Britain, no longer in need of American soldiers, can and 
does send her ships to other ports, because American 
prices are higher than in the Orient and South America. 


Possible Delay in Railroad Legislation—The League of 
Nations’ debate has not yet caused any delay in railroad 


legislation. There is no reason, however, to believe that 
that will be the fact until the end of the session. The 
contrary may be expected. While the general debate on 
the President’s proposal appears to be engrossing, the 
real preoccupation by the senators will come when they 
get down to the point of proposing the reservations they 
think should be made to make certain that the covenant 
is not a bit of law superior to the Constitution of the 
United States and the League council a legislative body 
that will pass on acts of Congress pertaining to foreign 
relations to almost the extent that Congress supervised 
the acts of territorial legislatures. About the time the 
interstate commerce committees get ready their proposals 
senators may be expected to yawn at the suggestion that 
weak sister railroads can be taken care of by means of 
the power proposed to be placed in the hands of the Com- 
mission to say how all joint rates shall be divided and 
not as now, have that power confined to rates prescribed 
by it and on the division of which the carriers concerned 
cannot agree. Senators will want to debate whether a 
statute of the United States is superior to a treaty. A 
debate of that kind, it may be suggested, will tempt not 
only senators, but newspaper men and even those intensely 
interested in railroad legislation to lay down their pencils 
and listen, instead of going on with their work. ‘There’s 
a fascination about foreign affairs. Diplomacy is a species 
of meddling—high-toned, and therefore engrossing. 


Wages of Railroad Labor.—The railroad brotherhood 
leaders are telling their followers that the great news- 
papers of the country are carrying on a propaganda 
against them because cartoonists are making pictures 
showing the engineman oiling his machine while wearing 
a dress suit and the conductor punching tickets while his 
valet holds his lantern. How wicked are the cartoonists 
may be judged from the fact that before the war the 
engine drivers averaged $1,800 a year. The highest paid 
drivers were in the south and one of them received $4,200 
a year. The average now must be well on toward $2,500 
a year, which is the salary of a chief clerk in a big ex- 
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ecutive department in Washington, directing the energies 
of hundred of other clerks. It is more than the base pay 
of an army captain, who, in time of war, commands 250 
men. It is more than the average earnings of lawyers, 
doctors, preachers, teachers and farmers. A contempla- 
tion of the relatively high rewards for the ordinary work 
of the man who opens the throttle, pulls the whistle cord, 
keeps watch on signals, oils the machinery, applies the 
brakes and reverses the machine when there is reason 
for a quick stop, it is believed, shows why the brother- 
hoods are anxious for the government ownership and 
brotherhood operation plan for disposing of the railroad 
question. Men whose pay is high because they are eco- 
nomically worth what they are receiving, in competition 
with the world, are not asking for legislation to bolster 
up their pay. A protective tariff is sought to be justified 
by its advocates on grounds of policy alone. Government 
ownership, it is suggested, might be advocated on the 
ground that it is good policy to maintain a wage scale 
so high as to require part of it to be paid out of the 
public treasury. Advocates of the government ownership 
and brotherhood operation plan assert that that plan would 
save the country $250,000,000 a year on the theory that 
government can borrow money for 4 per cent. But with 
4.25 per cent bonds down to 93, the government cannot 
long expect to borrow money for less than 5 per cent. 
If it tried to borrow only $15,000,000,000, the amount for 
which the advocates of government ownership think the 
railroads could be bought, the rate would have to go to 
6 per cent or more. People could not be shamed into 
buying bonds to back an experiment in government owner- 
ship and brotherhood operation on the taunt that they 
were pro-Germans. A. 3B. SS. 


PAYMENT OF CLAIMS 
The Trafic World Washington Bureau. 


Announcement of a new date for hearing in No. 10696, 
Jacob E. Decker & Sons vs. Director-General et al., could 
not be made at the time of postponement because the 
engagements of the Commission were such that an un- 
engaged day on which a whole division could sit in the 
ease could not be found. It is the desire of the Com- 
mission that the case be heard by a division and not by 
an examiner, because the question involved is one of law 
and not of facts. 

The complaint alleges unjust discrimination because 
some railroads pay loss and damage claims after the ex- 
piration of two years and a day when the claimant has 
not filed suit. Others decline to pay on the ground that 
they are forbidden by the bill of lading contract and by 
the decision of the Supreme Court in the case of Phillips 
vs. Grand Trunk, decided by the Supreme Court of the 
United States. 

A policy with respect to such cases was announced by 
the Railroad Administration on July 23, before it was 
advised of the postponement of the hearing in this case, 
in the form of a letter sent by E. Marvin Underwood, 
general solicitor, to the regional directors and another 
letter sent by Director Thelen to R. D. Sangster and 
other representatives of shippers. The.Underwood letter 
is as follows: 


“It appears that on some railroads claims for loss and 
damage, on which suits have not been brought before the 
expiration of the two years and one day limitation in the 
bill of lading, are being paid by freight claim agents, 
while on other railroads the payment of such claims is 
being declined on the ground that same cannot legally 
be paid. 

“The question as -to whether or not such claims may 
lawfully be paid is now pending before the Interstate 
Commerce Commission. In order to secure uniformity of 
practice over all federal controlled lines, and to maintain 
the status quo pending the decision of the Interstate 
Commerce Commission, please instruct all general solicit- 
ors and freight claim agents to withhold payment pend- 
ing such decision. 

“Should the decision of the Commission be favorable to 
the payment of such claims, it will be the policy of the 
Administration, during a limited period thereafter, to pay 
all meritorious claims of this kind, provided the consent 
of the railroad corporation may be secured.” 

The Thelen letter is as follows: 
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“Referring further to the matter of the two year and 
one day limitation in bills of lading, I enclose herewith, 
for your information, copy’ of instructions which are being 
issued by Mr. E. Marvin Underwood, general solicito: of 
the Division of Law, to all the regional directors. 


“As you will note, these instructions provide thai in 
order to secure uniformity of practice over all federally 
controlled lines and to maintain the status quo pending 
the decision of the Interstate Commerce Commission in 
the case of Jacob E. Decker & Sons vs. Director-General 
et al., I. C. C. Docket No. 10696, all general solicitors and 
freight claim agents are directed to withhold payments, 
pending such decision, on claims which are more than 
two years and one day old. 

“As you will observe, the Railroad Administration states 
that if the decision of the Interstate Commerce Commis- 
sion is favorable to the payment of such claims, it will 
be the policy of the Railroad Administration, during a 
limited period thereafter, to pay all meritorious claims of 
this kind, provided the consent of the railroad corporation 
may be secured. 

“The proviso with reference to securing the consent of 
the railroad corporations is necessary for the reason that 
a number of these corporations have served formal notice 
upon the Railroad Administration that they will not honor 
payments of claims against them made by the Railroad 
Administration after the period of two years and one day, 
and it would be possible for these corporations, even 
though the Interstate Commerce Commission should hold 
that these payments may lawfully be made, to urge that 
they could have defeated the payments by refusing to 
make them and standing suit and that the Railroad Ad 
ministration has no right, by paying these claims, to de- 
prive the corporations of a defense which they might 
have made. 

“It is my personal judgment that in case the Interstate 
Commerce Commission should hold that these claims may 
lawfully be paid the Railroad Administration, in co-opera- 
tion with the shippers, will be able to induce most of the 
railroad corporations to agree that just claims may be 
paid by the Railroad Administration.” 


DECKER CASE POSTPONED 


Hearing and argument in the case of Jacob E. Decker 
& Sons vs. M. & St. L. et al., set for Washington July 25, 
in which the question of whether carriers may pay dam- 
age claims after the expiration of the two years’ period 
was involved, was July 21 postponed by the Commission 
to a date hereafter to be fixed. The reason is that Walter 
E. McCornack of Chicago, attorney for the complainant 
in the case, was not able to be away from home this week. 
It’s a boy and is said to look like his father, but Mr. Mc- 
Cornack says he doesn’t mind that if only the child keeps 
healthy. 


CUNARD LINE’S NEW BUILDING 


The final work of clearing the site bounded by Broad- 
way, Greenwich and Morris streets, New York, on which 
is to be erected the new twenty-one story office building 
of the Cunard Steam Ship Company, Limited, has been 
begun with the clearing away of the old Steven’s House, 
which with a few other buildings on Morris street are 
the only structures remaining on the plot. The lower 
floors, which will be devoted to the uses of the Cunard 
Steam Ship Company and its allied and subsidiary lines, 
will contain public offices for the transaction of passel- 
ger and tourist business, planned on an architectural 
seale comparing rather with the huge railway terminals 
than with the ordinary steamship office. The estimated 
cost is in the neighborhood of $10,000,000. The comple- 
tion of the building will add some 500,000 square feet of 
available floor space to the rental market on or before 
May 1, 1921. 


DINING CARS EXEMPT 


The Internal Revenue Department has ruled that the 
provisions of section 630 of the revenue act of 1918, pro- 
viding for a tax on soft drinks and ice cream, does not 
apply to dining cars operated by the Railroad Adminis 
tration, it having been determined that a dining car 15 
not a place of business similar to a soda fountain or ice 
cream parlor, and soft drinks and ice cream sold on dil- 
ing cars, separate and apart from meals, are not subject 
to tax. 
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Decisions of Interstate Commerce Commission 


REPARATION ON COAL 


An order of reparation has been made in No. 10217, 
Sligo Iron Store Company vs. Western Maryland et al., 
opinion No. 5789, 53 I. C. C., 520-22, to be paid by the 
B. & O. S. W., because it failed to divert a carload of 
coal shipped from Coketon, W. Va., to Stephenville, Tex., 
originally consigned to Memphis. The complainant tried 
on Jan. 17, 1917, to order the diversion desired, but the 
company refused to accept the order on the ground that 
the complainant was a stranger to the transportation. At 
the request of the consignor, the general superintendent 
of transportation at Baltimore wired instructions to the 
company’s agents at Parkersburg, W. Va., Chillicothe, O., 
and Cincinnati, to make the diversion. The car had not 
passed any of the places at the time the order came by 
wire, but the agents did not accomplish the diversion. 
Later the superintendent told the consignor that it was 
the fault of the company, but it resisted the application 
for reparation, and the formal complaint was necessary. 


CHARGES ON LUMBER 

An order of reparation on account of misrouting and 
of refund on account of illegally assessed demurrage and 
track storage charges has been issued by the Commission 
in No. 10281, J. W. Difenderfer Lumber Co. vs. Mt. Airy 
& Eastern et al., opinion No. 5804, 53 I. C. C., 571-3. The 
misrouting was on a carload of lumber from McBride, Va., 
to West Side avenue, Jersey City. The assessment of 
illegal demurrage and track storage charges took place 
at Bushwick station, Brooklyn. The billing was endorsed 
for delivery “Bushwick station, Brooklyn, route via cheapest 
Long Island delivery.” The car was sent to Bushwick 
station. The complainant refused delivery and insisted on 
having it sent to Westside avenue, as “originally routed.” 
The railroad agent refused to do this, advising the com- 
plainant that it had no instructions to that effect from 
its connections. The Southern Railway defended the 
transaction on the ground that the Mt. Airy & Eastern had 
not advised it as to the standard car into which three 
narrow guage carts of lumber were loaded in time to 
enable it to effect the change of destination before the 
car reached Bushwick station. On the authority of the 
Schuh-Mason Lumber Co. vs. M. & O., 46, I. C. C. 365, 
the Commission held the demurrage and other charges 
were the result of railroad error and that refund would 
have to be made. 





RATES ON LUMBER 


The Commission has re-opened No. 10,308, Paducah Board 
of Trade et al. vs. Illinois Central et al., opinion No. 5799, 
53 I. C. C. 559-60, to permit the complainants, particularly 
the Paducah Cooperage Company and the Sherrill-Russell 
Lumber Company, an intervener, to introduce testimony 
to show damage on shipments of lumber from the western 
part of the so-called southwestern lumber blanket. 


In earlier cases of the same title (29 I. C. C. 583 and 43 
I. C. C. 537) the Commission condemned the rates to 
Paducah as unlawful to the extent that they exceeded those 
to Cairo. In March and April the Railroad Administration 
checked in rates that are satisfactory to the complainants, 
so there is none of the original rate question left. There 
is, however, a question of reparation. On the record as 
made, the Commission could have dismissed the com- 
plaint on the ground that the complainants had not intro- 
duced testimony to show damage. 


This reopening was ordered so as to avoid a dismissal 
on a technicality. The complaint was brought primarily to 
have the adjustment extended to the western part of the 
southwestern blanket and to obtain reparation. The Rail- 
road Administration having made satisfactory rates the 
question of reparation only was left for determination. 

The defendants, the report says, relied on the earlier de- 
cisions to make their case, especially because the Com- 
Mission said that while rates from the additional territory 


were not considered they were subject to the same condi- 
tions that affect the construction and application of rates 
from the producing territory immediately east thereof. 

In the report on this re-opening Commissioner Daniels 
said an examination of the record disclosed the fact that the 
defendants had been advised that they would not be re- 
quired to do more than present evidence covering the ship- 
ments, showing that they had paid the charges, to enable 
the Commission to act. 

Therefore the Commission said it had been persuaded 
that this case could not be disposed of properly on the 
technical ground that the complainants had introduced no 
specific evidence bearing on the intrinsic unreasonableness 
of the rates under attack. Therefore, though the record 
was completed, the Commission reopened the case to 
enable the complainants and interveners to present evi- 
dence on the point they had been advised had been settled 
by the decisions in the earlier cases. 


“FOLLOW LOT” RULE 


It is the judgment of the Commission, in No. 10366, 
H. W. Johns-Manville Co. vs. Lehigh Valley et al., opinion 
No. 5792, 53 I. C. C., 527-28, that the follow-lot rule in 
Countiss’ transcontinental tariffs is not unreasonable or 
otherwise unlawful. The complaint was that requiring 
the first car of a shipment calling for the use of an addi- 
tional car is unreasonable because it says the first car 
is to be loaded to visible or marked capacity, but not 
less than 30,000 pounds as a condition precedent to the 
application of the carload rate to the quantity carried in 
the follow-lot. 

In this case two shipments of asbestos roofing and roof- 
ing materials were involved, one from Manville, N. J., and 
the other from Milwaukee to Seattle. The complainant 
asked for the application of the Official Classification ter- 
ritory rule, which says that the follow-lot rule shall apply 
when the first car is loaded as heavily “as the loading 
conditions will permit.” 


The complainant contended that asbestos roofing, in 
rolls, can be loaded only one tier in a car. The defend- 
ants said that two tiers can be shipped if a false floor 
is laid on top of the first tier and that the disability to 
load, if there is any, inheres in the commodity. The com- 
plainant admitted that it had shipped asbestos roofing in 
double tiers, without damage. The complaint, therefore, 
was dismissed. 


DEMURRAGE ON LUMBER 
CASE NO. 10350 (53 I. C. C., 528-524) 


CENTRAL PENNSYLVANIA LUMBER COMPANY VS. 
DIRECTOR-GENERAL AND SUSQUEHANNA & NEW 
YORK RAILROAD COMPANY. 

Submitted March 27, 1919. Opinion 5790. 


Application of defendant carrier’s demurrage rules to certain 
carloads of lumber at Laquin, Pa., not shown to have re- 
sulted in unreasonable charges. Complaint dismissed. 


BY DIVISION 3: 

By complaint, seasonably filed, as amended, complainant. 
a corporation, alleges that unreasonable demurrage charges 
were assessed by the defendant carrier at Laquin, Pa., 
on 13 carloads of lumber shipped in April, 1918, from 
that point in interstate transportation. We are asked to 
award reparation and to establish reasonable demurrage 
rules for the future. 

‘The demurrage charges assailed were collected for the 
detention, exclusive of free time and Sundays, of cars 
placed for loading, upon complainant’s order, between April 
8 and April 11, 1918, both dates inclusive, and released 
between April 12 and April 18, 1918, both dates inclusive. 
Neither the legality, the measure, nor the correctness in 
computation, of the charges is assailed, complainant’s sole 
grievance being directed against rule 8 of the defendant 
earrier’s tariff, which provided that no demurrage charges 
should be collected for detention of cars through causes 
named below: 
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Section A—Weather Interference. 


1. When the condition of the weather during the prescribed 
free time is such as to make it impossible to employ men or 
teams in loading or unloading or impossible to place freight in 
cars, or to move it from cars, without serious injury to the 
freight, the free time shall be extended until a total of 48 hours 
free from such weather interference shall have been allowed. 

— + a” ae 2K * ae ae 


3. When, because of high water on snow-drifts, it is im- 
possible to get to cars for loading or unloading during the pre- 
scribed free time. 

This rule shall not absolve a consignor or consignee from 
liability for demurrage if others similarly situated and under 
the same conditions are able to load or unload cars. 


Complainant’s witness testified that because of the se- 
verity of a storm, rain and snow, between April 8 and 
12, 1918, inclusive, half of its loading crew refused to 
work and that with the depleted force it was impossible 
sooner to load the cars and secure their release. It is 
not contended that it was impossible to load any cars 
during the period referred to. A number of cars were so 
loaded by complainant, and it appears that some were 
shipped and others ordered placed each day during that 
time. Complainant asserts that none of its cars could 
have been loaded at that time if unusual efforts had not 
been made to induce the men to remain on duty, and, 
assuming that if such efforts had not been made and no 
cars loaded during that period, a claim for extension of 
the free time with respect to all the cars could have been 
established, complainant argues that the rules in effect 
penalize its diligence and are unreasonable. In this con- 
nection it is sufficient to say that the question of whether 
or not weather conditions are such as to prevent the em- 
ployment of men in loading cars is one of fact and is not 
affected by shipper’s diligence or lack thereof in procuring 
help. 

The rule in question is part of the uniform demurrage 
code generally in effect on the railroads of the country, 
and upon this record we find that it is not shown to have 
been or to be unreasonable or to have resulted in unrea- 
sonable demurrage charges. An order dismissing the com- 
plaint will be entered. 


COTTONSEED HULL SHAVINGS 


An order of dismissal has been entered in No. 10249, 
Cottonseed Products Company vs. St. Louis-San Francisco 
et al, opinion No. 5805, 53 I. C. C. 574-8, the Commission 
holding that the rate on cottonseed hull shavings from 
Roff, Okla., to Meridian, Miss., had not been shown to be 
unreasonable, unjustly discriminatory, or unduly preju- 
dicial, and that no damage had been shown as a result of 
the violation of the fourth section. It was found however, 
that some of the shipments made in June and July 1917, 
had been overcharged, so refund will have to be made. 

Another holding of the Commission is that the reason- 
ableness of insurance premiums, paid by the carriers for 
the shipper’s account for property stored by the carrier 
‘in a public warehouse, pending acceptance of the ship- 
ment by the consignee is not within the jurisdiction of 
the Commission; and the act to regulate commerce does 
not require that the rates for such insurance be published 
in carriers’ tariffis. It was further held that no part of 
the insurance charges in this case had been shown to 
have resulted from the carriers’ demand for the payment 
of an illegal rate. 


When the shipment arrived at Meridian, the carriers 
demanded a rate of 81.5 cents instead of 48 cents which 
had been prepaid. The consignee refused to pay and the 
carrier stored the property in a public warehouse, paying 
a premium of $267.61 for insurance thereon. 

The consignee did not tender payment of the legal rate 
of 74 cents, nor, says the report, did he show that the 
carriem could have secured insurance for a_ smaller 
premium. ° 





RATES ON IRON ORE 


The Commission has dismissed No. 10234, Virginia, Iron, 
Coal & Coke Co., et al, vs. Southern Ry., et al., opinion 
No. 5807, 53 I. C. C. 583-89, holding that the increased 
rates on iron ore to Middlesboro, Ky., from mines in 
Tennessee, Georgia, North Carolina and Virginia on the 
Southern Railway, Rome & Northern and Louisville & 
Nashville had been justified. It further held that the 
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stating of rates on iron ore in terms of net tons instead 
of long tons had not been shown to be unreasonable or 
otherwise unlawful. 

The report in this case, written by Commissioner Daniels, 
follows a tentative report submitted by the examiner. The 
decision of the Commission means that the Southern Rai] 
way hereafter may charge rates on iron ore to the fur. 
nace point in question that are substantially the same 
as rates elsewhere, even if the charging of such rates 
results in the destruction or lessening of the investment 
by the complainant at Middlesboro. The Commission said 


the fact that admittedly low rates, claimed now to have 
been less than compensatory, were permitted to continue 
for a long time, does not of itself preclude increases 
therein; and while a presumption of reasonableness may 
ordinarily attach to rates long maintained, there is no 
lawful foreclosure of the right to rebut that presumption, 


RATES ON FIRE BRICK, ETC. 


The Commission has dismissed No. 10176, Quinton-Spel-! 
ter Co., vs. Ft. Smith & Western et al., opinion No. 5793, 
53 I. C. C. 529-31, holding that rates on fire brick, fire 
clay and dobies from St. Louis and Mexico, Mo., to Quin- 
ton, Okla., had not been shown to be unreasonable. The 
Commission also held that the complainant had not shown 
that it was damaged by the alleged undue prejudice. The 
report also covers Sub. No. 1 and Sub. No. 2 brought by 
the same complainant against the same defendants. 


RATES ON STEEL PILING 

In No. 10270, Walter A. Zelnicker Supply Co., vs., Ore- 
gon Short Line et al., opinion No. 5802, 53, I. C. C. 567-8, 
the Commission held the rate on steel piling from Paris, 
Ida., to E. St. Louis, was unreasonable, ordered repara- 
tion and directed the railroads on or before October 1), 
on statutory notice to establish a rate of 102.5 cents. A 
construction company originally purchased this piling 
from the complainant and after using it at Paris, resold 
it to the complainant. Fifth class at $1.18 was applied 
at the time of the shipment in November, 1917. The 
complainant contended for a commodity rate of 82 cents. 
The commission found that that commodity ‘rate would 
have been reasonable on the shipment and that a reason- 
able rate for the future, giving effect to General Order 
No. 28 will be 102.5 cents. 


RATES ON LUMBER 

While the United States of America, as a participant 
in the World war, is a victor, as much cannot be said for 
it as a litigant before the Commission. The regulating 
body has dismissed No. 9462, United States of America, vs. 
Sumter Valley Railway Co., et al., opinion No. 5811, 53 
I. C. C. 607-19. The opinion was written by Commissioner 
Hall. Commissioner Eastman dissented and Commissioner 
McChord authorized Mr. Eastman to say that he concurred 
in the Eastman dissent. 


Specifically the Commission held that through rates on 
lumber and other forest products from points on the Sum- 
ter Valley Railway of Oregon, a narrow gauge lumber 
road, to eastern points, were not unreasonable nor unduly 
prejudicial to shippers and localities on the line of that 
carrier; that the failure of the defendants to maintain 
joint rates on the lumber traffic does not involve a viola 
tion of that provision of section 3 of the act which re 
quires carriers subject to its provisions, according to their 
respective powers, to afford all reasonable, proper, and 
equal facilities for the interchange of traffic between their 
respective lines, and for the receiving, forwarding and 
delivering of passengers and property to and from thei! 
several lines and those connecting therewith, and does 
not, within the meaning of the law, involve discrimina 
tion in their rates and charges between such connecting 
lines. 


The reason for the government’s complaint against the 
rates is to be found in that condition of the contracts 
of sale between the government and purchasers of timber 
rights in the Whitman, National Forest, which is that any 
reduction in freight rates shall inure partly to the benefit 
of the purchaser and partly to the government. 
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The government does not, under its contract, in any 
case, assume any part of an increase in freight rates. 

The report says a remarkable and perhaps unprece- 
dented situation was disclosed by this proceeding. It is 
that on the hearing every shipper on the line who was 
called as a witness—and the representation seems to have 
peen fairly complete—opposed the complaint and ranged 
himself on the side of the railroads. The reason, as 
pointed out in the report, is that the shippers would have 
had to pay more for their stumpage if the government 
had won its contention in behalf of lower rates. The ship- 
pers who own the stumpage maintain planing mills at 
Baker, Ore., and if arrangements had been made at Baker 
for interchanging cars between the Sumpter Valley and 
the Oregon-Washington Railroad, some of the logs, instead 
of being worked into timber at Baker, might have gone 
to points beyond. The government contended that the 
finishing work could and should be done in the woods, 
thus eliminating the transportation and handling of waste 
and offal. 

The opinion distinctly holds that the government’s inter- 
est in the rate adjustment is beyond any doubt such as 
to entitle it to maintain proceedings of this character, 
although it never has and probably never will make a 
shipment of lumber. 


Commissioner Hall, in his comment, said the proof that 
the rates are unreasonable per se was meager and con- 
sisted of little more than comparisons showing that lower 
rates are in force from the coast, Spokane and Montana- 
Oregon groups. Opposed to that, he said, was ample 
proof of the unusually severe operating difficulties en- 
countered in bringing the rough timber from Sumpter 
Valley into Baker. The haul is over three distinct moun- 
tain divides at elevations of 5,000 feet or more, on a 
narrow guage railroad with curvature aggregating 17,498 
degrees, the equivalent of more than 48 complete circles 
in a distance of about 80 miles. He said no showing had 
been made that operating conditions of similar severity 
are encountered by any of the 28 short lines serving 
competitive timber tracts and maintaining lower rates. 

Commissioner Eastman, in his dissent, said the solici- 
tude on the part of the forest service of the Department 
of Agriculture for the protection of the public interest in 
the Whitman Forest timber is in every way to its credit. 
He contended that the situation in this case is not unlike 
that which was considered by the Commission in “Joint 
rates with the Washington Western Ry.,” 41, I. C. C. 649, 
where an extension of the group rates on lumber was 
required. He thinks the Commission should have ordered 
the extension of the blanket in this case. 


RATES ON LUMBER 


The Commission has dismissed No. 10360, Meeds Lum: 
ber Company et al vs. Alabama, Tennessee & Northern 
et al., opinion No. 5780, 53 ICC 477-80, holding the allega- 
tion that eight carloads of yellow pine, from Climax, Ala., 
to Lewiston, Me., shipped in April and May, 1916, were 
misrouted, has not been sustained. It further held that 
a rate of 41 cents had not been shown to have been 
unreasonable. 





MONCON COMMON CARRIER 


In a report by Commissioner Hall on No. 8406, Jones 
& Laughlin Steel Company, opinion 5798, 53 I.CC 556-8, 
the Commission has formally held that the Monongahela 
Connecting Railroad Company, commonly known as the 
Moncon, with 11.30 miles of main track on the two banks 
of the Monongahela river in Pittsburgh, 30.23 miles of 
sidetrack, 51 locomotives, 670 freight cars, 15 work cars 
and an investment of $4,318,436, is a common carrier and 
as such entitled to divide joint rates with the Pennsyl- 
vania, Baltimore & Ohio and the Pittsburgh & Lake Erie 
its trunk line connections. The shares of the railroad 
are owned by the steel company complainant. The rail- 
road, however, with 1200 employes, not under federal 
control because it told the director general it could better 
handle war materials with its existing organization, is 
Separately operated. It handles no passengers, mail or 
express. It issues no bills of lading but, upon request, 
will stamp the shipping orders so as to show that it re- 
ceived the goods in a specified car or cars. 
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A report on the status of the road was requested be- 
fore the trial of the main issue in the formal complaint 
which is a demand for joint through Pittsburgh district 
rates and reparation for the period between April 1, 1914, 
anr April 14, 1915, during which the. trunk lines paid 
nothing for the services rendered them by the industrial 
railroads. If the road were not a common carrier, the 
demand for reparation would have to fail, hence the re- 
quest for a ruling on the fundamental question in ad- 
vance of the trial on the demand for reparation. 

The road has been in operation since 1887—ever since 
there has been an act to regulate commerce—and has 
always complied with both state and federal regulative 
statutes and orders. The Pennsylvania commission, after 
the cancellation of joint rates in 1914, held that the road 
is a common carrier. 

In 1888 the shippers in no way connected with the pro- 
prietary interest furnished 34 per cent of the road’s traf- 
fic. In 1918, owing to the demands of war for steel, the 
non-proprietary traffic fell to 5.45 per cent of the whole. 
The tonnage of the non-proprietary companies has greatly 
increased since 1888 but the steel company’s business 
grew faster than that of the outside shippers, hence the 
decrease in non-proprietary percentage. Among the non- 
affiliated shippers is the National Tube Company, a sub- 
sidiary of the United States Steel Corporation, the great 
rival of Jones & Laughlin Steel Company. The tube com- 
pany has two plants served by the Moncon, but they have 
other connections with the trunk lines. There are seven 
non-affiliated shipping plants north of the Monongahela 
and two on the south. Five of them have no other way 
of reaching the trunk lines. Fifty odd shippers used the 
team tracks in 1917. 

No inter-plant switching or spotting for the big steel 
plants is done by the Moncon. They have locomotives 


of their own, in which the Moncon has no interest. 


CARETAKERS’ TRANSPORTATION 


An award of reparation has been made in No. 9782, 
Swift & Co. v. San Antonio & Aransas Pass et al, opin- 
ion No. 5788, 53 ICC 515-19, for the amount of money the 
complainant paid for the return of care-takers of live 
poultry from Oklahoma, Texas, South Dakota, Kansas, 
Missouri and Iowa points between Jan. 10 and Aug 8, 
1915. The award is based on the finding in Parsons vy. 
C. B. & Q., 49 ICC 96. In that case the Commission held 
that the railroads had not justified the cancellation of 
the rule providing for the free return of care-takers, after 
Jan. 10, 1915, on which date the rating on carloads of live 
poultry was increased from fourth to third. The repara- 
tion is for only that part of the fare up to the western 
terminal of the eastern lines, the latter having never pro- 
vided for the free return of care-takers. 


F. P. & E. A COMMON CARRIER 


A case involving a phase of the industrial railway sub- 
ject was disposed of in a report written by Commissioner 
Clark on No. 10236, Diamond Alkali Co. v. Fairport, 
Painesville & Eastern et al., opinion No. 5797, 53 ICC 
549-55. The report is that the road is a common carrier 
and that the rates between the complainant’s plant at 
Alkali, O., to interstate points were unreasonable and 
unduly prejudicial on account of the cancellations made 
on April 1, 1914, because in excess of those from Fair- 
port and Painesville. They are points of connection with 
trunk lines. An award of reparation was made for the 
difference and it will be paid when the complainant has 
prepared a statement of the shipments. The carriers are 
to extend the Fairport or Painesville rates, which are the 
same, to Alkali on or before Sept. 15. 


The report leaves unsettled the question of the division 
of rates. The Fairport, Painesville & Eastern, controlled 
by the same interest that controls the complaining com- 
pany, suggested that the trunk lines alone should bear 
the burden of reparation; or stated in another way, that 
the divisions should be equal to the local rates of the 
industrial railroads. The local rates are one cent on am- 
monia, one of the products, ten cents on coal and 20 cents 
per ton on cement, brick and lumber. 


As to the contention that the divisions should equal 
the local rates, the report says that that would give the 
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industria) railroad compensation on many commodities in 
excess of switching absorptions made by the trunk lines. 
“Clearly an excessive allowance or division would con- 
stitute a rebate to the controlling industry,” says the re- 
port. “What would be a reasonable division is not in 
issue and cannot be decided upon the present record.” 


A trunk line committee figured that it cost the industrial 
railroad $1.67 to move a loaded car. That estimate was 
based on costs a number of years ago and made no allow- 
ance for return on investment. Later the trunk lines 
offered a contract of $2 per car to the complainant, which 
declined on the ground that it could not make a contract. 
The railroad declined on the ground that it should be 
treated as a common carrier. 


The Commission, having recognized the railroad as a 
common carrier, if it and the trunk lines fail to agree 
upon divisions, the report says, they may appeal to it. 
To the extent that the money collected by the Fairport, 
Painesville, Eastern exceeded fair divisions, the report 
says, it will be required to join in making reparation. 

The finding of undue prejudice resulted from the fact 
that the trunk lines make switching allowances to the 
common carrier lines of competitors at Detroit but do not 
make such allowances at Alkali. 


eSNG eS ._e— 


RATES ON BARRELS 


A report by the third division on No. 10125, Fort Worth 
Freight Bureau v. Chicago, Rock Island & Pacific et al, 53 
ICC 545, condemns as unreasonable the rate and minimum 
weight on carloads of empty tight wooden barrels from 
Fort Worth, Tex., to Oklahoma City, Okla., in 1916 and the 
following year to the extent that they exceeded the rate 
and minimum weight on like traffic from Shreveport into 
Texas for a like distance. An award of reparation was 
made in behalf of the Southwestern Cooperage Company, 
for which the freight bureau filed the complaint. 


The rate and minimum are to be brought to the Shreve- 
port basis on or before October 11. The tariffs are also 
to contain a provision for the inclusion in carload ship- 
ments of inconsiderable quantities of staves, heads, hoops 
ind coopers’ flags for repairing, at destination, barrels 
damaged in transit. The flags mentioned are blades of a 
grass used by coopers to insert between the staves to pre- 
vent leakage. 


No tariff rule anywhere was shown for the inclusion of 
repairing material but the report says no transportation 
reason was shown for refusing the formulation of a rule 
of that kind. 





COTTONSEED OIL CHARGES 


The Commission has dismissed No. 10034, Gulf & Valley 
Cotton Oil Co., Ltd., vs. Texas & Pacific et al., opinion No. 
5800, 53 I. C. C., 561-4, holding that charges on shipments 
of cottonseed oil in tank cars from points in Texas and 
Louisiana to interstate destinations, refined in transit at 
New Orleans, were legally applicable and had not been 
shown to be unreasonable or otherwise violative of the 
act. The complaint was in the alternative, either that the 
charges were illgal or unreasonable and unduly prejudicial. 

Owing to delay in the issuance of bills of lading by the 
M. L. & T. and the Texas & Pacific, the complainant took 
out bills of lading on the Illinois Central making a note on 
the billing that the oil had been refined in transit and giv- 
ing notice that claim for the through rate would be made. 
This was done on the advice of a representative of the 
Texas & Pacific. The Commission said that the representa- 
tion of the agent could not have the effect of according the 
through rate on the outbound shipments, likening the trans- 
action to the misquotation of a rate. 

The allegation of undue prejudice was made on the 
ground that transit was accorded to competitors at other 
points near New Orleans. The report says transit in this 
case was denied wholly because of the manner in which 
the shipments were handled. The Commission’s report 
says the tariffs should be made to conform more closely 
to the practices under them. The practice to which the 
Commission referred was the issuance of bills of lading on 
the presentation of track receipts instead of the presenta- 
tion of bills of lading. 
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RATES ON STONEWARE 


A finding of unreasonableness and an order of repara- 
tion have been made in No. 10192, Western Stoneware “o. 
vs. A. T. & S. F., opinion No. 5801, 53 I. C. C. 564-66, the 
Commission holding that rates on stoneware, carloads, from 
Monmouth, Ill., to Lockesburg, Ark., were unreasonable 
and unlawful. The order is that on or before September 
20 the carriers establish a rate not higher than 45 cents 
plus 25 per cent, the addition to take care of No. 28 in- 
crease, and make reparation to the complainant. The rate 
collected was 64 cents, to which was added charges of 
$15.00 and $10.00 for stopping in transit for partial unload- 
ing. The illegality in the rate consisted of an unauthorized 
departure from the long and short haul rule of the fourth 
section. 


RATE ON WOODPULP BOARD 


An award of reparation has been made in No. 10355, 
United Paperboard Co. vs. Maine Central et al., opinion No. 
5803, 53 I. C. C. 569-70, on account of an unreasonable rate 
on woodpulp board from Benton, Me., to Philadelphia. 
Charges were made at a combination of 30.033 cents, com- 
posed of a commodity rate of 16.333 to Mechanicville, and 
a joint sixth class rate of 13.7, governed by exceptions to 
Official Classification, beyond. Contemporaneously a com- 
bination of 20.8 cents applied to Chester, Pa., and Balti- 
more, Md. The Commission found that the proper rate to 
apply to Philadelphia was the combination on Brunswick, 
Me., using 3 cents to Brunswick, and 17.8 beyond to Ches- 
ter, Pa., to which point Philadelphia was intermediate. 


RATES ON COAL 


In a report on No. 10268, Seaboard By-Product Coke Co. 
vs. D. L. & W. et al., opinion No. 5809, 53 I. C. C. 598-603, 
the Commission held combination rates assessed on ship- 
ments of bituminous coal en route from mines in the Pitts- 
burgh and Connellsville districts to Elizabethport, N. J., for 
delivery by barge at Seaboard, N. J., diverted in transit to 
all-rail routes over which there were no joint rates, unrea- 
sonable to the extent they exceeded $2.35 per long ton. 
Reparation is to be made to that base, in cases in which 
settlement was made at a rate in excess of $2.35. 

This barge coal was diverted in December, 1917, be- 
cause it became impossible then to move coal by barges. 
In that and the following month 112 cars of such coal which 
had been forwarded from the mines billed to Elizabeth- 
port for barge delivery was diverted in transit over two 
of the all-rail routes the complainant had previously re- 
quested. Of this number, 105 moved over the P. & L. E. 
to Connellsville, Pa., Western Maryland to Shippensburg, 
P. & R. to Catasauqua, L. & N. E. to Bath, thence via the 
Lackawanna. Two cars were delivered to the P. & L. E. 
at Brownsville Junction, the remaining five cars, originat- 
ing at Whitsett Junction, Pa., on the P. & L. E., moved over 
the same route as far as Catasauqua, thence via the L. & 
N. E., to Hainesburg, N. J., thence N. Y. S. & W. and Erie 
to destination. 


A rate of $2.10 per net ton equivalent to $2.35 per long 
ton, was established on January 15, 1918, over the route 
in which the Erie was the delivering carrier. In November, 
1918, and January, 1919, the same rate was made effective 
via other routes, so the question of reparation was the only 
one remaining at the time the decision was made. 


RATES ON COKE 
The Trafic World Washington Bureas. 


Attorney-Examiner C. V. McBride, in a tentative report 
on No. 10367, Seaboard By-Product Coke Company VS. 
Delaware, Lackawanna & Western et al., and parts of 
fourth section application No. 1625, recommends a hold- 
ing that the rates on by-product coke from Seaboard, N. J. 
to New England destinations and New York are and have 
been unreasonable and unduly prejudicial and that repara- 
tion should be awarded. His recommendation as to the 
application for through route and joint rate arrangements 
from Seaboard to points on the New Haven is that it 
should be denied, also that fourth section relief should 
be denied. 
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The report also covers Nos. 10370, 10371, 10386, 10395, 
10414, 10449 and 10485, Same vs. Same. 

The attorney-examiner recommended the establishment 
of mileage rates beginning with a rate of 90 cents for 
distances not over 10 miles with an addition of ten cents 
for each ten mile block up to 110 miles; then ten cents 
for the fifteen mile block up to 125 and then ten cents 
for each twenty-five mile block up to 575 miles, at which 
distance the rate proposed by him would be $3.90. 

As to reparation, the recommendation is that it be made 
on the basis of 80 per cent of the proposed rates, 
except, of course, in instances in which the carriers mis- 
routed the traffic. 

The fourth section departures are the result of the di- 
version, in 1908, of the Baltimore & Ohio from the route 
via New York harbor to the one via Poughkeepsie. 


RATES ON COTTONSEED HULLS 


The Traffic World Washington Bureau. 


A proposed report on No. 10,007, Sugar Land Manufactur- 
ing Company vs. Beaumont, Sour Lake & Western et al., 
written by Examiner Royal T, McKenna, recommends that 
the Commission hold the rates on cottonseed hulls, includ- 
ing ground hulls, from Little Rock and North Little Rock 
to Sugar Land, Tex., were from March to November, 1917, 
unreasonable and unduly prejudicial. He also recommends 
that reparation be awarded and that the carriers be re- 
quired to establish a rate not in excess of 22 cents and 
make reparation down to the basis of 17.5 cents, the rate 
in effect at the time of the movement from Mulberry and 
Conway, Ark., to Sugar Land. Some of the shipments 
moved from points intermediate on the route over which 
the 17.2 cents rate applied. 


The legally applicable interstate rates over some of the 
routes were 17.5, 20 and 22 cents. The hulls were bought 
with an agreement that the shipper should pay that part 
of the rate in excess of 20 cents. Some of the shipments 
were sent to Texarkana on an intrastate rate. There the 
billing was changed. The examiner was unable to de- 
termine, from the record, whether the violation of the 
principle of the Kanotex case was accomplished at the 
instigation of the complainant. On some of the ship- 
ments carriers were deprived of two cents. 


The complainant assented to the twenty-five per cent 
advance, so that was not in issue. The examiner recom- 
mended that a rate of 22 cents be ordered for the future. 
That is the 17.5-cent rate with the advance decreed in 
General Order No. 28 added. 


RATE ON SCRAP IRON 
The Trafic World Washington Bureau. 


A condemnation of a 51-cent rate on scrap iron as un- 
reasonable is proposed in a tentative report by Arthur R. 
Mackley, attorney-examiner, on No. 10455, Karehner Iron 
& Steel Co. vs. B. & O. et al., the rate applying between 
Texarkana, Ark.-Tex., and Chicago at the time of the ship- 
ment in May, 1918. Contemporaneously a commodity rate 
of 30 cents was in effect from Texas common point terri- 
7: Reparation is to be made to the commodity rate 
evel. 

There is now a 32.5-cent rate in effect on a 50,000 pound 
minimum from Texarkana and a 30-cent rate on a 54,000 
Minimum from Texas common point territory, which re- 
sults in a violation of the fourth section, which Mackley 
ne should be removed on the next re-issue of the 
ariffs. 





RATE ON CONGOLEUM 
The Trafic World Washington Bureau. 
A rate of $1.34 on congoleum, or felt base linoleum, from 
Philadelphia and other points of production in the East to 
Denver, in the opinion of Attorney-Examiner Arthur R. 
Mackley, is unreasonable and he has 30 said in a tentative 
report on No. 10441, William Volker & Co. vs. Atchison, 


Topeka & Santa Fe et al. It is his idea that, from a 
transportation point of view, there is no difference be- 
tween congoleum, oil cloth, linoleum, wood grain flooring 
and cork carpet to warrant any difference in rate. His 
recommendation is that the Commission require the re- 
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duction of that rate to $1.02, the rate on the other prod- 
ucts mentioned, and require the carriers to make repara- 
tion on four carloads sent to Denver by the complainant 
within the statutory period. The Railroad Administration 
has already taken steps to reduce the rates on congoleum 
to those applicable on other floor coverings of that gen- 
eral class, hence no order for the future will be necessary. 


RATES ON COTTON PIECE GOODS 
The Traffic World Washington Bureau. 


In a tentative report on No. 10480, Keet & Rountree 
Company vs. Baltimore Steam Packet Company et al., 
Attorney-Examiner Arthur R. Mackley recommends a hold- 
ing that rates on cotton piece goods from Boston and 
other eastern points over rail and water routes are un- 
reasonable because in excess of the intermediates based 
on Memphis. The destination in particular is Springfield, 
Mo. The rates charged ranged from 83 cents to $1.105. 
Combinations which the complainants contend should have 
been applied range from 87 to 90 cents. The lower com- 
binations, Mackley found, did not apply via Philadelphia, 
the port through which some of the shipments moved. 
The carriers are preparing tariffs applying the lowest 
combinations as through rates, so only an order of rep- 
aration will need to be issued in compliance with the 
recommendation. 


COPRA AND PALM KERNEL 


The Traffic World Washington Bureau. 


Inasmuch as the Railroad Administration has reduced 
the rates on coconut oil and on palm kernel oil to the 
cottonseed oil level and brought down the rates on copra 
meal and cake and palm kernel meal and cake in the 
Southern Region to Ohio River crossings, St. Louis, Vir- 
ginia cities and points taking same rates, or made in re- 
lation thereto, and also to some destinations in the East- 
ern and Western regions, Examiner Richard T. Eddy, in 
a tentative report on No. 10405, Southport Mill, Ltd., vs. 
Cc. & N. W. et al., recommends a holding that rates on 
copra and palm kernel products from New Orleans and 
Baton Rouge to various destinations were not unreason- 
able or unduly prejudicial. The report also embraces 
about a dozen other complaints involving the same rates. 

This adjustment of rates for the future is satisfactory 
to the complainants. At the time the testimony was 
taken, the only questions were of reparation and the fix- 
ing of a reasonable rate on copra cake from Rolling Fork, 
Miss., to New Orleans. Eddy recommends that reparation 
be denied on the ground that no damage had been shown 
by reason of the fact that the rates on the materials in 
question were higher than the rates on cottonseed oil 
and the by-products of the crushing of cottonseed. 


As to the rate on copra cake from Rolling Fork, Miss., 
to New Orleans the report says there was only one ship- 
ment of copra cake from Rolling Fork and there probably 
would never be another. The charges assessed on three 
carloads sent to New Orleans yielded a train-mile revenue 
of 66.5 cents and a ton-mile of 2 cents. Had the rate 
been the same as on cottonseed cake the revenue would 
have been 34.4 cents per car-mile, and 1 cent per ton- 
mile. The question as to the proper rate to be applied 
is under consideration by the Atlanta committee and Ex- 
aminer Eddy made no recommendation. 


The conclusion that the shippers of copra and palm 
kernel product had not been damaged by the maintenace 
of higher rates on them than on cottonseed oil and the 
products of cottonseed is based on the fact that the prices 
of all such products were established by the Food Ad- 
ministrator and they were made apparently without much 
relation, if any, to the freight rates. For instance, the 
examiner calls attention to the fact that at Peoria palm 
kernel meal was sold on a delivered basis of $32 per ton, 
while at Cedar Rapids the price was $40. The difference 
in freight rate was but $2.20 in favor of Peoria. At that 
same time, the value of cottonseed meal at Peoria was 
$51.90 and at Cedar Rapids $51.80. 


This question of the relation of rates on cottonseed and 
its products and palm kernel and copra and their prod- 
ucts is one of the results of the war. Prior to the war, 
Germany had practically a monopoly of the crushing of 
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these oil-bearing materials, although some of the business 
was done in Great Britain and France. 

“It seems reasonably certain, however,” says the report, 
“that in the future a much greater volume of these prod- 
ucts may be expected to reach this country than has been 
handled in the past, and that the industry may, in time, 
become one of considerable importance. All this, how- 
ever, is problematical. Even during the latter part of 
the war, the importation of palm kernels was temporarily 
discontinued, because, as is stated of record, of the re- 
quirement of the British government that an equivalent in 
oil be exported to England.” 

Americans were importing the tropical oil-bearing nuts 
to enable them to obtain oil for use in this country. 


There was no profit in extracting oil if it had to be ex- 
ported to England, because the expected profit would be 
derived, if at all, from using the oil as an ingredient in 
manufactured articles. 


BILL OF LADING SITUATION 
The Traffic World Washington Bureau. 


The actual routine work of suspending the Commission’s 
bill of lading order because a federal court in New York 
thinks that regulating body acted without warrant of law 
has not yet been done. The continued delay is due to the 
fact that the court had not done the routine work of 
entering its decree after announcing that it had decided 
to enjoin the enforcement of the order. There is, how- 
ever, no doubt that the Commission’s order now standing 
to be effective September 8 will be set aside long before 
that date. There is no doubt either that the present forms 
of the bill of lading will remain in effect until after Jan. 
1, 1920, on account of the issuance of the injunction. 
The question as to whether the old forms may be rubber- 
stamped will not become important again until after the 
railroads are returned to their owners. Some stocks on 
hand are so large that there will be some of the old bills 
left even in the early part of 1920. 

Failure on the part of the judges of the special court 
in New York that decided to enjoin the enforcement of 
the Commission’s order in regard to bills of lading, to is- 
sue the necessary order, left Commission, carriers and 
shippers in a state of uncertainty. The decision of the 
court to enjoin the Commission was announced July 12. It 
was assumed then that the order of injunction would be 
entered almost forthwith and that, following its custom 
in such matters, the Commision would postpone the effect- 
ive date of its order requiring the carriers to use the re- 
vised form of bills of lading formulated by it. 

But time passed without even a sign of the issuance of 
an order. Late in the week beginning July 13, attorneys 
for the carriers that had initiated the suit sent to Black- 
burn Esterline, who represented the Department of Justice 
at the hearing, and C. W. Needham, the representative of 
the Commission, the draft of an order they intended ask- 
ing the court to enter. Messrs. Esterline and Needham 
disagreed with the attorneys as to the form and made a 
counter proposal. 

The proposal of the attorneys for the complainants was 
that the order, in general terms, should forbid the en- 
forcement of its order by the Commission. The counter 
proposal was that it should forbid it to enforce its order 
against the parties who procured the injunction, and such 
other carriers as might ask to be made parties to the liti- 
gation. Messrs. Needham and Esterline argued for their 
form on the ground that it was the only kind the court 
would be warranted in issuing; that if the judges under- 
took to have the order apply to carriers that had not 
joined in the suit, it would be error to be called to the 
attention of the supreme court. 

Before the attorneys could submit their conflicting views 
to the court, the judges composing it left New York City for 
vacations. Commissioner Woolley, who has immediate su- 
pervision of all matters pertaining to the bill of lading 
case, started for Denver about the time the judges went on 
their vacations. 


Immediately after the court decided to enjoin, railroad 
officials charged with the duty of having proper tariff 
publications prepared began asking Director Chambers 
and his assistants what they should do in the matter of 
starting the printing presses to work on the hundreds of 
millions of printed forms, which, when filled in and signed, 
become bills of lading. They asked R. V. Fletcher, com: 
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merce counsel for the Railroad Administration, for ad- 
vice. He could not tell them anything. Railroad tariff 
men began wiring Fletcher direct. They also wired the 
Commission. 


Nothing could be done by the Railroad Administration 
or the Commission in the days following the announce. 
ment of the decision. The Commission could not postpone 
the effective date of its order until it knew officially that 
an injunction had been issued as to some of those to 
whom it had issued a direction requiring the use of new 
forms. The Railroad Administration was not in position to 
ask for postponement of the Commission’s order because, be- 
fore the litigation was begun, it had asked for postpone. 
ment and the Commission had declined to postpone. 

Shippers were in a state of suspense, too, because thou- 
sands of them print their own forms and present them to 
the railroads for signature. They wanted to know what 
to do. The National Industrial Traffic League sent Luther 
M. Walter to Washington to inquire what could be done to 
end the suspense, and he spent July 19 trying to find a 
way out. He wanted postponement so as to prevent the 
waste that will result if the carriers and shippers are 
forced, through the delay of the court, to print bills of lad- 
ing, which, on account of the probability of changes, would 
become useless. He wired Commissioner Woolley, suggest- 
ing that the latter recommend to his colleagues the post- 
ponement of the Commission’s order, preferably to Janu- 
ary 1 or later, so the new supply of bills would not need 
bear the legend, “Railroad Administration.” The Railroad 
Administration officials interested in the matter also sug- 
gested postponement to January, so as to have the new 
forms free from any reminder of government control. 

The National Industrial Traffic League has instructed 
Mr. Walter to intervene in the case, when it is taken to 
the Supreme Court on appeal, in behalf of the Commission. 
Such intervention will advise the court that shippers be- 
lieve the changes ordered by the Commission are good and 
that they believe Congress authorized the Commission to 
do what it did. Of course, advice of that kind is of no 
value to the court, unless backed by sound reasoning on 
the law, but where there may be a close question of law, 
the information, it is believed, will not be unwelcome to 
the court. 


How many pieces of paper will have to be run through 
printing presses as an initial order by those who supply 
themselves with blank forms of bills of lading cannot 
even be estimated. But one order for printing, brought 
to the attention of the Commission, will be for 40,000,000 
forms. Each form consists of three sheets of paper, so 
that one order will call for 120,000,000 pieces of paper to 
be run through the presses. 


Though the order, by its terms, is not effective until 
September 8, it is necessary for the carriers to have copies 
of the bill on file with the Commission on August 8, so as 
to give the public thirty days’ notice. That means that 
the bill must be set up in various printing offices and the 
first steps taken by that time toward the execution of the 
initial orders. 


OPERATING STATISTICS 
The Trafic World Washington Bureau. 
Statistics pertaining to freight train and locomotive 
performance in May have been given out by the Operat- 
ing Statistics Section of the Railroad Administration's 
Division of Operations. The statistics also include cumu- 
lative figures for the five months ended with May. Sta 
tistics pertaining to passenger traffic in April and four 
months ended with April were given out at same time. 
The number of passengers carried one mile increased 
from 3,371,015,458 in April 1918 to 3,472,502,638 in April 
1919. In the four months ended with April the increase 
was from 12,762,389,911 to 13,520,876,973. The percentage 
of increase for the four months period was 5.9 percent, 
while in April the percentage was only 3. 


Figures pertaining to freight train and freight locomo- 
tive performance for May show the achievement of 43; 
461,000 freight train miles and 49,623,000 freight locome 
tive miles. No figures for the corresponding month it 
1918 were furnished. The freight car miles achieved it 
May amounted to 1,769,165,000; gross ton miles 67,592; 
011,000; rating ton miles 92,996,868,000; net ton miles 
32,276,969,000 and train hours 3,962,841. 
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The Trafic World Washington Bureau. 


A new plan for remedial railroad legislation was, July 
23, presented to the House interstate and foreign com- 
merce committee by the National Transportation Confer- 
ence. The conference, made up of representatives of 
yarious interests affected by transportation, had as its 
first spokesman, Harry A. Wheeler, of Chicago, formerly 
president of the Chamber of Commerce of the United 
States, who presented the plan in its entirety. Other 
members of the conference who supported different phases 
of the plan were Paul M. Warburg, formerly vice-chairman 
of the Federal Reserve Board; Prof. Emory R. Johnson, 
of the University of Pennsylvania; Alexander W. Smith, 
Atlanta lawyer, and W. W. Salmon, president of the Gen- 
eral Railway Signal Company, Rochester, N. Y. 

The conference plan calls for a return of the railroads 
to corporate ownership and operation, consolidation of 
existing lines into strong competitive systems, creation of a 
federal transportation board and enactment of the statu- 
tory rule of ratemaking designed to yield to the roads 
a return of six per cent on the aggregate fair value of 
properties of the roads by groups. 

The conference was created under direction of the Cham- 
be of Commerce of the United States and has been studying 
the railroad situation since last December. It was au- 
thorized at the sixth annual meeting of the chamber, in 
April, 1918, as a means of considering the broader aspects 
of the transportation problem and the formulation of a 
basis of control and operation after the conclusion of the 
present government control. 

The conference was made up of various groups of in- 
dividuals representing financial, industrial, agricultural, 
labor interests, etc. At conferences held from time to 
time, the groups discussed the railroad problem from the 
angle as they saw it, and offered the solution which 
seemed best to them. The plan presented by the trans- 
portation conference finally resulted. It is regarded as a 
plan harmonizing the views of the various groups, al- 
though it is understood that all the groups do not indorse 
the entire plan, but take the position in certain instances 
that if their particular plan for solving the problem is 
not adopted by Congress, then they favor the plan of the 
transportation conference. The plan is regarded as a 
composite plan of many of the various solutions offered 
for the railroad problem. 

All of the important plans for the solution of the prob- 
lem were presented to the conference either in the form 
of documents or by speakers who addressed the meetings 
or took part in the discussions. 

The shippers’ and manufacturers’ point of view was 
presented by Walter S. Dickey, of the W. S. Dickey Clay 
Manufacturing Company, of Kansas City; Edward J. Frost, 
vice-president, William Filene’s Sons Company, Bosion; 
George A. Post, president, Standard Coupler Company, 
New York; Charles E. Lee, of Ford, Bacon & Davis, con- 
sulting engineers, New York City; W. W. Salmon, presi- 
dent of the General Railway Signal Company; Charles S. 
Keene, vice-president of the American Tobacco Company, 
and Frederick J. Koster, president of the San Francisco 
Chamber of Commerce. 

The measures in which farmers of the United States 
are interested were outlined by H. C. Stuart, chairman 
of the National Agricultural Advisory Committee; R. L. 
Munce, president of the Pennsylvania Good Roads Asso- 
ciation, and Eugene D. Funk, of Funk Bros.’ Seed Com- 
pany, Bloomington, Il. 

Financial aspects of the railroad problem were dis- 
cussed by Paul M. Warburg, formerly vice-governor of 
the Federal Reserve Board; Harry A. Wheeler, vice-presi- 
dent, Union Trust Company, Chicago; Nathan L. Amster, 
President of the Investors’ Protective Association of 
America, and Luther M. Walter, general counsel of the 
National Association of Owners of Railroad Securities. 

The views of labor were presented by Frank Morrison, 
Secretary; Henry Sterling, legislative representative, and 
Mar'in Ryan, of the Railroad Employees’ Department of 
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the American Federation of Labor, and those of the Rail- 
road Brotherhoods by A. B. Garretson, president of the 
Order of Railroad Conductors; W. G. Lee, president, and 
W. N. Doak, vice-president, of tke Brotherhood of Rail- 
road Trainmen; and S. E. Heberling, international presi- 
dent of the Switchmen’s Union of North America. 

Director-General Hines appeared before the conference 
twice and explained the plans of the Railroad Administra- 
tion and his own personal views in regard to the desirable 
solution of the railroad problem. Commissioner Winthrop 
M. Daniels, of the Interstate Commerce Commission, and 
President Charles E. Elmquist, of the National Associa- 
tion of Railroad and Utilities Commissioners, presented 
their views and participated actively in the deliberations 
of the conference. 

The plans proposed by the Railway Executives’ Associa- 
tion and by leading individuals among the executives 
were outlined by Daniel Willard, president of the Balti- 
more & Ohio Railroad; S. T. Bledsoe, general counsel of 
the Atchison, Topeka & Santa Fe Railroad,.and E. G. Buck- 
land, president of the New York, New Haven & Hartford 
Railroad. The views of the electric railway men by P. H. 
Gadsden, chairman of the committee on national relation 
of the American Electric Railway Association, and W. V. 
Hill, manager of the Washington office of the association, 
and those of the advocates of highway transport develop- 
ment by John T. Stockton, president of the Joseph Stock- 
ton Transfer Company, Chicago. 

The economic aspects of the problem were discussed by 
E. R. A. Seligman, professor of economics, Columbia Uni- 
versity; Emory R. Johnson, professor of transportation 
and commerce, University of Pennsylvania; W. Z. Ripley, 
professor of transportation, Harvard University; John R. 
Commons, professor of economics, University of Wiscon- 
sin; Henry W. Farnam, professor of political economy, 
Yale University; and Frederick A. Cleveland, formerly 
chairman of President Taft Commission on Efficiency and 
Economy; and the civic and social aspects by R. G. Rhett, 
formerly president of the Chamber of Commerce of the 
United States; Alexander W. Smith of Atlanta, Ga., for- 
merly president of the Georgia Bar Association; Judge 
F. C. Dillard of Sherman, Tex., and Charles P. Neill, chair- 
man of Board of Adjustment No. 1, United States Railroad 
Administration, and former commissioner of labor under 
the Roosevelt administration. 

Some of the representatives of the railroad brotherhoods 
and a few of the other participants attended only one or 
two meetings of the Conference for the purpose of pre- 
senting their views, and did not take part in the resulting 
action. Others attended all of the sessions and voted on 
all questions brought before the Conference, occasionally 
reserving the right to dissent from some particular de- 
cision with which they could not agree. The majority 
of the members, however, attended practically all of the 
twenty-two sessions held and voted in favor of the program 
finally adopted. 


The Plan in Brief 


Briefly stated, that program is as follows: 

“Return of the railroads to private ownership and op- 
eration as soon as the necessary remedial legislation can 
be enacted. 

“Consolidaticn of existing railroads into strong compet- 
itive systems. 

“Requirement that all carriers engaged in interstate 
commerce subject themselves as corporations to federal 
jurisdiction. y 

“Exclusive federal regulation of the capital expenditures 
and the security issues of all carriers engaged in inter- 
state commerce. 

“Interstate Commerce Commission to retain its present 
powers and to be given additional powers over rates. 

“Creation of a Federal Transportation Board, to promote 
the development of a national system of rail, water and 
highway transportation; to pass upon the public necessity 
for capital expenditures; to regulate security issues; to 
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administer and enforce the measures that may be adopted 
for strengthening and stabilizing railroad credit; to deter- 
mie the grouping or consolidation of railroads deemed to 
be in the public interest; and to carry out plans author- 
ized by Congress for merging all railroads engaged in 
interstate commerce into strong competitive systems. 

“Adjustment of the wages and working conditions of 
railroad employees by boards consisting of equal numbers 
of representatives of railroad employees and railroad offi- 
cers with the Federal Transportation Board as referee. 

“Adoption by Congress of a plan for the stabilization of 
railroad revenues and ‘credit by means of— 

“(a) Enactment of a statutory rule providing that the 
rate structure established by public authority shall be 
designed to yield a net return of six (6) per cent per an- 
num upon the aggregate fair value of the property of the 
roads in each traffic section of the country, such fair 
value to be determined after due consideration of both 
physical value and earning power. 

“(b) Use of the aggregate property investment ac- 
counts of the railroads as the fair value of the property 
for rate-making purposes pending the completion of the 
valuation now being made by the Interstate Commerce 
Commission. 

“(c) Creation of two kinds of contingent funds—an in- 
dividual railroad contingent fund establised by each road 
to support its own credit, and a general railroad con- 
tingent fund maintained by contributions from all pros- 
perous roads, managed by trustees appointed by the Fed- 
eral Transportation Board and used to support the credit 
of all of the railroads of the country. Any excess in the 
general railroad contingent fund above $750,000,000 is to 
be used for the general development of the transportation 
system of the country. 

“Creation of a railroad reserve fund administered by 
the Federal Transportation Board to facilitate the prompt 
stabilization of railroad credit; and load of $500,000,000 
to this fund by Congress as socn as the railroads are 
returned to their owners; the loan to be used, if neces- 
sary, in making advances to the general railroad con- 
tingent fund, and to be repaid with interest from moneys 
contributed by the railroads to the general railroad con- 
tingent fund. 

“Determination and announcement by the Federal Trans- 
portation Board of the grouping or consolidation of rail- 
roads deemed to be in the public interest; and authoriza- 
tion for the Board to require such consolidations if they 
shall not have been effected or well advanced within a 
period of five years after the Board has declared them 
to be desirable. 

“Organization of the board of directors of each consoli- 
dated railroad system with twelve members of the Board— 
one to be a representative of the employees of the system 
nominated for such position by the employees, and three 
to be selected by the Federal Transportation Board to 
represent the principal interests involved in the territory 
served.” 

Wheeler Explains Plan 


Harry A. Wheeler, explaining the plan of the Trans- 
portation Conference before the House committee, said: 

“Necessarily, the first question considered by the Con- 
ference was whether it favored corporate or government 
ownership and operation of the railroads. After full con- 
sideration of the subject the Conference, with but few 
dissenting votes, decided in favor of corporate ownership 
and operation of the railroads in the United States, and 
the return of the roads to their owners as soon as pos- 
sible after the enactment by Congress of appropriate 
remedial legislation. The Conference was in favor of the 
continuation of government operation of the roads until 
such legislation had been enacted and made effective, but 
felt that this legislation should, if possible, be enacted 
within the present calendar. year. 

“A description of the program of railroad legislation 
favcred by the National Transportation Conference may 
well begin with a statement of its proposals regarding 
railroad revenue and credit. The most fundamental prob- 
lem to be solved by the legislation that must precede 
the return of the railroads to their owners is the adoption 
of measures that will give the carriers reasonable assur- 
ance of revenues sufficient to enable them adequately to 
perform the services required by the public. In the in- 
terest of the carriers and the public the authority which 
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determines rates must adopt measures that will afford 
the carriers reasonably adequate revenues. 

“One method of assuring to railroad companies adecuate 
revenues is to provide a definite government guarintee 
of a fixed minimum net return. A government guarantee 
is not favored by the Conference. It believes that it wil] 
be possible for Congress to adopt a policy of rate-making 
and control that will give the carriers reasonable assur. 
ance of adequate revenues without involving the govern. 
ment in the obligation of guaranteeing the net return of 
private corporations and without imposing upon the pub. 
lic the burden of unreasonable tranportation rates. 


Rule of Rate-Making 


“Briefly stated, it is recommended that Congress adopt 
a statutory rule of rate-making requiring the Interstate 
Commerce Commission to be responsible for railroad rates 
and fares designed to yield the carriers in each designated 
traffic section not less than six (6) per cent net upon the 
aggregate fair value of the property of the railroads, 
The statutory rule recommended by the Conference pro- 
vides that it shall be the duty of the Interstate Commerce 
Commission to authorize or establish rates and fares that 
will produce, not for each railroad company, but for the 
railroads in the aggregate in each natural traffic section 
of the country, aggregate revenue sufficient to yield, 
after provision has been made for renewals, depreciation 
and unproductive improvements not properly chargeable 
to investment account, a net return (which shall be avail- 
able for interest and dividends) of not less than six (6) 
per cent per annum upon the aggregate fair value of the 
property of the railroads devoted to the public service in 
each of the several traffic sections. It is recommended 
that ‘fair value’ shall be ascertained by the Interstate 
Commerce Commission by giving consideration not only 
to physical property, but also to earning power and such 
elements as may properly receive attention. 


“The determination of the fair value of the railroads, 
whether for rate-making or for other purposes, has un- 
avoidable difficulties. When the Interstate Commerce 
Commission completes the valuation it is making that 
will, cf course, be adopted; but during the next three to 
five years some temporary method of determining ‘fair 
value’ must be followed. The recommendation of the 
Transportation Conference, stated in abbreviated form, is 
that, pending the completion of the valuation now being 
made by the Interstate Commerce Commission, the fair 
value, for rate-making purposes, of the railroads as a 
whole and by traffic sections, shall be their aggregate 
property investment accounts; while the fair value of the 
property of an individual railroad shall temporarily be 
taken to be that share of the aggregate property invest 
ment accounts of all the railroads in the traffic section 
in which the road is situated which the particular road’s 
annual railway operating income bears to the aggregate 
railway operating income of the railroads in its traffic 
section—public authority having power to make equitable 
adjustments in special cases. 


“From the rates made in carrying out the foregoing 
statutory rule, the best situated, or most ably managed, 
railroads will receive more than six (6) per cent net, 
while the less favorably located or less efficiently managed 
roads will obtain less than six (6) per cent net per al- 
num. By the plan adopted by the Conference, each of 
the railroad companies that receive a net return of more 
than six (6) per cent per annum upon the fair value of 
their property are to be required to put half of the excess 
into a company contingent fund until that fund shall 
amount to six (6) per cent of the fair value of the com- 
pany’s property, while the other half of the excess is to 
be turned over to a general railroad contingent fund ad- 
ministered by trustees appointed by government author- 
ity and maintained and used for the benefit of all the 
railroads of the country. 

“When any railroad company has brought its own con 
tingent fund up to six (6) per cent of the fair value of 
its property, the company shall increase its annual col 
tribution to the general railroad contingent fund to two 
thirds of its net income in excess of six (6) per cent, the 
other third of the excess being retained by the company 
for distribution among the stockholders or for other law 
ful purposes. This plan would keep the profits of indi- 
vidual railroad companies within reasonable limits wi(hout 
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taking away from the management of the companies the 
incentive to effort and efficiency. 

“The purpose of the general railroad contingent fund 
js to assure to the railroads-in the aggregate, by traffic 
sections, a return of six (6) per cent per annum upon 
the fair value of their property. The fund is to be the 
means of strengthening and stabilizing railroad credit, 
and to do this (a) without making the government re- 
sponsible for a fixed return to individual railroad com- 
panies, (b) without imposing unreasonable rates upon the 
public, and (c) without permitting the railroads that have 
peen unfortunately located or have been overcapitalized 
or otherwise mismanaged to shift their burdens from 
their Own shoulders onto the government or the public 
or the other railroads. The general railroad contingent 
fund, accumulated in the manner indicated, is to be drawn 
upon by all railroads of a designated traffic section when 
in any year the net return upon the aggregate fair value 
of the property of all the railroads in that section falls 
below six (6) per cent, due to the fact that the rates 
authorized or established by the Interstate Commerce 
Commission, in consequence of fluctuations in volume of 
business or of an unexpected increase in expenses, have 
not yielded the carriers the minimum net return of six 
(6) per cent provided by the statutory rule of rate making. 

“As has been explained, the proposed general railroad 
contingent fund is to be created and maintained by con- 
tributions required from such companies as have net re- 
turns (after they have provided for renewals, depreciation 
and unproductive improvements and are keeping up their 
several individual contingent funds) in excess of six (6) 
per cent per annum upon the fair value of their property 
devoted to the public service—two-thirds of the excess 
being contributed. The fund is to be drawn upon only 
when, and to the extent that, the rates and fares, which 
are controlled by the Interstate Commerce Commission, 
do not yield the railroads the contemplated annual net 
return of six (6) per cent upon the aggregate fair value 
of their property—the carriers being grouped into such 
natural traffic sections as may be designated by the Com- 
mission. 

“When the general railroad contingent fund is drawn 
upon for the purpose of bringing the aggregate net reve- 
nues of the railroads in any traffic section up to six (6) 
per cent upon the fair value of their property, all of the 
railroads in the traffic section shall share in the distribu- 
tion pro rata to their gross earnings. By this plan the 
weak roads, that will presumably have contributed nothing 
to the general fund, will receive their share; but they 
will not be the sole beneficiaries of the distribution. It. 
is not the purpose of the general contingent fund to giva 
to the properties of the weak roads values which they do 
not possess; its purpose is to assure to the railroads as 
a whole, year by year, a net return of not less than six 
(6) per cent upon a fair value of their property; and 
thus to establish the first condition precedent to stabilizing 
tailroad credit as a whole, and to securing for the public 
adequate railroad transportation at reasonable capital cost. 
Itis not proposed to provide the weak roads with a net 
return upon an amount in excess of a fair value of their 
property. 

“It is proposed that the general railroad contingent fund, 
by means of which railroad credit as a whole is to be 
strengthened and stabilized, shall be built up gradually 
during a period of years until the fund amounts to $750,- 
00,000, and that it shall be maintained at that figure. 
If the fund should eventually amount to more than $750,- 
100,000, the surplus may be covered into the Treasury 
of the United States, or be used to provide the public 
with additional transportation facilities, or be employed 
to lessen the cost to the public of transportation by re- 
ducing the capital and investment accounts of the rail- 
Toads. 

Consolidation of Railroads 


“The grouping or consolidation of the railroads in the 
United States, within a reasonable time, into a limited 
lumber, possibly twenty to thirty, strong competing sys- 
lems, is essential, because railroad rates must be the 
same for similar services, whether performed by the weak, 
lecessitous railroad, or by the strong and prosperous one. 
lt is in the interest of the public that railroad charges 
shall be neither so high as to cause the strong roads to 
rofit unduly, nor so low as to force the weak lines, upon 


THE TRAFFIC WORLD 


175 


which large sections of the country may be vitally depend- 
ent, into bankruptcy or into such a permanently enfeebled 
condition as to prevent them from serving the public 
adequately and efficiently. All sections of the country 
ought in the future to be served by railroad systems man- 
aged by companies strong enough to serve the public with 
progressive efficiency and economy. 

“It will be necessary for the government to return the 
railroads to the companies from which they were taken, 
but the obstacles to the grouping or consolidation of rail- 
roads, under conditions approved by the government, 
should be removed, and provision should be made for 
bringing all of the railroads in the country within a rea- 
sonable time into such a number of strong competing 
systems as it may be found desirable or necessary to 
perpetuate in order to secure for each principal district 
of the country the service of more than one’system. The 
grouping cr consolidation should be about the present 
strong systems, that is, along commercial lines, and not 
by arbitrary territorial subdivisions of: the country. 

“While presumably it will not be practicable for the 
government to require the immediate grouping or con- 
solidation of the railroads into a limited number of strong 
competing systems, voluntary consolidations should be 
permitted and facilitated. The railroad companies should 
be called upon to submit, for approval of the government. 
plans for the grouping or consolidation of the roads, and 
if the companies do not submit such plans within a rea- 
sonable time, the government, acting through the appro- 
priate authority, should determine and announce what 
permanent groupings or consolidations are deemed to be 
in the public interest. Should the consolidations thus de- 
clared to be in the public interest not have been effected, 
or should they not be well advanced, at the end of a 
reasonable period, say, five years, power should be given 
the appropriate public authority to carry through the 
desirable mergers by compulsory proceedings, if in the 
judgment of Congress such power can be granted, and the 
public interests will be thereby advanced. 

“As the proposed strong competing railroad systems 
come into existence by consolidations, approved or re- 
quired by the government, they should be owned and 
operated by companies subject as corporations to the 
jurisdiction of the United States. Congress will presum- 
ably provide for permissive federal incorporation of rail- 
roads, but it should not stop there. Some effective plan 
should be devised for changing the allegiance of the rail- 
road corporations from the states to the federal goverr- 
ment. 


Federal Incorporation 


“It is argued by some lawyers that the United States 
cannot compel an existing railroad company to surrender 
its state charter, take cut a federal charter, and transfer 
its property to the new corporation; but it is also pointed 
out by others that it is not necessary to adopt this method 
of converting existing railroad companies from state to 
federal corporations. It is said to be within the power 
of Congress to pass an act similar in principle to the 
national bank act, by which railroad companies may read- 
ily transfer their allegiance from the states to the United 
States. 

“Either by compulsory federal incorporation, or, if that 
should not be feasible, in such manner as Congress may 
determine, all railroads engaging in interstate commerce 
should be brought as corporations under the jurisdiction 
of the United States; but in so doing their powers of local 
taxation and police regulation should be reserved by the 
states. By reserving those powers the states will retain 
the relation to interstate carriers by rail which they 
should logically possess. 

“It is recognized by everybody that the railroad busi- 
ness is of a public nature. Railroad corporations differ 
from those having to do with the management of private 
enterprises. The public is entitled to information regard- 
ing the corporate activities of railroad companies, and 
provision may properly be made for participation by rep- 
resentatives of the government in the deliberations and 
actions of the directors of railroad companies. Although 
it may not have been necessary in the past that the pub- 
lic, through the government should be represented upon 
the directorates of the multitude of railroad corporations, 
it seems ‘clearly in the public interest that the public 
shall have a voice in the management of the large and 
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powerful railroad corporations that may be allowed to own 
and operate the limited number of consolidated systems 
which it is proposed shall be perpetuated. It is recom- 
mended that Congress require these large corporations 
of the future to organize with a board of twelve directors, 
three of whom shall be selected by appropriate authority 
of the federal government to represent the principal in- 
terests in the several territories served by the different 
systems. 

“The public has an especial interest in the maintenance 
of harmonious relations between the railroads and their 
employees. There should be mutual understanding and 
confidence on the part of the employer and the employed. 
It is believed that this relationship will be greatly pro- 
moted by requiring each of the railroad corporations that 
are to own and operate the large systems contemplated 
in this plan to include in its directorate one member who 
shall be a representative of the employees of the system 
managed by the board and shall be nominated for that 
position by the employees. 

“The Conference favors the adjustment of wages, hours 
of labcr and other conditions of service of railroad em- 
ployees by boards consisting of equal numbers of repre- 
sentatives of employees and officers of the railroads, with 
appeal, in case of the disagreement (deadlock) of an 
adjustment board, to an appropriate federal authority as 
referee. 

“Upon one subject that must be included in remedial 
railroad legislation there is apparently little or no dif- 
ference of opinion. Everybody seems to have reached 
the conclusion that in the future the capital expenditures 
and the security issues of railroad companies should be 
regulated by federal authority. The states should be, and 
apparently are, quite willing to retire from this field of 
regulation, provided the regulating authorities of the 
states are officially notified of proposed security issues 
and afferd an opportunity to be heard thereon. 


“It is recommended by the Transportation Conference 
that in providing for exclusive regulation by the federal 
government of the capital expenditures and the security 
issues of railroads Congress adopt the following method: 
Such federal agency as Congress may designate shall be 
authorized to pass upon the public necessity for expendi- 
tures of capital (in excess of a stipulated amount) by 
carriers engaged in interstate commerce and to determine 
the amount and to regulate the conditions of the issuance 
of securities to obtain the funds required to cover author- 
ized capital expenditures; a railroad company apply- 
ing to the federal agency for authcrity to make 
capital expenditures, or to issue securities, shall be 
required to file with the proper authorities of the states 
in which the railroad is located copies of the original 
petiticn; and the federal agency shall be required to notify 
said state authorities of the hearings upon the petition. 

“The Interstate Commerce Commission has performed 
a task of great magnitude. Its work of regulating rates 
and of developing and supervising the bureaus connected 
with rate regulation and railroad valuation has increased 
steadily until the Commission has come to carry a heavy 
load. It would be unwise to add unnecessarily to its 
present duties, especially in view of the fact that its re- 
sponsibilities must unavoidably be increased, should Con- 
gress by legislative enactment confer upon the Commis- 
sion such power over intrastate rates, rules and regula- 
tions affecting interstate commerce as may constitutionally 
be granted. It will doubtless be possible, and probably 
in the public interest, for the Interstate Commerce Com- 
mission to enlist the co-operation of existing state com- 
missions in the regulation of intrastate rates affecting 
interstate commerc2. The Conference recommends that 
the Commission be given power to organize in the manner 
that it may deem best and be given authority to function 
through such local officials or agencies (including state 
commissions) as it may deem necessary to create or 
designate. 


Federal Transportation Board 


“To carry out the plan of legislation recommended by 
the Transportation Conference extensive administrative 
powers must be vested in some federal agency. It is 
believed that the Interstate Commerce Commission ought 
not to be burdened by the addition to the tasks it now 
performs of a large number of administrative duties. 
Should the Commission, as is contemplated, become the 
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authority for the sole regulation of all railroad raies, 
rules and regulations affecting interstate commerce, its 
duties will necessarily be enlarged. To require the Com- 
mission to exercise the administrative functions contem- 
plated in the proposed plan of remedial railroad legislation 
would be to the detriment of the public interest because 
it would seriously interfere with the prompt action of 
the Commission as a body for the regulation of rates, the 
task for which it was especially created and for the per. 
formance of which it is peculiarly adapted. 

“It is recommended that a Federal Transportation Board 
of five members be established to exercise the adminis. 
trative functions required for the enforcement of the pro- 
posed remedial railroad legislation. The following specific 
duties should be intrusted to this board: 


(a) To pass upon the public necessity for capital expendi- 
tures and to regulate the security issues of railroads. 

(b) To act as the referee in cases of disagreement (dead- 
lock) of a board entrusted with the adjustment of wages, hours 
of employment and other conditions of the service of railroad 
employees. 

(c) To administer the general railroad contingent fund and 
to enforce the means and measures that may be provided for 
strengthening and stabilizing railroad credit. 

(d) To determine and announce the grouping or consolida- 
tion of railroads deemed to be in the public interest, and to 
carry out plans authorized by Congress for merging all rail- 
roads engaged in interstate commerce into strong, competing 
systems severally owned and operated by companies subject as 
corporations to the jurisdiction of the United States. 

(e) To promote the development of a national system of rail, 
water and highway transportation, by providing for the articu- 
lation of the railroads with the waterways in a traffic sénse, 
by bringing about the common use and construction of terminal 
and transfer facilities at the larger centers of traffic, and by 
such other means as may be found to be practicable and in the 
public interest. 

(f) To inquire into the practices of railroad management 
and to propose measures for preventing abuses therein. 

(g) To appoint the directors that shall represent the govern- 
ment upon the directorates of the proposed consolidated rail- 
road companies. 

“The board which performs the duties enumerated in 
the foregoing list will be intrusted with an executive task 
of the first magnitude. It should be a board composed 
of men of the highest character and attainments. It will 
equal, if not exceed, in importance, the Federal Reserve 
Board, whose creation was most fortunate and whose 
services have been of great value to the public. The 
Federal Transportation Board should be primarily admin- 
istrative in purpose and organization. It will have the 
large and exacting task of guiding and facilitating the 
development of an adequate and efficient national system 
of transportation. 

“A severe strain will be placed upon railroad credit and 
upon the financial stability of the railroads during the 
pericd of transition of the railroads from government to 
corporate operation unless special precautionary measures 
are adopted. At the present time the railroads are being 
operated with a large and increasing deficit, and it is 
doubtful whether the deficit can be overcome during the 
remainder of this calendar year. In all probability many 
of the railroads now being operated by the government 
will be showing a deficit at the time they are returned 
to their owners. 

“The several railroad companies will resume the opera- 
tion of their properties under abnormal conditions. Most 
rolling stock is being used by the railroads as a whole 
without much regard to individual ownership; to some 
extent terminals are being jointly occupied and used; 
traffic has been largely rerouted and the traffic organiza- 
tions of the carriers have been to a considerable extent 
disintegrated. It will take the corporations some little 
time to readjust themselves to the new conditions, and 
it is evident that the government will need to assist the 
earriers financially until they can get going. 

“It has been suggested by the Hon. Charles A. Prouty, 
Director of Accounting in the United States Railroad Ad- 
ministration, and formerly for many years a member of 
the Interstate Commerce Commission, that ‘the govern: 
ment should guarantee for one year (after turning the 
railroads over to their owners) a return equal to 75 per 
cent of the contract compensation in all cases where con- 
tracts have been executed. And the carrier should be 
required to pay over to the government in all such cases 
75 per cent of any excess which it may make over and 
above the contract compensation.’ If this suggestion were 
adopted the United States government would guarantee 
to pay the railroad companies during the first year of 
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private operation 75 per cent of over $900,000,000, and 
would have little assurance that the sums which might 
be advanced would ever be returned to the government. 


Temporary Assistance 


“Recognizing that it will probably he necessary for the 
government to assist the carriers temporarily during the 
frst few years of corporate operation while the railroad 
companies are building up their individual contingent 
junds and while a start is being made in establishing the 
general railroad contingent fund, the Transportation Con- 
ference recommends that Congress make an appropriation 
loaning $500,000,000 for the creation of a railroad reserve 
fund to be administered by the Federal Transportation 
Board. It is recommended that the board be required to 
invest the sum thus loaned in United States bonds or 
notes, the interest on the securities to be paid annually 
into the United States Treasury. The fund which is to 
be established for the purpose of bringing about the prompt 
stabilization of railroad credit and of facilitating such 
consolidation of railroads as the board shall decide to be 
in the public interest, may be used as follows: 

“The reserve fund created by congressional loan may at 
any time during the first ten years after the enactment 
of the proposed legislation, be drawn‘upon to whatever 
extent may be necessary to enable the trustees of the 
general railroad contingent fund to pay over to the rail- 
roads the sums which they may be entitled to draw in 
accordance with the provisions controlling the distribution 
of money from the general contingent fund. The plan 
recommended by the Transportation Conference provides, 
however, that any sum advanced by the Federal Trans- 
portation Board to the trustees of the general railroad 
contingent fund shall be repaid to the board with interest 
as soon as the general railroad contingent fund shal 
reach, and be maintained at, the amount of $500,000,000. 
In other words, after the general railroad contingent fund 
shall, from the contributions received from the railroads, 
have reached $500,000,000 the first claim upon the fund 
will be the repayment to the government of the amount 
loaned at the time of the transition of the roads from 
government to corporate operation. 

“Finally it is recommended by the Transportation Con- 
ference that the Federal Transportation Board or the War 
Finance Corporation (the act creating that corporation 
having been appropriately amended) be authorized to ad- 
vance public funds (under terms that will insure the gov- 
emment against loss) to certain individual roads whose 
credit and financial operations it may be necessary, in 
the public interest, temporarily to protect during the 
transition to normal stable conditions. 

“Many of the details contained in the plan of railroad 
legislation recommended by the Transportation Confer- 
ence have been omitted from this statement, which has 
been confined to a discussion of the main features of the 
proposed legislation. The plan in full is as follows: 

Corporate Ownership and Operation of Railroads 


Section 1. The Transportation Conference favors corporate 
ownership of the railroads in the United States; and is there- 
fore opposed to government ownership of the roads and to 
their operation either by the government itself or, under lease 
fom the government, by corporations whether organized as 
regional monopolies or as large competing systems. 


Prompt Enactment of Remedial Railroad Legislation 


Section 2. The Conference favors the enactment of remedial 
tailroad legislation at the earliest possible date. It favors the 
continuation of the present government possession and opera- 
tion of the railroads only until such legislation can be enacted 
and made effective. If possible legislation should be enacted 
Within the present calendar year. 


Consolidation of Railroads into Strong Competing Systems 


Section 3. The Conference is in favor of permitting and 
facilitating the consolidation, in a fhanner to be approved by 
the government, of existing railroads into strong competitive 
systems so located that each of the principal traffic districts of 
the country shall be served by more than one system. 

Railroad Corporations to Be Brought Under Federal Jurisdiction 
Section 4. The Conference favors action by Congress that 
will bring all interstate railroads as corporations under the jur- 
isdiction of the United States either by federal incorporation or 
In such other manner as Congress may determine, the matters 
x local taxation and police regulation to be reserved by the 
States. 


Federal Regulation of Capital Expenditures and Security Issues 


Section 5. The Conference favors federal regulation of the 
Issuance of securities by all railroads engaged in interstate 
commerce. This regulation should be exclusive and should be 
fxercised in the following manner: Such federal agency as 
Congress may designate shall be authorized to pass upon the 
bublic necessity for expenditures of capital (in excess of a 
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stipulated amount) by carriers engaged in interstate commerce 
and to determine the amount and to regulate the conditions 
of the issuance of securities to obtain the funds required to 
cover authorized capital expenditures; a railroad company ap- 
plying to the federal agency for authority to make capital ex- 
penditures, or to issue securities, shall be required to file with 
the proper authorities of the states in which the railroad is 
located copies of the original petition; and the federal agency 
shall be required to notify said state authorities of the hearings 
upon the petition. 


Interstate Commerce Commission to Regulate Rates That Affect 
Interstate Commerce 


The Conference favors the sole regulation by the 
Interstate Commerce Commission of all railroad rates and of 
all rules and regulations bearing thereon affecting interstate 
commerce. For the performance of its duties the Commission 
should be given power to organize in the manner it may deem 
best, and be given authority to function through such local 
officials or agencies as it may deem necessary to create or 
designate. 


Federal Transportation Board; Its Duties 


Section 7. The Conference favors the creation of a Federal 
Transportation Board of five members. It shall be the gen- 
eral duty of the board to promote the development of a national 
system of rail, water and highway transportation to inquire 
into and propose measures for preventing abuses therein, to 
pass upon the public necessity for capital expenditures and to 
regulate securtiy issues as provided by Section 5. The Fed- 
eral Transportation Board shall act as the referee in cases of 
the disagreement (deadlock) of a board entrusted with the 
adjustment of wages, hours of labor or other conditions of 
service of railroad employees. It shall also be the duty of the 
Federal Transportation Board to administer and enforce the 
means and measures that may be provided for strengthening 
and stabilizing railroad credit; it shall determine the grouping 
or consolidation of railroads deemed to be in the public interest, 
and carry out plans authorized by Congress for merging all 
railroads engaged in interstate commerce into strong com- 
peting systems severally owned and operated by companies sub- 
ject as corporations to the jurisdiction of the United States. 
Boards for Adjustment of Wages and Hours of Service of 


Railroad Employees 


Section 8. The Conference favors the adjustment of wages, 
hours of labor and other conditions of service of railroad em- 
ployees by boards consisting of equal numbers of representa- 
tives of employees and officers of the railroads, with appeal, in 
case of the disagreement (deadlock) of an adjustment board, 
to the Federal Transportation Board as referee. 

The Conference favors the adoption by Congress of the plan 
contained in the following Sections, 9 to 19 inclusive, for the 
purpose of strengthening and stabilizing railroad credit, of pro- 
tecting the interest of the investing public and of promoting, in 
the highest degree both legal and moral accountability upon the 
part of railroad directorates and of railroad executive officers, 
and of bringing about as promptly as practicable the consolida- 
tion of existing railroads into such number of competitive sys- 
tems, owned and operated by companies subject as corporations 
to federal jurisdiction, as shall be found to be in the public 
interest. 


Section 6. 


Statutory Rule of Rate Making 


Section 9. The Conference recommends that a statutory rule 
be enacted by Congress requiring that railroad rates and fares, 
to be established by public authority, shall be designed to 
yield the railroad companies in each traffic section of the 
United States (as shall he designated by federal authority) 
aggregate revenue sufficient to produce, after proper provision 
has been made for renewals and depreciation, a net return 
(which shall be available for interest and dividends) of not less 
than six (6) per cent per annum upon the aggregate fair value 
of the property of the railroads devoted to the public service 
in each of the several sections. The items of ‘‘renewal and 
depreciation’’ shall also include unproductive improvements not 
properly chargeable to investment account and against which 
no capital or capital obligations shall be issued. 


Temporary and Permanent Valuation as a Basis for Rate 


Making 


Section 10. The net return to be obtained by the railroads 
as a result of the enforcement of a statutory rule of rate mak- 
ing shall be based upon a fair value of the railroad property 
devoted to the public service, as ascertained by the Interstate 
Commerce Commission, such valuation tu include a considera- 
tion of physical property, earning power, and such other ele- 
ments as may be proper in determining fair value. 

Until such valuation shall have been determined, the valua- 
tion to be adopted for the railroads in the United States as a 
whole, and by traffic sections, shall, for the purpose of making 
the rates that yield the aggregate net return to be provided by 
statute, be their aggregate railway property investment ac- 
counts. 

For the purpose of ascertaining excess income, the valuation 
of any individual railroad system, pending the completion of 
the said federal valuation, upon which it shall be entitled to 
retain six (6) per cent per annum, shall be that proportion of 
the aggregate property investment accounts of all the railroads 
of the traffic section in which it is located, which its average 
annual railway operating income (computed for the period and 
in the manner prescribed by the federal contro] act of March 
21; 1918) bears to the aggregate annual railway operating in- 
come of all the railroads of such traffic section, computed in 
the same manner; provided, first that if the use of the above 
stated formula shall produce a valuation of any particular 
railroad system greater than the amount of its average prop- 
erty investment account for the three-year period ending June 
30, 1917, the amount of such property investment account shall 
be used instead of the valuation derived by the formula; and 
provided, second, that nothing herein contained shall operate to 
reduce the railway operating income which any: particular rail- 
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road system shall be permitted to retain below its annual 
average railway operating income, or compensation as com- 
puted or allowed to it under the federal control act of March 
21, 1918. To such valuation as shall be derived for any railroad 
system in the manner above stated, there shall be added all 
—— es investment made by such system after 
June 30, 9 a 


The Federal Transportation Board shall be vested with the 
Same power to make such specific adjustments, in particular 
cases, as it may deem requisite and equitable, as is conferred 
on the Director-General of Railroads under the railroad con- 
trol act, March 21, 1918. 

Creation of Individual Railroad Contingent Fund 

Section 11. All railroad companies engaged in interstate 
commerce shall be required to observe the following regula- 
tions under the direction of the Federal Transportation Board: 

(a) Whenever the net railway operating income of a railway 
company available for the payment of interest and dividends 
(afier provision has been made for renewals, depreciation and 
unproductive improvements as defined in Section 9) shall ex- 
ceed six (6) per cent upon the fair value of its property, or 
upon its temporary valuation as determined by Section 10 (the 
“fair value of property” being used in this section to include 
both temporary and permanent valuation) one-half of the said 
excess railway operating income above six (6) per cent shall 
be placed in a contingent fund of the company until such 
amount to six (6) per cent of the fair value of the company’s 
property. The remaining half shall be turned over to a gen- 
eral railroad contingent fund as provided by Section 12. 

Maintenance of Individual Railroad Contingent Fund 

(b) A railroad company may draw upon its own contingent 
fund whenever, and to the extent that, its said annual rail- 
Way operating income shall fall below six (6) per cent of the 
fair value of the property as determined by Section 10; but 
whenever the railroad’s contingent fund is thus drawn upon, the 
fund shall be replenished from the company’s share in subse- 
quent excess earnings until the fund is restored to six (6) per 
cent of the fair value of the company’s property. 

Distribution of Excess Operating Income 

(c) When any individual railroad company earns an annual 
railway operating income of six (6) per cent upon a fair value 
of its property and has established and is maintaining a con- 
tingent fund of its own amounting to six (6) per cent on the 
fair value of its property, the company shall turn over to a 
general railroad contingent fund two-thirds of the company’s 
railway operating income in excess of six (6) per cent, the 
remaining one-third of said excess to be retained by the rail- 
road company for distribution among its. stockholders or for 
such other lawful purposes as it may determine. 

Creation of General Railroad Contingent Fund 

Section 12. There shall be established a general railroad con- 
tingent fund for the purpose of making good any deficiency 
in any year below six (6) per cent upon the aggregate fair 
value of the properties of the railroads of a section. The 
amount of such deficiency shall be drawn from the general 
roilroad contingent fund for distribution among the railroads 
inn any traflic section, upon the basis of the gross earnings 
from railroad operations of the railroads within such section; 
and if the result of this distribution causes the railway operat- 
ing income of any individual railroad to exceed six per cent 
this excess shall be applied as provided in Section 11. 

Maintenance of General Railroad Contingent Fund 


Section 13. In any year, following the completion of the 
mergers hereinafter provided for, when the yield from rates es- 
tablished by federal authority equals six per cent upon the 
aggregate fair value of the property of the railroads in any 
traffic section, and the total contribution made in any such 
vear to the general railroad contingent fund amounts to less 
than five per cent of the aggregate net earnings from opera- 
tion in that traffic section, then the railroads in that section 
shall contribute to the general contingent fund the sum neces- 
sary to bring the contribution for the year up to five per cent 
ot the aggregate net earnings from operation—each company 
being required to contribute for this purpose pro rata to its net 
earnings from operation for that year. 

Management of General Railroad Contingent Fund 

Section 14. The general railroad contingent fund shall be 
managed by trustees appointed by the Federal Transportation 
Board from men nominated by the railroad companies. Moneys 
turned over to the fund shall be invested by the trustees in 
United States government securities, or shall be deposited in 
the federal reserve banks. 


Amount of General Railroad Contingent Fund 


Section 15. The general railroad contingent fund shall be 
accumulaied by its trustees until it amounts to $750,000,000, and 
be maintained at that sum for the purpose hereinbefore pro- 
vided, and any excess thereafter acquired shall be used when 
and as directed by the Federal Transportation Board for the 
development of the railroad transportation system of the coun- 
try, or for the increase of transportation equipment and facili- 
ties, or for the pro rata reduction of the capital or capital obli- 
gations and property investment accounts of the railroads, or, 
if so ordered by Congress, the excess shall be turned over to 
the treasury of the United States. 

Railroad Reserve Fund 


Section 16. To facilitate the prompt stabilization of railroad 
credit and such consolidation of railroads as the Federal Trans- 
portation Board shall decide to be in the publie interest, it is 
recommended that Congress create a railroad reserve fund and 
appropriate for this purpose the sum of $500,000,000. This fund 
shall be administered by the Federal Transportation Board, 
which shall invest it in United States bonds or notes, the 
interest accruing from such bonds or notes, or the earnings 
upon the proceeds thereof, to be paid annually into the United 


Vol. XXIV, Nu. 4 


States treasury. In case, at any time during the first ‘en 
years after the enactment of this legislation, the general ii. 
road contingent fund, provided by Section 12, shall not be siiffi- 
cient to make good deficiencies as described in that section, 
then the Federal Transportation Board shall pay into the gen- 
eral railroad contingent fund, as far as the board’s avail: ble 
funds permit, the amount necessary to enable the trustees of 
the general railroad contingent fund to make over to the :iil- 
roads the sums due tlfem for that year under the stipulations 
of said Section 12; provided, however, that any sums so paid 
by the Federal Transportation Board shall be repaid with in- 
terest by the trustees of tHe general railroad contingent find 
from contributions received from the railroads after the genera] 
railroad contingent fund shall reach and be maintained at the 
amount of $500,000,000. 


Grouping and Consolidation of Existing Railroads 


Section 17. The consolidation of railroads into a limited num- 
ber of strong competitive systems under conditions to be pre- 
scribed by Congress is believed to be in the public’ interest 
and should be carried out as promptly as practicable, in ac- 
cordance with plans to be submitted by the carriers and ap- 
proved and announced by the Federal Transportation Board. 
In order to bring about this consolidation of railroad companies, 
jurisdiction of which has been perfected as contemplated in 
Section 4, the Federal Transportation Board shall determine 
for itself and announce the grouping of railroads in case such 
railroads have not within a reasonable time submitted plans 
for its approval for consolidation in any given section and the 
board deems such consolidation to be in the public interest. 

If the consolidations thus announced by the transportation 
board shall not have been affected or well advanced within five 
years after announcements the board should be given power 
to carry through such mergers by compulsory proceedings, if 
in its judgment the public interest would be thereby advanced, 


Government Directors on Railroad Boards 


Section 18. Any railroad corporation that may be allowed by 
the Federal Transportation Board to acquire the securities or 
properties of other railroad companies and to form a consoli- 
dated railroad system under the jurisdiction of the United 
States shall be required by the board to organize with a board 
of twelve directors, one of whom shall be representative of 
the employees of the system and nominated for that position 
by such employees, and three of whom shall be selected by the 
Federal Transportation Board to represent the principal inter- 
ests involved in the territory served by such system. The 
board of directors thus selected shall make such regular and 
special reports to the Transportation Board as that board may 
require. 

Temporary Aid to Certain Railroads Pending Consolidation 

Section 19. Should it be found by the Transportation Board 
te be in the public interest to protect the credit and financial 
operations of some railroads pending the completion of the 
railroad consolidations herein contemplated, it is recommended 
that one or the other of the following plans be adopted: 

1. That the Transportation Board be endowed with power 
and granted the necessary funds to extend credits to 
such railroads during the period of consolidation; or 
2. That the existing machinery of the War Finance Cor- 
poration be employed for this purpose. 

If the second recommendation is adopted, appropriate legis- 
lation should be enacted to enable the War Finance Corpora- 
tion to advance funds to railroads under terms that may be 
approved by the Federal Transportation Board. 


Should Pay for Itself 


Mr. Warburg explained in his introductory statement 
that the Conference apprcached the subject of remedial 
railroad legislation in the belief that transportation should 
pay for itself. His interpretation was that “the yield of 
transportation rates, both freight and passenger, should 
be sufficient to pay for the transportation cost, including 
a reasonable return on the value of the railroad properties 


‘devoted to public service.” 


“If by paying higher prices for all necessaries of life,” 
he said, “the consumer bore the cost of increased wages 
involved in the cost of production of these articles, there 
is no reason why, in the case of freight charges the prin- 
ciple of cost should be abandoned.” 

He declared, in support of this argument, that there 
appeared no reason why this cost of transportation, form- 
ing only a fraction of the total cost of things, should be 
furnished at a Icss, to be made good by taxation levied 
indiscriminately from all instead of having the transporta- 
tion paid by those directly served. 

“There is no reason why the man paying high rent for 
dark and narrow quarters in crowded city tenements 
should pay the transportation for the commuter who lives 
in healthier and more commodious quarters and pays a 
lower rent. There would be no reason why a fairly self- 
sufficient farmer should pay taxes in order that the manu- 
facturer may receive coal or ores at a_ transportation 
charge below cost,” said he. 

Mr. Warburg declared he believed the Conference was 
making no mistake in assuming that the public interest 
would be best served by not unnecessarily increasing ‘he 
burden of taxation by arbitrarily adding to it the defi 
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- 
ciencies caused by transportation to be furnished below 
cost. He explained that the plan proposed by the Con- 
ference was that Congress should enact a statutory rule 
requiring that rates and fares to be established by public 
authority ‘“‘yield the railroads of each traffic section of 
the United States revenue sufficient to produce, after 
proper provision for renewals and depreciation, a net 
return available for interest and dividends of not less 
than 6 per cent on the aggregate final valuations of the 
property of the railroads devoted to the public service in 
each of the several sections. 

“It is furthermore proposed that each railroad netting 
earnings in excess of 6 per cent on its final valuation 
shall turn over one-half of such excess into a contingent 
fund of its own and the other half into a general contin- 
gent fund, until its own contingent fund amounts to 6 
per cent on the fair value of its property, after which 
(as long as this company contingent fund is maintained 
at 6 per cent) two-thirds of the railroad company’s earn- 
ings in excess of 6 per cent would go into the general 
contingent fund, while one-third would be retained by 
the railroad company for distribution among its stock- 
holders or for such other lawful purposes as it may de- 
termine. 

“The company’s own contingent fund to be maintained 
by each railroad is devised for the purpose of protect- 
ing the carriers against adverse circumstances unexpect- 
edly affecting an individual company. 

“The general contingent fund, on the other hand, which 
is to accumulate to an amount of $750,000,000, is designed 
to make good a deficiency arising in any year when the 
rates fixed by the Interstate Commerce Commission do 
not produce a minimum return of 6 per cent on the ag- 
gregate final valuation of the railroads composing a traflic 
section. 

“The payments into the general contingent fund, it is 
proposed, shall be accumulated until it amounts to $750,- 
000,000, and be maintained at that sum, and any excess 
shall be used when and as directed by the Transportation 
Board for the development of the railroad transportation 
system of the country, for the increase of transportation 
equipment and facilities, or for the pro rata reduction 
of the capital obligations and property investment ac- 
counts of the railroads; or, if so ordered by Congress, 
the excess shall be turned over to the Treasury of the 
United States. 

“Inasmuch as it would take a number of years until 
the contingent funds will accumulate a sufficient strength 
to protect the railroad situation, it is suggested that Con- 
gress put aside now a railroad reserve fund of five hun- 
dred million dollars to be used only for the purpose of 
making advances to the general contingent fund in case 
the same should be drawn upon, these advances to be 
repaid to the government from payments of the railroads 
into the general contingent fund after it has accumu- 
lated to an amount of $500,000,000. The railroad situation 
thus will be protected in the initial years of its transition 
period, which will be the most costly time for them. 

“It appears to be the general desire of the country to 
see the government withdraw from active business as 
fast and as far as possible and the Transportation Con- 
ference’s plan proceeds on this hypothesis. It avoids 
direct guarantees given to any individual railroad. It 
recommends a rate-making structure producing no less 
than 6 per cent upon the aggregate final valuation of all 
the railroads of a traffic section. It assures the railroads 
against failure on the part of the rate-making body to 
produce the minimum 6 per cent yield to be prescribed 
by statute; but leaves the railroads free to compete within 
this assured statutory minimum return for a section. The 
statute would protect the carriers as a group, not as in- 
dividual corporations, and this, it is believed, is one of 
the strongest features of the plan. 


“The plan of the Transportation Conference has the 
distinct advantage that within a reasonable number of 
years it will free the government of any financial liability 
and will take it out of actual business. It avoids indi- 
Vidual railroad guarantees which by many are considered 
as likely to lead the government into direct and perma- 
hent railroad operation. It substitutes therefor a definite 
assurance of net return for the railroads as combined in 
a traffic section and leaves each railroad within this traffic 
Seciion to compete for its share of the returns. It thus 
Provides the three important elements, it assures com- 
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petition, it assures for the owners of the railroads a defi- 
nite policy providing a free and adequate return and it 
provides full government control without government 
guarantee. 

“I may state that upon further consideration of the 
question of the minimum rate of return to be provided 
railroads in the aggregate by traffic sections, those mem- 
bers of the Conference with whom I have been able to 
consult since the adjournment of the Conference have 
thought that it might be wise to provide for the possi- 
bility of a readjustment of the minimum return after a 
definite period of time has elapsed. The members of the 
Conference with whom I have consulted are agreed that 
it is necessary to deal liberally with the question of re- 
establishing railroad credit as a prerequisite to the suc- 
cessful resumption of private operation. 

“While we believe that railroad credit cannot be re- 
established and stabilized without assuring railroad prop- 
erty as a whole a definite annual return on a fair value 
of the property devoted to the public service, we also 
realize that conditions at the present time are so ab- 
normal as to make it impossible to state what rate of 
return will be adequate and equitable for all time to come. 
If the value of money should again increase, a rate of 
return that today might seem fair to the investor might 
appear to the country as exorbitant twenty years hence, 
and conversely, if the value of money should further de- 
cline, what may now seem ample to the investor may 
prove in the future to be inadequate. 

“In view of these facts it might be wise to authorize 
the Transportation Board, after consultation with the 
Federal Reserve Board, to consider the rate of return, 
after ten years shall have elapsed, and then to deter- 
mine what, under the conditions existing at that itme, 
constitutes a fair and adequate return upon railroad prop- 
erty as a whole, the action of the Transportation Board 
being, of course, subject to review by the courts. It is 
thought that in the long run this plan of periodical re- 
vision of the rate of return might afford greater protec- 
tion both to railroad owners and to the public, while also 
assuring for the ensuing ten years a definite basis that 
is not to be disturbed. Under the suggested plan the 
investor would feel reassured because of the knowledge 
that any readjustment that might be made in the rate of 
return would be determined by non-partisan bodies with- 
out the disturbance bound to result if the question were 
opened from time to time and made the subject of po- 
litical discussion.” 

A series of graphic charts were presented to the com- 
mittee to show how the Conference plan would work out 
in practical operation. The charts were prepared and ex- 
plained by W. W. Salmon. 


The charts divide the country’s railroad into districts 
and show the amount of money each individual railroad 
would earn under the conference plan. They show each 
railroad’s percentage of railway operating income on its 
property investment account: averaged for a test period 
in the three years ending June 39. They show, also, as 
a whole, each railroad’s estimated percentage of railway 
operating income on its property investment account 
when the yield for all railroads of the district equals 6 
per cent on their aggregate property investment accounts. 

The charts show the part of the income to be retained 
by the individual railroads, the part to be turned over to 
the contingent funds while the individual contingent 
funds are being created, and the part turned over to the 
general railway contingent fund after individual contin- 
gent funds are created. 

They show the results as figured on 67 castern rail- 
roads, 32 southern railroads and 63 western railroads. 


Federal Incorporation 


Passage by Congress of a general federal incorporation 
act along the lines of the laws incorporating national 
banks and nationalizing state banks as a means of bring- 
ing about compulsory federal incorporation of the railroads 
was urged by Alexander W. Smith of Atlanta. 

“The country is confronted,’ said Mr. Smith, “with the 
absolute necessity of the federal government being vested 
with full jurisdiction of interstate carriers in their cor- 
porate functions in addition to the constitutional jurisdic- 
tion now exercised by Congress over the activities of these 
carriers in connection with interstate commerce. Unless 
this is accomplished, the proposition that the government 





180 


shall authorize the consolidation of these existing car- 
riers into large systems which will necessarily interfere 
with competition in local territory becomes a legal im- 
possibility, because it will run counter to constitutional 
inhibitions in a large number of states prohibiting such 
consolidations by the corporations they have severally 
created. Being creatures of the state, they are necessa- 
rily subject to the control of its constitutional require- 
ments. 

“Aside from the insuperable legal difficulty thus indi- 
cated, it is a wholly impracticable thing to transfer and 
transplant the assets and liabilities of the existing cor- 
porations engaged in interstate commerce into new cor- 
worations created for the purpose. 

“Take the Southern Railway Company as a concrete 
example. It is a system made up of more than one hun- 
dred separate railroad corporations. It owns some of 
them, it controls others under long leases, and others by 
majority stockholding. It has effected their merger by 
all the known methods of putting one railroad under the 
operative control of another. Their obligations, under the 
kaleidoscopic arrangements it has made in bringing the 
system together, could not be transformed and lifted out of 
the several state corporations and set down in a new fed- 
eral corporation. As a business proposition it would be 
impractical. 

“It is respectfully submitted, however, that the prob- 
lem is not insoluble, for there lies on the surface a 
method to accomplish the desired results in a perfectly 
simple way, viz.: The passage by Congress of a general 
federal incorporaticn act along lines parallel to the laws 
incorporating national banks and nationalizing state 
banks. This is the basic idea of the recommendation of 
the Transportation Conference on this subject, and the 
idea has been developed in the draft of the Remedial 
Railroad Law, which will be presented by the representa- 
tives of this conference. 

“If Congress should adopt this bill existing railroad 
companies engaged in interstate commerce and operating 
under state charters could take out certificates of incor- 
poration, to be issued as therein provided, under which 


they would become federal, or national, corporations with- 


out destroying their corporate identity and existence; 
without changing their officers and stockholders, and with- 
out disturbing the title to their assets or the integrity of 
their existing liabilities, and the continuity of their busi- 
ness would not be interrupted. 


“The authorities conclusively establish that such a pro- 
ceeding results in a mere transition and not a new creation, 
and does not destroy previous identity or corporate exist- 
ence, and simply results in a continuation of the same 
body, with the same officers and stockholders, the same 
property, assets and business under a changed jurisdiction. 
Any interstate railroad thus nationalized would remain 
one and the same railroad, and would go on doing busi- 
ness uninterruptedly, under its existing liabilities and 
contractual privileges and obligations. 

“Since no one questions the power of Congress to incor- 
porate interstate railroads, it follows that it can author- 
ize the conversion of such a railroad company from a state 
corporation into a national corporation. When it does so, 
the principle referred to necessarily applies. By apply- 
ing it as indicated in the bill it presents, the recommenda- 
tion of the transportation conference that action be taken 
by Congress to bring all interstate railroads as corpora- 
tions under the jurisdiction of the United States becomes 
simple and practical. . 


“While Congress has no power to compel a state bank 
to become a national bank, because a state bank is no part 
of the fiscal machinery of the nation, it is submitted that 
it does have the power to compel a railroad system that 
is now engaged in interstate commerce to become a federal 
corporation. 

“The power of Congress to create a bank at all was 
contested until it was settled by the Supreme Court that 
such power was implicit in the power delegated to Con- 
gress to issue money and handle its finances. Jurisdiction 
of Congress over a railroad engaged in interstate com- 
merce is delegated in a specific, plain, explicit, all-inclu- 
sive and plenary paragraph of the Constitution commit- 
ting to it control over interstate commerce and all its 
instrumentalities. 

“If it be true that Congress has only implied power to 
charter a bank as a piece of machinery in its fiscal sys- 
tem, it must be true that if Congress finds in the develop- 
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ment of transportation that state lines have been wiped 
out, and that commerce disregards artificial obstructions, 
and that necessary machinery in carrying on interstate 
commerce.is a railroad corporation, the express grant of 
exclusive jurisdiction over such commerce carries with it 
the power to create such a corporation. 

“If that is true, can it compel a state railroad company 
engaged in interstate commerce to become a federal cor. 
poration? No one questions its power to create such cor. 
porations, ab initio. 

“It has been decided by the Supreme Court of the 
United States that no single state can create a railroad 
company and endow it, as a matter of law, with the right 
to operate its lines in any other state. Indiana and Ohio 
tried to do this conjointly. They created two railroad 
companies, each endowed with the same name, and having 
the same officers, directors and stockholders. The tracks 
owned by these two companies came together at the state 
line. Every effort was made to create a single corpora- 
tion with the right to do business in states. The Supreme 
Court held that there were two separate and distinct cor- 
porations and that, in the very nature of the case, one 
state could not give the power to its creature to go into 
the domain of another sovereignty of equal dignity and 
do business there, except by permission of the other state, 
Hence it is that all roads that cross state lines do business 
outside their native state by comity between the states. 
Comity is a privilege merely and not a legal right. 

“If federal incorporation is made permissive only, it is 
questionable whether Congress will not be embarrassed by 
some of the lines declining to accept federal charters. 
Many of them have tax exemptions and special charter 
privileges which they would hesitate to imperil. Volun- 
tary action would certainly destroy these privileges, while, 
under compulsory action, these property rights might be 
preserved under other provisions of the Constitution not 
necessary to be here elaborated. 

“As to the necessity of federal incorporation, there does 
not seem to be any room for argument. If the federal 
government is to vise and control the issuance of railroad 
securities, upon what principle, without the voluntary co- 
operation of the state corporation, can Congress interfere 
with its issue of stocks and bonds expressly authorized 
under its state charter? They may be not necessarily con- 
nected with its interstate commerce. Their proceeds may 
be needed for other purposes. Many railroad corporations 
engage in business other than transportation. The exer- 
cise of control over the securities of a state corporation 
by Congress is much harder to justify under existing 
law than the power to compel federal incorporation by in- 
terstate systems. The basis of the securities, especially 
the original issues, is the charter of the constituent com- 
panies, and not of the holding or operating company. 
Rights in these are vested and protected by the federal 
Constitution itself. But when the corporation operating 
the interstate system is compelled to transfer its allegiance 
to the federal government, subsequent issues of its capital 
stock and bonds may be regulated as Congress directs. 

“The contractual relation between a state and its cor- 
porate creature presents no obstacle to compulsory federal 
incorporation of interstate systems hereinbefore described, 
because the state has consented in advance that that may 
happen. When the state gave permisison to its corporation 
to become a part of the instrumentalities of interstate 
commerce by virtue of its legal merger into an interstate 
system, it relinquished its right to object to any sort of 
control over that corporation which Congress might choose 
to exercise. Of course, until Congress exercises control, 
the allegiance of the corporation remains with the state 
that created it. The argument is that both the states 
and the corporations, by virtue of the necessities of the 
consolidation that produced the interstate system, have 
contracted in advance that Congress may exercise juris- 
diction over this legally established instrumentality of 
interstate commerce if, in its discretion, such action will 
promote the interests of interstate commerce. Such juris 
diction has been exercised in numberless ways. If, with- 
out destroying the corporation itself, it may be converted 
from a state corporation to a federal corporation, there 
is no legal reason why Congress may not constitutionally 
require it to make the change.” 


Federal Transportation Board 


Creation of a Federal Transportation Board to promote 
the development of a national transportation system and 
to have general supervision over the railroads was urged 
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py Prof. Emory R. Johnson, of the chair of Transporta- 
tion and Commerce, University of Pennsylvania. 

“The plan of railroad legislation,” said he, “that has 
been developed by the National Transportation Confer- 
ence with the hope that the deliberations and conclusions 
of the Conference may be helpful to Congress in its 
search for a permanent solution of the railroad question, 
calls for the establishment of an administrative agency 
of large powers and heavy responsibilities. 


“The Conference does not favor placing those powers 
and responsibilities in the hands of a cabinet officer. The 
members of the President’s Cabinet hold office for a com- 
paratively few years. They are inevitably selected in 
large part because of the prominent place they occupy in 
the counsels and activities of the political party in power. 
They are political appointees and their administration of 
the railroads would almost’ certainly be political. The 
adequate development and the technical efficiency of the 
railroads and other agencies of transportation are of such 
vital consequence to the people of the United States that 
it would be a public misfortune to allow political methods 
and party politics to control or even largely to influence 
the regulation of transportation agencies. 


“The Transportation Conference has, moreover, after 
very careful consideration of the subject, reached the 
conclusion that it would be unwise to require the Inter- 
state Commerce Commission to exercise the administra- 
tive functions that must be performed to insure the suc- 
cess of railroad regulations. As Mr. Harry A. Wheeler 
says in his Explanatory Statement regarding the Confer- 
ence Plan of Railroad Legislation: 


“It is believed that the Interstate Commerce Commis- 
sion ought not to be burdened by the addition to the 
tasks it now performs of a large number of administra- 
tive duties. Should the Commission, as is contemplated, 
become the authority for the sole regulation of all rail- 
road rates, rules and regulations affecting interstate com- 
merce, its duties will necessarily be enlarged. To require 
the Commission to exercise the administrative functions 
contemplated in the proposed plan of remedial railroad 
legislation would be to the detriment of the public inter- 
est, because it would seriously interfere with the prompt 
action of the Commission as a body for the regulation of 
rates, the task for which it was especially created and 
for the performance of which it is peculiarly adapted.’ 


“The Conference recommends that a Federal Trans- 
portation Board be established. It should be an execu- 
tive board, of at least five members, and should be charged 
with the responsibility both of administering the act 
which Congress shall adopt for the regulation of rail- 
roads and of bringing about the co-ordinated development 
of a national system of rail, water and highway trans- 
portation. The proposed Board should not be entrusted 
with the regulation of rates—that should be left with the 
Interstate Commerce Commission; nor should the pro- 
posed Board be concerned with the construction of water- 
ways and highways, which work should be done by ap- 
propriate agencies especially created. by Congress. The 
following specific duties should be performed by the 
Federal Transportation Board: 


“The Board should determine and announce the group- 
ing or consolidation of railroads deemed to be in the pub- 
lic interest. 


“The Board should have the authority to require, if com- 
pulsion is found to be necessary, the railroad companies, 
as a condition precedent to the formation of consolidated 
railroads systems, to become federal corporations, either by 
the organization of new companies under federal charters 
or by changing from state to federal corporations in the 
manner suggested by the Transportation Conference. 


“The Transportation Board should be given authority 
to pass upon the public necessity for the expenditure of 
Capital (in excess of a minimum amount stipulated by 
Statute) by all carriers by rail engaged in interstate com- 
merce, 

_ The Board should administer the general railroad con- 
tingent fund or funds, which, as the Conference has pointed 
out, must be built up and maintained as a means of 
Strengthening and stabilizing railroad credit. 

“The Transportation Board should act as a referee in 
Cases of disagreement resulting in a deadlock of any of 
the boards which it is proposed by the Transportation 
Conference shall be entrusted with the adjustment of 
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wages, hours of employment and other conditions of the 
service of railroad employees. 

“The Transportation. Conference recommends that each 
of the corporations owning and operating the proposed 
consolidated railroad systems shall organize with director- 
ates of twelve members, ‘one of whom shall be a repre- 
sentative of the employees of the system, and nominated 
for that position by such employees, and three of whom 
shall be selected by the Federal Transportation Board to 
represent the principal interests involved in the territory 
served by such system.’ The directors thus selected are 
to make regular and special reports to the Transportation 
Board in accordance with the rules laid down by that 
Board. 

“The Transportation Board should be authorized and 

required to inquire into the practices of railroad manage- 
ment and to propose measures for preventing abuses there- 
in. 
“The plan adopted by the Transportation Conference 
provides that ‘It shall be the general duty of the (Trans- 
portation) Board to promote the development. of a na- 
tional system of rail, water and highway transportation.’ 
The United States, as a result of the initiative of its busi- 
ness men, has an excellent system of railroad highway de- 
velopment, although long neglected, is now proceeding 
rapidly and motor transportation is being organized on a 
large scale. The country is supplied with numerous water- 
ways capable of large traffic uses when systematically de- 
veloped and properly co-ordinated with the railroads. What 
is now needed is a transportation board vested with the 
power, and charged with the duty, of bringing the railroads, 
the waterways and the highways together into a national 
transportation system. The railroads and waterways must 
be connected at river, lake and ocean terminals, through 
routes must be established, through rates provided, and 
opportunities afforded shippers to dispatch their goods on 
through bills of lading such a combination of rail, water 
and highway carriers as well be most efficient and econom- 
ical. This integration of the different parts of the national 
transportation system can be brought about only by creat- 
ing some single agency with authority over the use of rail- 
roads, waterways and highways.” 


Alexander Smith Questioned 


Before reading to the committee his statement as to the 
plan of the Transportation Conference, Alexander W. Smith 
of Atlanta, Ga., said it was the consensus that if the rail- 
roads were turned back to their owners without remedial 
legislation, financial disaster would be likely to ensue. He 
said the bedrock foundation of the structure which would 
carry the railroads to a safe basis was that the Federal 
government be endowed with full jurisdiction over the 
corporate functions of the carriers. 

When Mr. Smith completed the reading of his statement 
he was questioned by committee members. The examina- 
tion was brief, because he had to leave Washington for 
the West. 

Representative Denison inquired what would be the ef- 
fect of Federal incorporation of the railroads on a contract 
as to payment of a special tax by a railroad to a state, 
citing such an agreement betwen the State of Illinois and 
the Illinois Central Railroad. Mr. Smith said that in his 
opinion the agreement would be valid after Federal incor- 
poration if it did not constitute a burden on interstate 
commerce. 

‘Your general theory seems to be,” said Representative 
Dewalt, “that when there is compulsory incorporation 
under Federal authority the state corporation goes into the 
Federal corporation with the same rights and liabilities it 
had under state incorporation subject only to the reserva- 
tion that those rights and liabilities do not interfere with 
interstate commerce.” 


Mr. Smith said that was his position. 

Representative Dewalt then launched into a series of 
questions involving the proposition of whether under Fed- 
eral incorporation there would be conflict between the 
Federal and state taxing authorities. Mr. Smith said the 
states would tax the railroad property within their bound- 
aries. 

“The Federal authority would have the right to tax, and 
if the Federal and state authorities levied taxes where 
would be the limit of taxation?” asked Mr. Dewalt. 

“The power to tax is the power to destroy,” replied Mr. 
Smith. 
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“T grant that,” replied Mr. Dewalt. 
to have two Franensteins here, or one 

“The state’s power to tax is limited to the same basis as 
other property,” replied Mr. Smith, referring to the power 
to tax railroad property. 

“It strikes me you have two powers of taxation—one 
state and one Federal—and the power to tax according to 
the necessity,” said Mr. Dewalt. “The question in my 
mind is as to where the limitation of this taxing power 
really is—whether the state can raise its taxes first from 
the Pennsylvania Railroad or whether the Federal govern- 
ment could levy its tax and get it first.. To my mind this 
is a pretty serious thought.” 

“T am unable to see that the power to tax,” replied Mr. 
Smith, ‘“‘would be any larger under Federal incorporation 
than it is now.” 

Representative Dewalt asked Mr. Smith whether prop- 
erty rights of the states might not be interfered with 
under Federal incorporation, referring to the Illinois situa- 
tion referred to by Mr. Denison. Mr. Smith said it was 
the thought of the conference that Federal incorporation 
should be accomplished in accord with the law of the land, 
the matters of local taxation and police power to be re- 
served to the states. 

Representative Sanders of Indiana asked the witness 
what could be done for interstae commerce under Federal 
incorporation that cannot be done now or that would be 
done under the provisions of the Esch-Pomerene bill. 

Mr. Smith replied that he could not understand how 
Congress could interfere with state corporations to the 
extent of telling them what to do in regard to stock and 
bond issues. In this connection he said that with all due 
respect to such bills as the Esch-Pomerene bill he did not 
see how a proper and adequate solution of the railroad 
problem could be reached “by patchwork additions to ex- 
isting laws.” He said the situation should be looked at as 
a whole, and that attempts should not be made to try to 
“patch it up.” 

“What about rates?” asked Representative Sanders. 

“I think the Federal government should control every 
rate in the United States,” said Mr. Smith. 

Mr. Smith said the railroads being subject to the con- 
trol of forty-eight different states had choked railroad de- 
velopment. 

“Is it your opinion that that part of the Esch-Pomerene 
bill which would give the Commission supervision of cap- 
ital issues of the carriers is unconstitutional?” asked Rep- 
resentative Sanders. 

Mr. Smith said he was not prepared to answer that 
question, but that it was hard to justify that provision in 
the bill with the plan he was advocating. Mr. Sanders 
thought it rather inconsistent to say that Congress does 
not have the power to legislate as to supervision of cap- 
ital issues of carriers, and that it does have the power to 
compel Federal incorporation. 

“What is the constitutional objection to the Federal 
government controlling all rates?” asked Mr. Sanders. 

“That would depend on whether the state rates affect 
interstate commerce,” replied Mr. Smith. “The states are 
jealous of their power to control rates. My personal opin- 
ion is that there is not a rate in the United States that 
doesn’t affect interstate commerce, but there are many 
who do not agree with me.” 

“If you are right—and I think you are—there is no 
necessity for Federal incorporation in order to control 
rates, is there?” asked Mr. Sanders. 

Mr. Smith replied that he thought Federal incorporation 
would be necessary in order to prevent endless litigation 
over the rate question. 

Wheeler Answers Questions 


Harry A. Wheeler was questioned by Chairman Esch as 
to the Esch-Pomerene bill meeting many of the recom- 
mendations contained in the report of the committee on 
railroads of the United States Chamber of Commerce. Mr. 
Wheeler said it should be remembered that while the com- 
mittee on railroads of the Chamber of Commerce was rep- 
resented in the Transportation Conference, the recom- 
mendations of the two bodies must not be confused. 

Chairman Esch pointed out that the Esch-Pomerene bill 
contains provisions meeting the following recommendations 
of the Chamber of Commerce committee: Adherence to 
the policy of corporate ownership and operation with com- 
prehensive regulation; exclusive federal regulation of capi- 
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tal issues; federal regulation of intrastate rates affeciing 
interstate commerce. As to recommendations urging evrly 
enactment of remedial legislation so that the roads may be 
returned to private ownership, Mr. Esch said that both the 
Senate and House committees wished to push such levis- 
lation as rapidly as possible with the view of enacting it 
into law before the end of the year. 

Mr. Esch pointed out that the committee recommendation 
for permission for consolidation of the railroads into a 
limited number of strong competing systems differed from 
the provision as to that subject in the pending bill in that 
it did not provide for consolidation into a limited number 
of strong competing systems. Federal incorporation, an- 
other recommendation of the Chamber of Commerce com- 
mittee, is not provided for in the pending bill. 

“You are of the opinion that federal incorporation is 
necessary to carry out your plan and maintain efficiency?” 
asked Chairman Esch, referring to the Transportation Con- 
ference plan. 

“That was the conclusion of the conference,” replied 
Mr. Wheeler. 

“Do you regard that as necessary to control intrastate 
traffic?” 

“If Congress saw fit to exercise its fullest power as to 
rates, that would not be true,” replied Mr. Wheeler. “But 
Congress has not done that.” 

“Do you believe in a strict guaranty?” asked Chairman 
Esch. 

“IT do not believe in a government guaranty at all,” re- 
plied Mr. Wheeler. 

Chairman Esch asked Mr. Wheeler whether the rate-mak- 
ing plan as advocated by the Transportation Conference 
would not be a bar to incentive on the part of the carriers 
to maintain the high efficiency which had made the rail- 
roads of the United States the best in the world. Mr. 
Wheeler said the Conference was of the opinion that under 
the plan there would be just as much incentive as before, 
and give all the incentive necessary to the efficient opera- 
tion of the roads. 

Mr. Wheeler said he was in accord with the provisions 
of the Esch-Pomerene bill relating to water carriers. 

Representative Sims asked Mr. Wheeler whether it was 
not the purpose of federal incorporation to escape control 
of the railroads by the states. 

“That is one of them,’ replied Mr. Wheeler. 

Representative Sims tried to get the witness to say that 
that was the principal reason, but he declined to do so. 

“Suppose Congress won’t authorize federal incorpora- 
tion,” said Mr. Sims. ‘Would the key of your arch fall?” 

“T think it would be exceedingly difficult to get a suitable 
piece of legislation embracing the other recommendations 
of the Conference without federal incorporation,” said Mr. 
Wheeler. 

“Then I assume that if Congress would not enact com- 
pulsory federal incorporation, it is not necessary to give 
much consideration to the other recommendations,” said 
Mr. Sims. 

“We are not ready to admit that assumption,” said Mr. 
Wheeler. ; : 

“Don’t you think that anything as revolutionary as com- 
pulsory federal incorporation should not be attempted be- 
fore the return of the roads to their owners?” asked Mr. 
Sims. 

“TI don’t believe in halfway measures,” replied Mr. 
Wheeler, adding that if it would require longer time to set- 
tle the railroad problem than the first of the year, the time 
should be taken. 

“Why not accept such legislation as it will be possible to 
enact before January 1 and then consider other plans such 
as you propose?” asked Mr. Sims. 

Mr. Wheeler replied that he was not at all sure that the 
President was definite in his mind as to the time of the re- 
turn of the railroads. He said he did not believe the Pres!- 
dent would return the roads before there was adequate 
legislation to meet the situation that would confront the 
roads at that time, as it would not be in the interest of ihe 
public to do so. 

Mr. Sims asked whether the rate-making plan suggested 
by the Conference was not in the nature of a guaranty by 
the government. Mr. Wheeler said he did not think so; 
that it simply constituted an assurance that fair treatment 
would be given to corporations engaged in interstate com- 
merce. In answer to other questions along this line, Mr. 
Wheeler said he preferred that the committee question ihe 
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other Conference representatives who could give detailed 
information. . 
W. W. Salmon Questioned 


W. W. Salmon was questioned July 24 by Representative 
Sims, who indicated by his questions that he regards the 
plan of the Conference as constituting a guaranty by the 
government of a return to the railroads. Mr. Salmon said 
the Conference did not so regard its plan. 

“It is in the nature of a moral guaranty that the rail- 
roads shall have earnings of not less than 6 per cent as 
provided in the plan, is it not?” asked -Mr. Sims. 

Mr. Salmon said he did not so view the plan. 

“Would you believe that it would be an obligation of the 
government, through the Interstate Commerce Commission, 
so to readjust rates in any one year as to make good a 
definite return when a deficit should be due to flood or 
drouth—make it good because of an act of God?” asked 
Chairman Esch. 

“For such a temporary disturbance as might be brought 
about by such an occurrence,” replied Mr. Salmon, “the 
rate-making body probably would feel that no change in 
rates was necessary and I doubt whether the public would 
challenge that position.” 

Representative Sims asked what would happen if the 
contingent funds provided for in the plan were wiped out 
by unforeseen occurrences and conditions, and whether or 
not the plan would not fail under such circumstances. Mr. 
Salmon said he did not like the words “plan fail,’ as he 
believed the plan would work and that failure would re- 
sult only if the government did not follow it out. 

“These plans look fine in theory,” said Representative 
Sims, pointing out that a great many had believed that 
the taking over of the railroads by the government would 
result in economies, but that “the wisdom of all failed 
because of conditions arising over which the government 
had no control.” 

Representative Sims asked whether the purpose of the 
plan was not to make railroad investments more attractive 
than other investments. Mr. Salmon said the proposed 
project was designed to bring about a situation where 
railroad investments would be made attractive to the pub- 
lic. In this connection he said that railroad investments 
had not been as attractive as they should be in the in- 
terest of the public. 

“Will not all other investments have to yield 6 per 
cent?” asked Mr. Sims. “Will not other securities be 
affected adversely,” 

Mr. Salmon said he could see no controlling argument 
growing out of Mr. Sims’s questions. 

“Do you think Congress by law should step in and guar- 
antee the success of the railroads?” asked Mr. Sims. 

“It is very desirable indeed—if you call what we recom- 
mend a guaranty—to see to it that all public service cor- 
porations get a square deal,’ replied Mr. Salmon. ‘The 
government should treat them fairly, and it hasn’t done 
it. If you are going to fix their expenditures—regulate 
them at every turn—it is the business of the government 
to see that they get a fair return. If they are regulated 
as the railroads are, then give them some kind of assur- 
ance.” 

Representative Sims asked whether the plan would not 
so attract idle money to railroad investment that unfair- 
hess would result to other investments. Mr. Salmon did 
not see that such would be the result of the operation of 
the plan. 


Mr. Salmon said the word guaranty had been used and 
that generally it was understood that it means that a 
given railroad would be guaranteed a certain return. 

“Even if you call this plan a guaranty—which we don’t 
—make this distinction,” said Mr. Salmon. “It is not a 
guaranty to any single railroad. The richest railroad, if 
mismanaged, might not earn anything. It would still be 
up to every road to earn the utmost of the aggregate net 
earnings. 


“It might grow out of these questions that the Trans- 
portation Conference is recommending something that will 
Place a great burden on the people. The magnitude of 
the increase we are talking about practically would cost 
each citizen only about a postage stamp a week.” 

“Oh, that’s getting down to the packers’ argument of 
proiit,” replied Mr. Sims. 

W. N. Doak, vice-president of the Brotherhood of Rail- 
Toa’ Trainmen, was the final witness, July 25, before the 
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House committee on the Transportation Conference Plan. 
While committed to government ownership of railroads, 
he said if private ownership obtained, careful considera- 
tion should be given to the Conference plan. He explained 
the Conference plan’s provision for the creation of a wage 
adjustment board and urged that no compulsory wage 
arbitration law be enacted. Questioned as to the Adam- 
son law, he said he did not know whether it ever amounted 
to anything or not and that as to its practical application 
he did not know what it meant. He said a purely govern- 
ment wage board would not work. He declared that the 
country was going to wind up with government owner- 
ship of the railroads. 

Representative Sims said he did not see how reductions 
in wages could be avoided when the roads are returned 
and Mr. Doak replied that he feared the results if wages 
were cut. 

Chairman Esch announced that the committee would 
meet in executive session Monday and probably consider 
the Cummins bill providing for the restoration of the 
rate-making powers of the Commission. 


Clark on the Stand 


Legislation to stabilize the railroad rate situation during, 
the period immediately following federal control and to pre- 
vent “rate wars” between the carriers in seeking business 
after the railroads are returned to their owners was recom- 
mended by Commissioner Clark, July 18, to the House com- 
mittee. 

Commissioner Clark said he thought it advisable that 
Congress should enact legislation of a temporary char- 
acter to meet the conditions that would arise immediately 
following the termination of federal control. He said some 
restraint should be placed on the carriers as to rates by 
providing some agency having authority over rates instead 
of leaving the initiation of rates entirely in the hands of 
the individual traffic officers of the carriers. 

He suggested that Congress authorize the Commission 
to appoint committees for traffic districts, these commit- 
tees to have the power to approve. or disapprove proposals 
from the carriers for changes in rates and that it should 
be provided that before a carrier could file with the Com- 
mission a proposal to change rates such proposal would 
first have to be approved by the traffic district committee. 

These traffic district committees, Commissioner Clark 
said, should be composed of experienced men, selected 
with a view to their skill, knowledge, and judicial tem- 
perament in the matters with which they would have to 
deal. He said he did not see that there would be objection 
to the shipping public having representation on these com- 
mittees. 

Asked, after he had finished his testimony, as to whether 
the suggested plan would include both interstate and intra- 
state rates, he said it would affect only intrastate rates, 
as they might become an undue burden on interstate com- 
merce and so come under the jurisdiction of the Commis- 
sion and the Commission’s representatives, which would 
be the traffic district comittees. If the Esch-Pomerene bill 
is law at the same time, the Commission would have juris- 
diction over cases involving intrastate rates alleged to be 
causing an undue burden on interstate commerce. The 
Commission, of course, already has this authority as de- 
cided in such cases as the Shreveport case, but the Esch- 
Pomerene bill provides for co-operation with the state 
commissions in disposing of such situations. 

Chairman Esch asked Commissioner Clark if the intra- 
state rates return to the pre-war basis at the end of federal 
control, whether such a discrepancy would not result be- 
tween interstate and intrastate rates that an undue burden 
on interstate commerce would be created and the intra- 
state rates would be unlawful, providing the Esch-Pome- 
rene bill is passed as drawn. Commissioner Clark replied 
affirmatively. 

Questioned by Chairman Esch as to the suggested plan 
for meeting the rate situation after the end of federal con- 
trol, Commissioner Clark said there might be rate-cutting 
engaged in by the carriers and that the traffic officials of 
the carriers might dissipate revenue instead of conserving 
it. He said that the period during which the suggested 
legislation should apply probably should be a year; that it 
might be more or that it might be less. He said he had 
no definite idea as to how long the period shou.d be. 

Questioned by Chairman Esch, Commissioner Clark con- 
tinued his statement showing how the Esch-Pomerene bill 
conforms to the recommendations as to railroad legisla- 
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tion made by the Commission in its annual report in 1918. 
Pointing out that the shipper, under federal control, has 
not had the right to route his freight as he might select, 
Chairman Esch asked the Commissioner whether the Esch- 
Pomerene bill would affect the shipper’s rights in this 
respect and he replied that the same conditions would ap- 
ply as before federal control, exc2pt in time of emergency. 

In reply to another question by Mr. Esch, Mr. Clark said 
that under the provisions of the bill relating to car service, 
wide powers are conferred on the Commission to deal with 
car shortage and congestion of traffic. The provisions of 
the bill relating to limitation of railroad construction work 
and the authority the Commission would have to require 
construction to meet the needs of the public were dis- 
cussed, it being pointed out that some states have incorpo- 
rat2s that principle in their laws. 

Chairman Esch inquired whether the section referred to 
would not help the “weak sisters,” and lessen that problem. 
Commissioner Clark said it would prevent “weak sisters’ 
being added to those in existence. He said he personally 
believed that where necessary the government should aid 
the railroads in construction work. He referred to the 
action of the Harriman and Hill lines building parallel lines 
in Oregon through territory which was not regarded as 
being able to support one line. He said the provision 
under discussion would prevent such situations as that. 

In reply to questions by Representative Montague, he 
said it was his judgment that there was abundant capital 
seeking investment in attractive fields. 

“How attractive is the field?” asked Representative Mon- 
tague, referring to railroad investments. 

“IT don’t think that at this time investments in railroads 
are especially attractive to investors,’ replied Commissioner 
Clark. “Without criticising anybody, I don’t see how they 
could be expected to be. The railroads have been busy 
since 1910, asserting in season and out of season that they 
did not have any credit.” 

Regarding the development of inland waterways traffic 
and water traffic with rail traffic, Commissioner Clark said 
water traffic should be developed and not suppressed. He 
said he believed the provisions of the bill would permit 
the Commission to improve the existing situation both as 
to rail and water carriers. Discussing the tramp steamer, 
Comissioner Clark said there was no doubt Congress could 
bring it within the jurisdiction of the Commission, but that 
he did not think it wise to do so at this time. In reply toa 
question from Chairman Esch he said he did not see that 
the provisions of the bill conferring authority on the Com- 
mission to prescribe minimum as well as maximum rates on 
rail and water carriers would have any substantial effect 
on the long-and-short-haul proble arising under the fourth 
section of the commerce act. 

Commissioner Clark said that under the provision giving 
the Commission authority to prescribe divisions of joint 
rates, it would be possible to require that the so-called 
short line should have a fair and reasonable division of 
the rate. The provision applying to joint use of terminals 
would tend to reduce terminal costs, the Commissioner 
said. 

Asked by Chairman Esch what would be the status of 
the water transportation developed on the Mississippi 
River and other rivers by the Railroad Administration dur- 
ing federal control, he said that whether this transporta- 
tion remained under government control or not it would 
be subject to the jurisdiction of the Commission if it were 
held to be a common carrier subject to the provisions of 
the act. 

The financial side of the railroad question was discussed 
briefly, Chairman Esch bringing out that other countries, 
Great Britain in particular, had increased wages to a great 
extent during government operation of the railroads. A 
financial statement of the British system was placed in the 
record by Commissioner Clark. 

Representative Sims questioned Commissijoner Clark at 
length on the application of the fourth section of the act 
to regulate commerce and asked Commissioner Clark what 
he thought about amending’ the law so as to apply the 
fourth section without permitting water competition as an 
exception. Commissioner Clark said such an amendment no 
doubt would revive water campetition. He said, however, 
that granting relief to a carrier because of a circuitous 
route was more important than because of water competi- 
tion. He stated the policy of the Commission not to recog- 
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nize potential water competition as ground for a departure 
from the fourth section. 


Steel Tie Resolution 


The committee devoted its time, July 19, to a resolution 
introduced by Representative L. C. Dyer, providing for an 
investigation by the committee as to the advisability of 
enacting legislation requiring the substitution generally of 
steel ties for wood ties. 

The resolution sets forth that it is claimed that the 
present methods of purchasing railroad ties, switch ties, 
car material and crossing planks are unsatisfactory and 
are resulting in a shortage in ties alone of fifty to sixty 
million; that the war will result in an enormous demand 
for ties and further deplete the forests; that there are sey. 
eral good substitutes for wood ties and that the substitutes 
would result not only in saving the forests but also that 
many accidents would be prevented. 

E. H. Clapp, of the forestry division of the Department 
of Agriculture, testified that there is difficulty in getting 
cross ties now and that the growth of new timber in the 
United States is probably not more than one-third of the 
total amount that is being used and destroyed. The nor. 
mal demand for ties has averaged one hundred and twenty- 
five million ties a year, he said. 

Chairman Esch asked whether the carriers could not 
grow enough timber along their rights of way to meet 
their demands for ties, and Mr. Clapp said that would be 
possible. The question was raised, however, as to whether 
the growing of trees along the rights of way would not 
obstruct the view of the engineer. Mr. Esch said he had 
seen such timber growing along the right of way on cer. 
tain roads. Mr. Clapp said if unused land that is other- 
wise going to waste and that is suitable for growing tim- 
ber from which ties could be made was planted in trees 
there would be sufficient timber to meet the demand 
for ties. 

H. T. Douglas, Jr., chief engineer of the Chicago & 
Alton, testified as to the use of steel ties and concrete 
ties. He said several roads were using the steel tie with 
success and that these ties were now past the experimental 
stage. He said the concrete tie did not hold up under the 
impact of engines and trains and that he did not believe 
it would ever prove practicable to use the concrete tie. 

Representative Dyer submitted a letter from W. G. Bierd, 
a federal manager, who said metal ties had pased the ex- 
perimental stage. He said a sufficient amount of timber 
to provide ties was no longer available and that the 
timber available was not suitable or safe. 

Representative Winslow said he had run across two 
men recently who said they had wood ties to sell but could 
not get anybody to buy them. 

Post-War Status of Rates 


Congress must make some declaraticn as to the status 
cf rates at the end of federal control and for the period 
immediately following or there will be the utmost con- 
fusicn, Commission-r Clark told the House committee July 
21. He pointed out that if such action is not taken by 
Congress and pre-war practices are resorted to in the 
various states it will be impossible to maintain any recog- 
nized level of rates. The commissioner had indicated that 
interstate rates 
and it is his opinion that unless Congress acts in the 
maiter intrastate rates will revert to the level obtaining 
before federal control. 

Commissioner Clark was questioned at length by various 
members of the committee as to what effect enactment of 
certain provisions of the Esch-Pomerene bill would have. 
In answer to a question by Representative Denison, Mr. 
Clark said if the railroads cannot be self-supporting, the 
government ought to take them over and see what it could 
do with them. 


Representative Sims concluded his questioning of Mr. 
Clark as to the present application of the long-and-short- 
haul rule of the fourth section of the act to regulate com- 
merce, saying he knew it didn’t have anythink to do with 
the bill under consideration, but that it was a matter of 
intercst and would probably come before Congress later. 

Representative Sims asked Commissioner Clark whether 
the present application of the long-and-short-haul rule did 
not result in the building up of cities as against inter- 
mediate points. Commissioner Clark said it undoubtedly 
had that effect. 

Representative Sims questioned the commissioner as to 
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the provisions of the Esch-Pomerene bill under which the 
Commission would supervise and regulate stock and bond 
issues of the carriers. He said he was one of the first 
members of the committee to advocate such regulation. 
Mr. Sims asked whether regulation of stock and bond 
issues by the Commission would not have an effect on the 
credit of the roads involved. 

“If the idea is that the Commission is to undertake to 
see that the stock of a given railroad is kept at par 
cn the market,” said Commissicner Clark, “that is a job 
] don’t want to undertake.” 

He said that under the provisions of the bill the Com- 
mission would not be able to correct stock or bond issues 
cf the past, but that if a railroad desired to make addi- 
tional issues, the Commission’s duty would be to see that 
the proceeds were used as stated in the company’s ap- 
plication for permission to make the issue. 

Representative Sims indicated by his questions that he 
telieved, with’ the Commission approving a specific issue 
of stock, previous issues by the same company would not 
advance. The public, he said, would see the stock quota- 
tions in the newspapers and as a result the credit of the 
road would be impaired. 

“T want to state plainly,” said Commissioner Clark, “that 
there are outstanding stocks that have never paid divi- 
dcnds and never will, and have never been sold on the open 
market.” 

He said as to the public getting an erroneous impression 
about things, that a witness could not appear before the 
House committee without the public getting an erroneous 
impression of what he said. Asked after he had completed 
his testimony what he referred to in particular he said it 
was the publication last week in New York newspapers 
cf a story that he had said before the committee that an 
increase in rates was “inevitable.” 

Commissioner Clark said that if the provisions as to su- 
pervision by the Commission of stock and bond issues had 
been in the law twenty-five years ago there would not be so 
many “weak sisters” today. 

Representative Sims questioned Mr. Clark as to his sug- 
gestion that the government aid the railroads in the period 
just after federal control and until normal conditions are 
restored by lending them money at rates of interest that 
could not be obtained in the open market, the government 
to be protected by securing the loans so made. 


“Do you mean that the government should lend money 
to weak roads that can’t get money in the open market?” 
he asked. 

Commissioner Clark said that in the “transitory” period 
it might be wise to lend money to the roads that needed 
it and at rates of interest substantially lower than those 
on the open market. The roads, of course, the Commis- 
sioner said, would have to provide ample security to in- 
sure repayment to the government. 


In reply to a questicn by Representative Sims as to 
whether, if the government denied the application of a road 
for a loan, the credit of that road would not be impaired, 
Commissioner Clark said that result was quite likely and 
added that the reorganization “of some of these properties” 
was inevitable, in his opinion. 

He said he did not confine his suggestion to weak roads. 
He said it might be necessary to make loans to strong 
roads also. He said the government had been advancing 
money to the roads under federal control and that he sim- 
ply recommended a similar policy during the transitory 
period immediately after federal control. He said some of 
the roads would have to go through reorganization. 

“Why not make all roads strong by squeezing out the 
water?” asked Representative Sims. 

Commissioner Clark said that might be desirable, but 
that that was a judicial process. 

Representative Sims asked whether the government 
would not prevent reorganization of some of the weak 
Toads by lending them money. 

Commissioner Clark replied that he did not suggest that 
money be lent to all roads or to those that must inevitably 
be reorganized. 

“When, in your opinion, should the roads be returned to 
their owners?” asked Mr. Sims. 

Commissioner Clark replied that the roads should be 
returned just as soon as Congress could enact the legisla- 
tion, which he regards as most desirable, and thus make 
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available to the carriers and the public conditions that 
were not available before federal control. 

Representative Sims asked why the roads should not be 
returned at the cnd of the month, the bill under con- 
sideration should become law. Commissioner Clark said 
careful consideration should be given to the financial 
situation so that there might not be unnecessary receiver- 
ships and undue hardships for the carriers during the 
period following federal control. He pointed out that the 
Esch-Pomercne )ill ccntained what the Commission re- 
garded as essential to strengthen the act to regulate com- 
merce. An abrupt transition from federal to private con- 
trol, he said, would be rather undesirable. He said be 
believed the proposed bill would substantially alleviate 
the problem of the weak roads. 

Representative Sims asked Mr. Clark whether he did 
not think the powers of the state commissions should be 
restricted and reduced. Commissioner Clark said the 
Commission had never advocated dissolution of state 
commissicns because it believed that would not produce 
the best results. He said that in so far as there was conflict 
which resulted in an undue burden on interstate com- 
merce, the Commission should be charged with power to 
deal with such situations. 

Representative Montague asked whether there had been 
a falling off in capital available for new railroad construc- 
tion work, and Commissicner Clark said, due to propaganda 
that had been carried on, railroad investments had not 
becn attractive to the average investor. He said he be- 
lieved supervision by the Commission of issues of stocks 
and bonds would improve the situation. 

Representative Parker asked whether the provisions as 
to supervision over stock and bond issues would enable 
the Commissicn to pass on questions of policy. He cited 
an example of a railroad asking for permission to issue 
bonds to raise money to doubletrack part of its road and 
asked whether the Commission could refuse approval of 
the application because it did not think the improvement 
necessary. 

Commissioner Clark said the Commission would con- 
trol the question of policy to the extent that it would 
approve or disapprove the road’s application in which 
must be stated what the money was to be used for. 

Reprcscntative Cooper asked whether he thought it wise 
for some governmental agency to adjust wage disputes 
and Commissicner Clark replied affirmatively. The repre- 
sentative said he believed the labor and wage question 
was the biggest problem confronting the country and he 
would like to see some provision as to that matter in the 
bill. : 

Commissioner Clark said his suggestion was not with 
the thought that there was to be anything as to wage 
adjustments being incorporated in the bill under considera- 
tion. He again stated that he did not agree with the 
principle that the Commission should have anything to 
do with the duty of determining the wages of railroad 
employees. He said if the Commission had to do with 
both rates and wages, it was his opinion that it would 
not be long before the usefulness of that body would be 
destroyed. 


Representative Watson asked the Commissioner what 
he thought of a government agency similar to the farm 
loan banks for the purpose of assisting the railroads finan- 
cially; Mr. Clark said he thought one would be as sound 
as the other. 


In answer to questions put by Representative Sanders, 
of Indiana, Mr. Clark said the bill would limit the right 
of the carrier to engage in competition in so far as that 
competition might ccnflict with the public interest. Dis- 
cussing scction 13 of the bill, which relates to the question 
of intrastate rates becoming an undue burden on inter- 
state commerce, Commissicner Clark said the provisions 
did not add anything to the power of the Commission ex- 
cept that they defined the relationship between interstate 
and intrastate rates and the procedure necessary to re- 
move any undue burden that might exist and to simplify 
the removal of such burden. 

In reply to another question by Representative Sanders, 
Mr. Clark said a provision as to the return of the railroads 
to their owners could be added to the bill, but he pointed 
out that the bill as it stood dealt only with the regulatory 
power of the Commission independent of the fact of fed- 
eral control. 
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“Do you think the railroads will be self-sustaining?” 
asked Representative Denison. 

“They ought to be,” replied Commissioner Clark, “either 
under private or government ownership.” 

Commissioner Clark said he did not believe.the govern- 
ment should subsidize the railroads. 

As to the use of terminals, Commissioner Clark, in reply 
to Mr. Denison, said he believed the ideal terminal situation 
would result from terminals being owned by municipalities 
or by separate corporations. 

Increase in Rates 


The stenographic report of that part of his testimony 
in which Mr. Clark says he was misquoted by certain 
newspapers, follows: 

Mr. Montague: Do you think there will be a deficit 
when the roads are again put under private operation 
under existing rates? 

Commissioner Clark: I can only give you my best 
judgment as I have thought this matter out. I cannot 
see how there is any hope that traffic will increase in 
volume sufficiently to overcome the deficit. I assume 
there will be no attempt to effect it by reducing the wages 
which have been fixed by the government. 

Mr. Montague: Are there any other economies that 
could be effected? 

Commissioner Clark: I think there are economies sub- 
stantial in character and good in their nature and effect, 
but they will fall far short of meeting any such deficit 
as now confronts the operation of these properties. 

Mr. Montague: Would there be any substantial reduc- 
tion in the number of employees? 

Commissioner Clark: I do not know. I don’t think 
there could be sufficient reduction to affect the large sum 
materially, because under the terms of employment which 
have been fixed by the government, operation necessarily 
requires more employees for the same quantity of work. 

Mr. Montague: Therefore, inevitably, they contemplate 
a proposed raising of rates? 

Commissioner Clark: The probability of that, or as 
some put it, the inevitability ‘of that has been said to 
confront us by many, even by representatives of the ship- 
pers. They say it is bound to come. I remember a few 
days ago a representative of shippers of the far west, 
before the Senate committee, said: “We are up against 
another increase of rates, and we know it.” 


Mr. Montague: They have already had a very heavy 
increase under the Administration—much more than the 
increase asked for before the Commission? 

Commissioner Clark: Yes, sir. 


15th Section Permission 


Representative Sims questioned Commissioner Clark 
July 22 as to the provision put into the fifteenth section 
of the act, prohibiting until January 1, 1920, the filing of 
any advanced rate tariff until the Commission had given 
its permission. 

“But this bill (Esch-Pomerene) does not provide for the 
continuance of that?” asked Mr. Sims. 

“That is omitted in this bill,’ replied Mr. Clark. 

Commissioner Clark said, in reply to another question, 
that if the bill should become effective before January 1, 
1920, the provision in the fifteenth section would be re- 
pealed. 


“During the war period how has the Commission found 
the practice through the application of this fifteenth sec- 
tion amendment as compared with since it was passed 
and before we entered the war ourselves?” asked Mr. Sims. 

“My judgment is,” replied Mr. Clark, “speaking for my- 
self only, that if the conditions had been what they have 
been, entirely aside from federal control, the applications 
under that provision of the act would have been so num- 
erous that it would have been physically impossible for 
the Commission to do anything with them except to pass 
them along in the most stereotyped way.” 


Mr. Clark said further that he regarded the practice 
under discussion as inadvisable under ordinary conditions, 
because, he said, “developments arise that can not be 
forseen and the country is so large and the number of 
carriers so many and the conditions of traffic change so 
rapidly that it is almost physically impossible to handle 
them and do it in the intelligent and careful way in which 
we desire to do it.” 
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Clark Concludes Testimony 


Commissioner Clark concluded his testimony before the 
House committee July 22. The program of the Transpor. 
tation Conference was to have been presented to the 
committee by Harry A. Wheeler, but questions by commit. 
tee members kept Mr. Clark on the stand until the 
committee adjourned. 

Representative Denison asked Mr. Clark whether he 
regarded it as the best policy to permit the use of private. 
owned cars. 

“Within certain limits, 
Clark. 

The witness referred to the use to which private cars 
are put and said he could not figure out how the carriers 
could provide the varied car equipment required for cer. 
tain commodities, and which is wholly impracticable for 
other purposes. 


Representative Denison asked whether the mere fact 
that a shipper owns a car does not give him undue pref. 
erence over other shippers, but Commissioner Clark said 
that the owner is not permitted to make a profit on the 
car. He said the ideal situation would be to have sepa: 
rate corporations own the cars required for certain com- 
modities, these corporations to rent the cars to the car. 
riers and not to have any interest in the commodities 
shipped. 

With further questions Representative Denison brought 
out from Mr. Clark the view that competition between 
carriers should be limited to service and treatment of the 
public and not apply as to rates. He replied affirmatively 
to a question by Representative Denison to the effect that 
it is now the consensus of opinion that competition 
should not extend to the question of rates. 


Representative Denison inquired whether under the 
Esch-Pomerene bill the Commission would have jurisdic. 
tion over ocean freight rates. Mr. Clark said it would 
not. Mr. Denison questioned the witness as to the policy 
of permitting cheaper rates from interior points to coast 
cities and Commissioner Clark said he regarded it as 
good policy to foster export trade. 


Representative Webster, questioning Mr. Clark as to 
the long-and-short-haul clause of the fourth section of the 
act to regulate commerce, inquired whether the giving 
of power to the Commission to prescribe minimum rates 
on rail and on water traffic would not permit the Con- 
mission to prevent ruinous competition at water points. 
Mr. Clark said that was one of the objects sought in 
drafting the provision as to minimum rates and control 
over water rates. He said competition between the rail 
and water carriers could be adjusted on a relatively fair 
basis if authority to permit fourth. sections departures 
because of water competition were withdrawn. He said 
the important phase of the fourth section problem is as 
it applies to circuitous routes and that the water compe: 
tition is not so important. 


Representative Rayburn questioned Mr. Clark as to 
future increases in rates and asked whether it would 
not be better to meet the deficit for the remaining period 
of federal control from the Treasury rather than by an- 
other increase in rates. Mr. Clark said that was a ques: 
tion of government policy. It was Mr. Rayburn’s view, 
as indicated by his question, that if another increase in 
rates is made, “it will take the people a long time to 
throw it off.” He thought it better to charge the deficit 
up to war cost. 

Commissioner Clark said, in referring to normal condi- 
tions in connection with rates and government aid to the 
railroads in the period immediately following government 
control, that he did not expect to see normal conditions 
as they were before the war. He said the whole nation 
is on a higher level; that labor won’t work for what it 
did before the war; that costs will not be lower. He said 
“normal conditions’ would obtain when the relationship 
of costs and wages is established and that the level of 
the costs and wages is not of so much importance. He 
said he would not undertake to predict what would be 
the situation as to rates after the return to private owl: 
ership, but he pointed out that the government is opel: 
ating the roads with a deficit each month. 

“What is more important is a declaration by Congress 
as to the policy that shall control as to rates,” Mr. Clark 
said. 


I do,” replied Commissioner 
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Confusion and chaos will result if no such declaration 
js made by Congress, he predicted. 

Representative Rayburn asked whether it was to be 
hoped that rates would be reduced to the pre-war level 
and Commissioner Clark said is was not. 

Commissioner Clark said the deficit the government is 
incurring each month can not be overcome through in- 
crease in traffic or in economies. 

Discussing the Esch-Pomerene bill, Mr. Clark said in 
reply to Representative Rayburn that the amendments to 
the commerce act as proposed in the bill would not solve 
the entire railroad problem but that supplemental legis- 
lation along the lines indicated by him were necessary. 

Asked as to the railroads being organized in fifteen or 
twenty systems and the country being “zoned” to meet 
such organization, Mr. Clark said he believed that plan 
“rather extreme.” He said he did not think it desirable 
to divide the country into zones and put all roads in a 
certain zone regardless of the kind of traffic they move. 
He said he believed such a plan would lead to stagnation 
and eliminate any semblance of competition more effec- 
tively “than anything I can think of.” 

Commissioner Clark said he had never been able to 
see the necessity for federal incorporation. Discussing 
with Representative Rayburn Section 17 of the Esch- 
Pomerene bill which provides for supervision by the Com- 
mission of bond and stock issues of the carriers, Mr. 
Clark said he could not see that the provision would 
constitute a guarantee as to any stock or bond issue. 
Mr. Rayburn referred to a clause which reads: “Noth- 
ing herein shall be construed to imply any guaranty or 
obligation as to such securities on the part of the United 
States.” The discussion was as to the necessity for such 
a clause, Mr. Rayburn pointing out that it was not in the 
Rayburn bill which was before Congress several years 
ago and which has substantially been incorporated in Sec- 
tion 17. Mr. Clark pointed out that states having such 
laws have such clauses in then. 


Representative Merritt asked whether or not railroad 
wages and rates eventually would not come down. Com- 
missioner Clark said he would make no prediction but 
that the law of supply and demand is inexorable. 

“If the railroads are to be set on their feet, should not 
legislation by Congress be such as to cheer up the in- 
vesting public?” asked Representative Merritt. 

“That is a most desirable object to aim at,” replied 
Commissioner Clark. “When you speak of setting the 
railroads on their feet, some. of them have got to throw 
away their crutches and go to the hospital.” 

Representative Merritt inquired whether it would not 
be better for cettain roads to be reorganized at once 
rather than be aided by government loans. 

Mr. Clark said the quicker reorganization comes with 
some of the roads the better—reorganizations that would 
not be like some of those in the past in which a road 
emerged from a receivership with a greater capitalization 
than it ever had before. 

In reply to questions by Representative Winslow as ta 
the financial policy of the railroads not being dictated by 
the actual operators of the roads but by persons who 
were not experienced operators, Commissioner Clark said 
that that no doubt had heen true with many roads. 

Chairman Esch told Mr. Clark the committee had re: 
ceived protests against that part of the bill which would 
give the Commission jurisdiction over port-to-port rates 
on purely water-borne traffic. He asked whether this 
objection was not made by carriers who objected to filing 
schedules of rates with the Commission. Commissioner 
Clark said such objection might come from carriers for 
that reason and also from shippers who have an advan: 
tage under existing conditions that they would not have 
if the Commission is given jurisdiction over such traffic. 
He said a shipper in Minneapolis, for instance, might 
dicker with a lake carrier as to a shipment of flour and 
get a rate in that way that he would not otherwise. 

Chairman Esch asked Mr. Clark whether the effect of 
the bill under consideration would be greatly to increase 
the duties of the Commission. 

Supervision of capital issues and administration of 
physical operation in time of emergency were the two 
Principal features of the proposed legislation that would 
crease the duties of the Commission, Mr. Clark said. 

Mr. Esch inquired whether the number of the members 
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of the Commission should be increased and Mr. Clark 
said he believed it should be. He said he believed the 
matter of supervising the issues of stocks and bonds 
should be left to a division of three members of the Com- 
mission which could give its entire time to that matter, 
if necessary, so there would be no delay when a carrier 
asked permission to issue stccks or bonds. 

In reply to other questions along the same line, Mr. 
Clark advised that provision be made that the provision 
as to supervision of capital issues should not become 
effective for a sufficient length of time after passage of 
the act so that the Commission would have the oppor- 
tunity of making arrangements to take care of its new 
duties. 

In concluding his testimony, Commissioner Clark called 
to the attention of the committee the action of the New 
York district court in granting a temporary restraining 
order agains * the application of the urder of the Commis- 
sion in the bill of lading case. 

Commissioner Clark told the committee that the Com- 
mission had recently announced its report and order in 
the bill of lading matter and that necessarily the question 
of legality hinges on a proper interpretation of the 
Cummins amendment to the act to regulate commerce. 
He said the restraining order apparently had been issued 
on the theory that while Congress has the right to pre- 
scribe the terms of bill of lading, it had not conferred 
that power on the Commission. 

Commissioner Clark said he called the bill of lading 
matter to the attention of the committee because na 
doubt the question.would come up later of amending the 
act to regulate commerce to clarify the point involved. 


SENATE COMMITTEE AT WORK 
The Trafic World Washington Bureau. 


Director-General Hines conferred informally with the 
sub-committee of the Senate committee on interstate com- 
merce July 23. It is understood that no stenographic re- 
port of the conference was made, but that the members 
of the committee simply wished to get Mr. Hines’ views 
as to some phases of the railroad problem. It also be- 
came known that Director Prouty has conferred with the 
sub-committee. ; 

It is understood that the sub-committee has not yet 
reached an agreement as to the general principles to be 
embodied in the bill which it will draft. The sub-commit- 
tee is making an effort to get things in such shape that 
the bill may be in form for introduction in the next three 
or four weeks. 

Paul M. Warburg, who appeared before the House com- 
mittee July 23, conferred with the Senate sub-committee 
informally July 24. The sub-committee is following the 
policy of calling in persons familiar with the railroad 
problem, but the sessions are closed to the public. 


ACTION BY TRAFFIC CLUBS 


The action of the Traffic Club of Chicago in taking a 
position as to proposed railroad legislation by declaring 
in favor of the principles of the Esch-Pomerene bill (after 
amending it to include the cost of capital as one of the 
factors to be taken into consideration by the Commission 
in making rates and excepting wholly water-borne traffic 
from the jurisdiction of the Commission) and in opposition 
to the Poindexter bill, and its course in endeavoring to 
stir other traffic clubs to similar action has borne some 
fruit. 


The Traffic Club of Cleveland, through its board of 
governors, has decided on a special meeting of the mem- 
bers to consider the Chicago resolutions. 

The Industrial Traffic Club of Buffalo has adopted res- 
olutions differing somewhat from those adopted in Chi- 
cago. They were published in The Traffic World of July 
19. 

The secretary of the Commercial Traffic Managers of 
Philadelphia writes that that organization has already gone 
on record as indorsing the principles of the Esch-Pom- 
erene bill and in opposition to the Poindexter bill. 

The Columbus Chamber of Commerce Club writes: “We 
are with you in this matter and have already taken stren- 
uous action through the Ohio State Industrial Traffic 
League.” 
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The Shippers’ Round Table of Western Massachusetts 
Traffic Men (Holyoke, Mass.) says that at the last meeting 
of that organization the members present were almost 
unanimously against the Poindexter bill. As to the Esch- 
Pomerene bill, the club has not yet discussed that meas- 
ure, but the secretary writes that he believes the ma- 
jority of the members have entire confidence in the Com- 
mission and that it seems to be their thought that the 
Commission is the body to which any question of dif- 
ference should be directed. 

The Traffic Club of Jamestown, N. Y., writes as follows: 
“This matter was taken up by our club, we indorsing the 
same principles as given by your club. We sent out a 
circular letter to all of our members asking them to write 
Representative Esch and Senator Cummins and the sen- 
ator and representative from this district asking them to 
vote favorably for the Esch-Pomerene bill with the 
changes as noted in your report of June 24. As to the 
Poindexter bill, we also sent out circular letters asking 
that this matter be taken up in the same way. We agree 
with you in every particular that, with co-operation through 
the different traffic clubs and chambers of commerce, it 
should have great weight with the U. S. government in 
passing proper legislation.” 

A special committee of the New York Traffic Club (C. S. 
Keene, chairman) has sent the following letter to John J. 
Esch, chairman of the House committee on interstate and 
foreign commerce: 


The Traffic Club of New York embraces more than twelve 
hundred members, who consist of the users and the employees 
of the transportation systems of the country. The fundamental 
principles which have been adopted by the club with reference 
te the transportation problem may be briefly summarized as 
follows: 

1. That government ownership or any extension of govern- 
ment management or operation would be prejudicial to the 
public interest. - P 

2. That remedial legislation should be enacted during the 
extra session of Congress which has now convened, in order 
that the return of the properties to private management niay 
be expedited, and that such legislation should provide a_uni- 
form system of regulation in essential matters, safeguard the 
public interest, insure adequate revenue to provide for equitable 
treatment of all questions affecting wages and working con- 
ditions of employees and attract sufficient capital to maintain 
and develop transportation facilities which shall meet the 
necessities of the country. 

3. That reasonable, responsible and adequate governmental 
regulation be advocated but that such regulation should provide 
for the encouragement, protection and development of the 
railroads. 

4. That private initiative, enterprise and responsibility in the 
creation, extension, improvement and operation of the railroads 
should, as a matter of national policy, be fostered and pre- 
served. 

A committee of twelve, of which the undersigned is chair- 
man, was appointed by order of the Board of Governors, with 
instructions to give consideration to the question of railroad 
legislation and authority to present its views to the members of 
Congress and congressional committees. 


In pursuance of such instructions and authority the commit- 
tee has carefully examined the bill introduced by you in the 
House of Representatives on June 2, 1919, known as H. R. 4378, 
entitled, ‘“‘A bill to further amend an act entitled ‘An act to 
regulate commerce,’ approved Feb. 4, 1887, as amended, and 
for other purposes,’ and respectfully presents its views as 
follows: 

Approaching its consideration upon the basis of the prin- 
ciples which have been adopted and enunciated, the committee 
endorses those provisions of the bill which are designed to 
coordinate through the Interstate Commerce Commission the 
regulation of all rates, rules and practices and to empower a 
governmental agency to require the unified use of transporta- 
tion facilities when necessary to cope with a shortage of equip- 
ment, congestion of traffic, or other emergency; but is of the 
opinion that some of the extensions of governmental authority 
are not calculated to foster and preserve private initiative, 
enterprise and responsibility in the creation, extension, im- 
provement and operation of the railroads, as illustrated by the 
unlimited authority which it delegates to prescribe divisions 
between carriers; the power which it contemplates to require a 
common carrier to extend its line or lines; the unlimited au- 
thority to compel the joint use of freight terminals; the sub- 
stitution of an indefinite period of time for which the Com- 
mission may order rates to continue in force in lieu of the 
period of not exceeding two years which is now provided by the 
law; the prohibition against any person holding the position of 
officer or director of more than one carrier (even though con- 
necting carriers which are embraced in,one system of trans- 
portation); and similar additions to the statute. 

It is our firm conviction that only such extensions of the 
authority of the Commission should be made as may be es- 
sential for the protection of the public and the carriers and 
their employees and that the enterprise and initiative which are 
responsible for the development and efficient operation of our 
transportation systems should not be handicapped by any 
unnecessary interference by governmental agencies. 

On the other hand, the committee believes that the measure 
——_ be amplified and strengthened in the following direc- 
tions: 


.carrier does not ask for it. 
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(a) By adding to Section 5 a provision authorizing the Com: 
mission to permit the carriers to agree upon common rates, 
classifications and practices, and upon the adjustment of train 
schedules to promote economy in operation, when approved by 
the Interstate Commerce Commission. : 

(b) By so amending Section 13 as to authorize and :equire 
the Commission to examine the relation existing between the 
state and interstate rates, rules or practices, upon the petition 
of a shipper, a public utility commission, a carrier, or any other 
interested party, in order that the correction of inequalities 
between state and interstate rates and the removal of indue 
burdens upon either state or interstate traffic may be facilitated 
and insured. 

(c) By supplementing Section 14 to provide that rates shall 
afford the carriers adequate revenue to furnish safe and suffi- 
cient service, protect their investment, and attract new capital 
necessary in the public interest. 

(d) By adding a provision to stabilize both state and inter- 
state rates in effect at the end of federal control by declaring 
them the lawful rates until changed by action thereafter taken 
according to law. 

(e) To provide against the interruption of the transportation 
service and the public calamity which would result from the 
cutting off of food supplies and paralysis of the arteries of 
commerce, by requiring that all demands of employees covering 
wages and conditions of service which cannot be adjusted be- 
tween railroad managements and their employees shall be sub- 
mitted to a governmental tribune upon which the Interstate 
Commerce Commission shall be represented. 

The committee commends the absence from this measure of 
any amendment of the long and short haul provision of the 
act, and desires to emphasize the importance of continuing the 
discretionary power which is vested in the Interstate Commerce 
Commission by the existing statute. 


THE POINDEXTER BILL 


The Refractories Traffic Association of the St. Louis Dis- 
trict, through its president, F. W. Deppe, traffic manager 
of the Evens and Howard Fire Brick Company, has written 
the following letter to Senator Poindexter: 


“We believe that under present conditions departures 
from the fourth section of the act to regulate commerce 
are no longer justified. Reasons for these fourth section 
violations which perhaps were justified in the past now 
no longer exist, and we are urging our representatives in 
Congress to support the bill which you have proposed and 
which contemplates the removal of the discretionary power 
of the Commission in such instances. The fourth section 
violations have been virtually eliminated throughout the 
country, except in that territory lying south of the Ohio 
and east of the Mississippi rivers. Here flagrant viola- 
tions continue to exist. Small communities are made to 
assume the burden of freight rates not sustained by the 
common points. In the local territory, generally, combina- 
tions of rates apply, with the result that business at these 
smaller points is restricted almost entirely to the large 
communities within this territory. 


“We sincerely hope that this Congress will pass the bill 
which you have introduced, and we inclose a copy of a 
letter which we are to-day sending our senators and repre- 
sentatives urging their support.” 


The letter to members of Congress is as follows: 


“We address you to urge that you use your influence 
in supporting the pending Poindexter bill, involving the 
strict observance of the long-and-short-haul clause in the 
fourth section of the act to regulate commerce. The bill 
proposes to remove the discretionary powers of the Inter- 
state Commerce Commission in granting relief from the 
fourth section where application is sought by interested 
carriers. 

“There was much testimony in opposition to the bill, but 
we are confident the only serious opposition emanates 
from the communities which are unduly favored under 
present conditions. We are informed that the Commission 
of late has drawn the lines tighter in its answers to peti- 
tions for fourth section relief. Obviously we must con- 
clude that formerly these petitions were granted too lib- 
erally perhaps. 

“We feel there is no greater opportunity for discrimi- 
nation in rate adjustments than in the enforcement of 
the provisions of the fourth section as it exists to-day. 
For example, one community might enjoy lower rates than 
obtain at intermediate points because the carrier serving 
it has applied for and secured relief, while another com: 
munity, similarly situated, and as fully justified in obtain 
ing the same relief, is denied the privilege because the 
The Interstate Commerce 
Commission acts only on the fourth section applications 
of the carriers and not of the shippers. Obviously this 
opens the way for the flagrant fourth section violations 
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which exist in that territory lying south of the Ohio River 
and east of the Mississippi River. 


“We will cite two examples: The rate from St. Louis 
to Owensboro, Ky., via the L. H. & St. L. Ry. (owned by 
the L. & N.) is lower than the rate to intermediate local 
points. To these intermediate local points St. Louis ship- 
pers must pay the combination of local rates to Evans: 
ville plus the local rate from Eanvsville to destination, an 
adjustment entirely wrong. The L. H. & St. L. is the 
direct line from St. Louis to Owensboro; there hasn’t 
been water competition between St. Louis and Owensboro 
for a period so long that we cannot recall when this com- 
petition did exist. Again, the rate from St. Louis to Mem- 
phis is lower than the rates from St. Louis to intermediati 
points, presumably on account of water competition; at 
least that is the basis on which the carriers secured relief 
from the fourth section, but this same rate adjustment 
applies from Detroit to Memphis. Where is the water 
competition there? 

“The Refractories Traffic Association has analyzed this 
question very carefully and for the following reasons be- 
lieve that the Poindexter bill should receive your support: 

“First—This bill will only drive out competition between 
common points the routes of which are circuitous and im- 
practicable. 

“Second—If the circuitous lines are deprived of the traf- 
fic between competitive points they will be deprived only 
of that revenue which is unremunerative. This measure 
would result in the economic use of equipment. Long-haul 
carriers would be prohibited from soliciting unremunera- 
tive traffic, which, in the past, has caused undue delay to 
equipment. 

“Third—The elimination of certain routes will be bal- 
anced in other cases where the long-haul carrier in one 
instance is the short-haul carrier in another. 

“Fourth—The contention that the longer lines are the 
weaker financially is not borne out by the facts. Any 
number of instances can be cited where the long line has 
actively solicited this competitive traffic. For example: 
During the period prior to federal control, the Illinois Cen- 
tral, in connection with the Southern Pacific, actively so- 
licited traffic from St. Louis to San Francisco and other 
Pacific coast points via New Orleans. These lines were 
both financially strong. 

“Fifth—The injustice of the present arrangement lies 
in the fact that no fourth section relief can be secured 
by a community unless such relief is applied for by the 
carriers involved, leaving the community entirely at the 
mercy of the carrier. 

“Sixth—A rigid long-and-short-haul clause would pro- 
mote healthy competition between inland and coastwise 
water competition, because railroads will be prohibited 
from making low rates between points where water com- 
petition exists without sacrificing their intermediate terri- 
tory. 

“Some years ago, when the railroads in this country 
were in their infancy and struggling for an existence, lib- 
eral exemptions of the fourth section were possibly war- 
ranted. These conditions do not obtain to-day. The cost 
of transportation is rapidly mounting higher and it is 
entirely unfair to relieve some communities at the expense 
of others. We earnestly hope that you will give these 
facts your careful consideration.” 


HINES REPORTS ON PASSES 


The Trafic World Washington Bureau. 


Director-General Hines has written a letter to the presi- 
dent of the Senate on the subject of the Newberry pass 
resolution, adopted July 8, in which he informed the Sen- 
ate that 4,114 all-line passes have been issued since the 
beginning of federal control. Of that number, 119 have 
been canceled in the regular order of business, through 
the separation from the service of the persons holding 
them. 

In the same period, 2,418 all-line Pullman passes have 
been issued. Of that number 515 have been canceled, 
leaving 1,903 outstanding. All these, the letter claims, 
were issued in accordance with the established practice 
of the railroads under federal control, which practice con- 
formed to the construction placed on the anti-pass section 
of the act to regulate commerce, by the Interstate Com- 
merce Commission, and enforced by its rules. 
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The clerks in the Railroad Administration are at work 
on the compilation showing the names and addresses of 
the holders of the passes about which Senator Newberry 
suggested the Senate should inquire. When that com- 
pilation has been completed it will be sent to the Senate. 
The Hines letter is as follows: 

“With regard to the resolution adopted by the Senate 
on July 8, calling upon the Director-General of Railroads 
to report certain facts in connection with annual all-line 
railroad sleeping-car, parlor-car and dining-car passes is- 
sued during the period of federal control, preparation of 
facts desired was begun immediately upon receipt of the 
resolution. In view of the detailed nature of the informa- 
tion requested, the facts cannot be presented immediately, 
but, pending a complete report, I thought I should submit 
to the Senate the facts along general lines. 

“No passes are issued for free dining-car service. 

“In issuing passes good on railroads under federal op- 
eration and good for sleeping-car and parlor-car accommo- 
dations, the Railroad Administration has been guided by 
the established practices which has been adopted under 
private control in conformity with the provisions adopted 
by Congress in the interstate commerce act and in amend- 
ments thereto, governing the matter of free passes. 

“Under private control it was the general practice for 
the principal railroad officers to have annual passes on 
their own railroads and, in addition, to obtain exchange 
passes from practically all other railroads in the country, 
so far as they might be applied for. The result was that 
each of these general railroad officers had a large number 
of annual passes covering most of the important mileage 
in the country. In addition, the chief managing officers 
very frequently had annual Pullman passes good on all 
Pullman lines in the United States. The officers who had 
annual passes for themselves on the railroads generally 
also had annual railroad and Pullman passes for the de- 
pendent members of their families, or could and did obtain 
trip passes as a matter of course upon request. 

“The general policy of the Railroad Administration was 
to take these established practices as its standard and on 
that basis to give passes good on all lines only on account 
of representatives of the Central Administration and on 
account of such railroad officers as had customarily had 
available to them annual passes good on practically all 
mileage under federal control. 

“Annual passes good over all lines have been issued 
broadly to the following classes of persons: 

“Officials of the Central Administration, which, of course, 
has jurisdiction over all lines. 


“The seven Regional Directors and the principal mem- 
bers of their staffs. 

“The Federal Managers of the various railroads and 
other officials who under private control had at their dis- 
posal passes on any line desired, such officers under pri- 
vate control having, generally speaking, held exchange 
passes over practically all railroads in the United States, 
or over all such railroads as might be included in their 
request for passes. 

“The chief executives of the railroad corporations (in- 
cluding the chief officers of the Association of Railroad 
Executives and the secretary of the American Railroad 
Association), such chief executives having had under pri- 
vate control passes over all railroads, or over such rail- 
roads as they might include in their requests therefor, 

“Dependent members of the families of the foregoing 
persons. 

“The chief officers of the American Short Line Associa- 
tion, Western Railroad. Association, Railway Accounting 
Officers’ Association, Association of Transportation and 
Car Accounting Officers, and Association of Western Rail- 
roads. 


“Nearly 98 per cent of the all-line passes issued by the 
Railroad Administration are restricted so as not to be 
good on certain specified limited trains. 

“Pullman passes good on all lines have been issued, 
broadly, to many members of the same classes mentioned 
above. 

“All-line railroad passes have been issued by the Rail- 
road Administration to 4,114 persons during the period of 
federal control, of which 119 have been canceled in the 
regular order of business, leaving 3,995 outstanding on 
July 1, 1919; all-line Pullman passes have been issued to 
2,418 persons by the Railroad Administration during fed- 
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eral control, of which 515 have been canceled, leaving 
1,903 outstanding on July 1, 1919. All of these passes 
have been issued in accordance with the foregoing stand- 
ards.” 





CLAIM SETTLEMENT PLAN 


The Trafic World Washington Bureau. 


A definite plan for getting expedition out of his own 
organization in the settlement of loss and damage and 
overcharge claims has been approved by Director-General 
Hines. The additional correspondence with regional di- 
rectors and federal managers to add spurs to their efforts 
in that direction is going forward. The plan was evolved 
by the committee on freight claims, of which Director 
Thelen of the Division of Public Service is chairman. 
That committee was appointed in March when Mr. Hines 
sent out a circular letter to the regional directors direct- 
ing them to have their federal managers submit monthly 
reports showing the number of claims received, the num- 
ber disposed of, and the number of unsettled ones on 
hand at the end of each month. 

The Thelen committee, in a progress report at the end 
of May, was able to show that what had been done had 
resulted in a reduction of the number of overcharge 
claims, over 90 days old, from 70,215 on January 31 to 
52,838 on March 31. The number of unsettled loss and 
damage claims was reduced from 677,680 to °540,586 on 
April 30. These figures pertain to 123 railroads under 
federal control. They do not cover the whole mileage 
under control, nor even all the big roads. The object 
in making the report was to show that something was 
being accomplished. 

Not enough, however, the committee believed, was being 
done, hence the formulation of a scheme for more speed. 
The committee did not minimize the work that had been 
done. In fact, it reported to the Director-General that 
the campaign for prevention and cleaning up was under 
full swing. It, however, made suggestions, under two 
heads—methods in the field, and methods in the central 
administration—for still better results. A summary of 
the plan is as follows: 


Methods in the Field 


‘That in so far as possible the officials in the field 
should be charged with full power and responsibility as 
to both the prevention and the disposition of freight 
claims; and 

“That the central administration should confine itself 
to supervision alone, except where questions of general 
policy or necessary uniformity are involved. 


“Stated in another way, responsibility with full power 
to act must be placed, in so far as practicable, with the 
regional directors, the federal managers and other officials 
in the field. 

“The matter of the most vital importance at this time, 
in so far as the field is concerned, is the progressive 
development and continuance of the campaign now under 
way. To this end it offers the following suggestions: 

“That, from time to time, the Director-General indicate 
to the regional directors and federal managers that he 
is personally concerned in the progress of the work and 
that he is giving credit where deserved; 


“That the regional directors and federal managers be 
made to understand clearly that they are being held re- 
sponsible, personally, for results within their respective 
jurisdictions; and 

“That as part of the campaign to keep up the work 
in the field the following steps be taken: 

“That a summary be prepared of the plans of organ- 
ization and procedure submitted by the various federal 
managers, in accordance with the Director-General’s letter 
of March 25, divided into: (1) Preventian and (2) dis- 
position of both overcharge and loss and damage claims, 
together with such suggestions as the federal managers 
make for general application, and that the Director-Gen- 
eral send a copy thereof, with comments, to each regional 
director, with instructions to distribute it to the federal 
managers. 

“That the Division of Accounting submit at periodic 
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intervals a statement showing, by regions and by railway 
systems, the situation as to overcharge claims, with an 
analysis thereof and comments thereon. Rivalry as be- 
tween the various regions and the various railway systems 
undoubtedly have a very stimulating effect. 

“That the Division of Law submit periodically a state- 
ment showing, by regions and by railway systems, the 
situation as to loss and damage claims with an analysis 
thereof and comments thereon, to be sent to the regional 
directors, with directions to distribute promptly. 

“That the comparative reports prepared by the Divisions 
of Accounting and Law be transmitted to the claims 
agents of the respective railroad systems as promptly as 
possible. 

“That each federal manager, where this has not already 
been done, select a committee of general officers of re. 
sponsible rank representing the various interested depart- 
ments, this committee to be charged with general respon- 
sibility for the work in all aspects, under the respective 
federal managers. ; 


Methods in the Central Administration 


“The work of the central administration should be 
confined to supervision, except that where the entire field 
or a sutstantial portion thereof is affected, the central ad- 
ministration may find it necessary to act in matters of 
general policy and uniformity. 

“Bearing in mind this general principle, we make the 
following suggestions as to methods of administration in 
the central administration: 

“(1) Overcharges: 
as to the prevention and the disposition of claims, should 
rest, as at present, exclusively in the Division of Ac- 
counting. 

“The Division of Accounting is requiring periodic re- 
ports from the federal auditors covering overcharges. The 
committee believes that these reports should be carefully 
analyzed by the Division of Accounting as to both the 
prevention and the disposition of overcharge claims and 
that the Division of Accounting should then take appro- 
priate steps with the regional directors or with the affected 
division or divisions in the central administration, as 
the case may be, to remedy conditions which produce over- 
charges. 

“(2) Loss and damage—Prevention: While such mat- 
ters of prevention of freight claims as must be handled by 
the central administration will generally go to the Divi- 
sion of Operation, there are cases in which the Division 
of Traffic will be the responsible division, as in the case 
of tariff rules governing the character of containers, while 
in a few cases the Division of Accounting may be pri- 
marily concerned. Complaints concerning the presence 
or absence of measures of prevention may also come to 
the Division of Public Service. 


“If, in a matter concerning two or more divisions in 
Washington the divisions affected cannot agree, it is sug- 
gested that they have the right to present the matter to 
the Director-General for decision, just as is now done 
as to rates by the Division of Traffic and the Division of 
Public Service. 

“It is also recommended that the Division of Law, which 
has supervision over claims papers in loss and damage 
claims, analyze carefully the causes of loss or damage 
as shown by the claims papers and then draw the matter 
monthly to the attention of the appropriate divisions or 
regional directors for remedial action; that the Division 
of Law retain jurisdiction over the disposition of loss 
and damage claims, in so far as this subject must be 
handled by the central administration. 

“In this connection it is recommended that the issue by 
the central administration of rules and regulations as 
to the disposition of claims be reduced to a minimum 
and that when it is found necessary to issue such rules 
and regulations the matter be first taken up with the 
regional directors for analysis and expression of their 
views.” 

The committee confined its report to the general ques: 
tions of method and organization, for the reason that it 
was of the opinion that if these matters were properly 
handled at least three-quarters of the battle would be won. 
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The United 


Steamer. 
Cranenest 


Oneco (wood) 
Beaumont (wood) 
Mulpua 


Sub. West Carnifex, Ex. 
° 


West Errai 
Western Pelle 
Masca 
Changes: 
Anacortes (101) 7500 
Point Bonita...Ex. List 97 
Lake Frio (109) 4200 
Bremerton ...Ex. List 106 
Notations: 
Articas List 99 
West Carnifax ....List 99 
West Apaum List 106 


Lewiston (wood) 
Haverhill (wood).... 
Woyaca wood) ....... 
Changes: 
Craigrownie (103) 


Changes: 
Bayhead (95) 
Dochet 

Ex. List 101, substituting 
New Britain....Ex. List 99 


New Britain 


West Grama 
Oyaka (comp.) 
Morganza (wood) 


Substituting Arambi, Ex. 


Wyandotte 8822 
Substituting Polar 


Changes: 
Arambi Ex. List 67 
Polar Sea ....Ex. List 107 
Notations: 
Kisnop List 107 
Boundbrook List 74 


Katonah (wood)..... 
Western Light 

Lake Gravity 

Corson 


Charlot 

Fort Riley(wood)..... 3 
Lake Gretna 

Mochico 5000 


Notations: 
West Arrow 
Anniston 


List 101 
List 73 


Pipestone County..List 106 


, 108 
Canoga i 106 


E. C. ist 105 
R. S. We ist 106 


Lake Benbow .....List 104 
Lake Flushing....List 105 
Western Wave ...List 107 


Cranenest 


Lake Charlottesville.. 
Amleth (Dane) 


Noord Brabant (Du.). 3900 


3500 
. 10345 


9600 


Campello (wood) 
Wheaton (refg.) 

Changes: 
Clairton 
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SAILINGS OF VESSELS 


The Trafic World Washington Bureau. 


States Shipping Board, division of operati ons, has issued the following allocation lists: 


NO. 110. 


Loading 
date. Managers. Operators. 
First half July N. Y. & S. A. S.S. Co. C. H. Sprague & Son 


Pd 
New Castle Lumber Last half July J. H. W. Steele & Co. J. H. W. Steele & Co. 
Bristol Lumber Last half July Lykes Bros. Lykes Bros. 
Manchester G. C. Liner First half Aug. American Line American Line 


Cattle, cars Early August Am.-Haw. S.S. Co. U. &,. &... 2. 
G. C. Liner First half Aug. J. W. Elwell & Co. J. W. Elwell & Co. 
Coal Last half July Gen. Nav. Co. Gen. Nav. Co. 


Loading 
port. 
Baltimore 


Cargo 
Coke and 
cement 


Destination. 
Callao, Peru 


N. Orleans 
N. Orleans 
New York 
List No. 99. 
Norfolk 
New York 
Baltimore 


Philadelphia St. Nazaire Coal 
Allocation cancelled. Assigned W. R. 
New York’ French-Atl. pt. Oats 
Allocation cancelled. 


Will also make La Plata and Buenos Aires. 
Loading date delayed to first half September. 
Substitutes Western Scout, List 97. 

NO: 122. 


Coal 
Coal 
Coal 


La Pallice 
Marseilles 
Rotterdam 


First half Aug. National Shpg. Corp. 
Grace & Co. Substitute tonnage. 
July 15-20 Mallory S.S. Co. 


National Shpg. Corp. 


Crowell & Thurlow 


Allocation stands. 


Terminal S. Co. 
Wilbur F. Spice 
W. R. Wiest & Co. 


C. H. Sprague & Son 


Terminal S. Co. 
Wilbur F. Spice 
R. Wiest & Co. 


Prompt 
Prompt 
Prompt W. 


Rotterdam 
Rotterdam 
Rotterdam 


Baltimore 
Baltimore 
Baltimore 
Prompt 


To New England coal trade. C. H. Sprague & Son 


NO 112. 
Brnsw’‘k, Ga. Liverpool Cotton 


New York N. Af. & Lev’nt General 
New York N. Af. & Lev’nt General 
New Britain, Ex. List 99. 
Allocation cancelled. 


Last half July W. R. Grace & Co. 


First half July Independent S.S. Co. 
First half Aug. Independent S.S. Co. 


Strachan S. Co. 


Independent S.S. Co. 
Independent §S.S. Co. 


NO. 113. 

Ocean Nav. Co. 
Middle July J. H. Winchester Co. 
Prompt Mallory S.S. Co. 
Last half July Tex. Tr. & T. Co. 


U. 3. 8. B: 


Ocean Nav. Co. 


Winchester Co. 
Rk S.S. Co. 
Tex. Tr. & T. Co. 


General Early August 
Coal 
Coal 
Lumber 


Bos., N.Y. & Plate 

or Norfolk 

Hamp. Rds. Rotterdam 
Hamp. Rds. Antwerp 

Port Arthur Greenock, Sct. 
List 67 
Cuba Sugar Prompt 


Havre Cosmopolitan S. Co. 


Sea, Ex. List 107 


Allocation cancelled. 
Allocation cancelled. 


Will load part cargo of phosphate at Jacksonville for Denmark. 
Will load part cargo at Pensacola. 

NO. 114. 
B’um’‘nt, Tx.W. Hartlepool Lumber 
Norfolk Manchester Cot. & gen. 
Fernandina Copenhagen Phosphate 
New York Copenhagen & General 

Gothenburg 

New York Cadiz & Seville General 
Baltimore Rotterdam Coal 
New York Dublin General 
N. Orleans Brazil General 


NO. 115. 


Last half July J. H. W. Steele Co. 
Early August Harriss-Magill Co. 
Last half July A. H. Bull & Co. 

First half Aug. Kerr S.S. Co. Kerr 8.S. Co. 


Early August 7) Shpg. Corp. Kerr S.S. Co. 
Prompt H. Winchester Co. J. H. Winchester Co. 
Last half ot td Vacs ar. Co. Moore & McCormack 
September Mississippi S. Co. Mississippi S. Co. 


J. H. W. Steele Co. 
Harriss-Magill Co. 
A. H. Bull & Co. 


Cancel assignment, operation Robert Hasler, they retain management, U. S. S. B. to operate. 

Assigned New York & Cuba Mail S.S. Co. management addition to operation; withdraw management 
Lind Navigation Co. 

Assigned Cosmopolitan Shpg. Co. management in addition to operation; withdraw management W. 
R. Grace & Co. 

Cancel assignment Robert Ramsey Co., Shipping Board crew to remain aboard. 

Remains Luckenbach S.S. Co. management and operation; Smokeless Fuel Co. to act as agents at 
Hampton Roads. 

Assigned A. H. Bull & Co. operation; withdraw operation N. O. & S. A. S.S. Co. 
Corporation retains management. 

Assigned A. H. Bull & Co. operation; withdraw operation United S.S. Co. 
retains management. 

Assigned N. O. & S. A. S.S. Co., management, operation. 

Assigned Texas Transport and -epimeees Co. management, 
eration Luckenbach S.S. 

Withdraw management Losioatnnlh S.S. Co. assignment; 
to operation. 

Cancel assignment, operation C. H. Sprague & Son. 
tino. 


Independent S&.S. 
Cosmopolitan Shpg. Co. 


Cancel assignment to Page & Jones. 
operation. Withdraw management, op- 


management the Carolina Co. in addition 


Remains N. Y. & S. A. Line management, opera- 


NO. 116. 


G. C. Liner July 25 Amer.-Haw. S.S. Co. Amer.-Haw. S.S. Co. 
Barley Last half July W. H. Randall & Co. W. H. Randall & Co. 
Coal Last half July Owners Nafra Line 

Coal Last half July U. S. S. B W. H. Randall & Co. 


WO. 337. 
Lumber 


New York 
N. Orleans 
Baltimore 
Baltimore 


Hamburg 
Avonmouth 
Rotterdam 
Cherbourg 


Last half July Page & Jones 
Refg. End August Red Star Line 


Cotton Last half July M. H. Tracy & Co. 


Bristol 
Hamb. & Ant. 


Page & Jones 
Red Star Line 


Kerr S.S. Co. 


Mobile 
New York 


N. Orleans Hamburg 


Ex. List No. 103, substituting Accomac, List No. 98. 


Aceomaec 8415 

Iix. List No. 
Namecki (wood) (99). 3500 
Liberty Gio (100)..... 7500 


Notations: 
Ex. List 69 


anaran 
Salto (Urug.).Ex. List 108 


Cot. & gen. First half Aug. Am. Haw. S.S. Co. 


Strachan S. Co. 
Barber S.S. Lines 


M. H. Tracy & Co. 


A. H. Bull & Co. 
Barber S.S. Lines 


N. Orleans London 


98, substituting Clairton, Ex. List No. 103. 


Phos. rock Prompt 
G. C. T.iner Early August 


Fernandina New York 
New York Bremen 


Destination changed from Liverpool to Bristol. 
Destination changed from Montevideo to River Plate. 
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NO. 118. Bar 
Esopus (wood) Hamp. Rds. Antwerp Coal Prompt Hasler Bros. Hasler Bros. me 
Wahkiakum (wood)... 2 Hamp. Rds. Antwerp Coal Prompt Earn Line 8.8. Co. Earn Line S.S. Co. Bin 
Oskawa (refg.)....... 8 New York Hamb. aaarer Refg. Middle August American Line American Line Ritt 
Rotterdam “ 
Tuckahoe N. Orleans Liverpool Barley Last half July Natl. Shpg. Co. Natl. Shpg. Co. son 
Corapeak New York’ Belfast General Late July J. W. Elwell & Co. Moore & McCormack Roil 
Edgecombe Philadelphia Hamburg General August 1 Chas. T. Megee Co. Chas. T. Megee Co. Folt 
West Zula Boston Hamburg General August 5 Cc. H. Sprague & Son C. H. Sprague & Son hor 
Schodack Baltimore Hamburg General August 1 Terminal S. Co. Terminal S. Co. L 
Liberty Philadelphia Bremen General August 15 Chas. T. Megee Co. Chas. T. Megee-Co, tee 
ee ~ Point New York Hull General Early Aug. J. W. Elwell & Co. J. H. Winchester & Co, Bor: 
anges: aise 
Westwood (92)....... Baltimore Rotterdam Coal Prompt 6 & & A. D. Cummins & Co, < 
Bremerton 7 N. Orleans Swiss Rel., Gib. _ Ca: 
for orders Swiss wheat Last half July Texas T. & T. Co. Texas T. & T. Co. rope: 
Notations: me 
Sartartia Will load part cargo of case oil at Port Arthur. oe 
NO. 119. Carl 
Rock Island New York Lon. & Gothbg. General Prompt Nafra Line Nafra Line Care 
OE OE N. Orleans’ Brazil General Early August Mississippi S.S. Co. Mississippi S.S. Co. Ces! 
— (wood) ...... 3500 Hamp. Rds. Rotterdam Coal Prompt Luckenbach S.S. Co. Luckenbach S.S. Co, ome 
anges: Cas 
Lake Fannin 4050 Boston Plate General Late July Paragon S. Co. Paragon S. Co. 
Ex. List No. 94, substituting Chautauqua, Ex. List No. $3. 
Chautaugua 3500 Baltimore UU. x. Barley Last half July Hasler Bros. Hasler Bros. 
Ex. List No. 93, substituting Lake Fannin, Ex. List No. %4. , Ced: 
Lake Elkwood 4050 Boston Plate General First half Aug. Kerr S.S. Co. Paragon S. Co. Cell 
Ex. List No. 103, substituting Lake Fugard, Ex. List No. 93. Cem 
Lake Fugard ..Ex. List 93 Allocation cancelled. 4 Che 
NO. 120. ye 
Zaca List 116 aatane® esa 4 4. Lines management, operation; withdraw management, operation American- ; 
awaiian S.S. Co. 1 
Lake Gravity .....List 114 ——— Transp. Co. management, operation; withdraw management, operation <A. H. con 
ull & Co. re 
Lake Leban List 1 ss ern S.S. Line management, operation; withdraw management, operation Coastwise Trans- foe 
portation Co. C 
Lake Silver .......List 101 Assigned John S. Emery & Co. management, operation; cancel assignment management, operation Con: 
Crowell & Thurlow. Copy 
NO. 121 Cop! 
ee Savannah Liverpool Cot. & gen. Middle August Williamson & Rauer Williamson & Rauer na 
otations: 
West Kyska Will make the Plate in addition to Brazil. Cott 
Berwyn Loading date delayed to middle August. Allocation stands. a 
NO. 122 ane 
Lake Fugard 0 Boston Liverpool Barley Prompt Independent S.S. Co. J. S. Emery Crar 
Substituting Lake Farlin, List No. 99. Cros 
Changes: Crut 
Lake Farlin ...Ex. List 99 Allocation cancelled. Doel 
Lake Graban (104)... 4200 Galveston Rotterdam Cotton Early August West India S.S. Co. Texas T. & T. Co. Doo1 
NO 123. : 
. 3954 Baltimore Denmark Acid phos. Prompt Atlantic Chart’g Co. Atlantic Chart’g Co. Dow 
Substituting Ida, List No. 95. Drill 
Lake Gilboa 4050 Portl’d, Me. U. K. Barley Early August Lowrence & Co. Lowrence & Co. Dru; 
— Philadelphia Havre Sugar Prompt Gaston, Wms. & Wig. Int. Frtg. Corp. Egg: 
“hanges: aca 
Cranenest (120) Hamp. Rds. Chile Coal Prompt N. Y. & S. A. Line Amer. Metal Transpt. Exp’ 
NO. 124. ; 
Lake Elizabeth 3320 Cuba St. Johns, N. B. Sugar Late July Merchants’ Nav. Co. Merchants’ Nav. Co. Extr 
Montclair (refg.) .... 6076 New York Plate, U. K. Refrig. Late July N. Y. & C. M. 8.8. Co. N. Y. & C. M. 8.S. Co. Feat 
Delavan New York Chris. & Berg. General | First half Aug. Moore & McCormack Moore & McCormack Ferr 
} Philadelphia Glasgow G. C. Liner Early August American Line American Line a 
‘ore 
° ae es ee ee ee Forg 
OCEAN FREIGHT RATES Coke: Loading 800 tons daily; discharge as above indicated, Fork 
_— time soennet — demurrage payable under same condi- — 
‘ en P ions as apply on coal. ‘urs 
The United States Shipping Board has issued the fol- Supplement No. 1 to South American Tariff No. 5A, issued Frui 
lowing ocean freight rates: July 14, 1919. Rates of freight from United States Atlantic and Garr 
s ‘ Gulf ports to South America on Cement. Effective July 15, Gas 
South American Coal Tariff No. 23, Effective July 15, 1919. 1919, the commodity rates named in tariff on Cement are Gela 
Rates of Freight from United States Atlantic and Gulf hereby reduced $2.50 per ton. . Gela 
Ports to South America on if Glas: 
COAL New ocean freight rates to United Kingdom ports are Glas. 
Guaranteed announced as follows by the U. S. Shipping Board: Glov 
Per ton daily discharge re 
Fast Coast: _ of 2,240 Ibs. tons UNITED KINGDOM TARIFF NO. 8-A, CANCELLING UK te 
Bahia, | re oe cecccccceccccecs $16.00 500 TARIFF NO. 8 AND SUPPLEMENTS—EFFECTIVE JULY Val 
Bahia Blanca, Argentine of 1,000 21, 1919. ; Grits 
Buenos Aires, Argentine . Rates of Freight from United States North Atlantic Ports to sane 
Buenos Aires, Argentine A i Liverpool, London, Manchester, Hull, Avonmouth, Bristol, Hale 
La Plata, Argentine . Cardiff, Glasgow, Leith, Belfast and Dublin. em 
La I lata, Argentine ‘ é Commodities not enumerated take rate of $1.00 per 100 Ibs. Hair 
Montevideo, Uruguay . or 50c per cubic foot, ship’s option, except dangerous cargo cee 
Montevideo, Uruguay . i on which special rates will be quoted on application. am 
Pernambuco, Brazil e Commodity Rates . 
Rio de Janeiro, Brazil : Acetate of Lead $1.00 ‘ber 100 Ibs. Hane 
Rio Grande do Sul, 9.§ Acetate of Lime $1.25 per 100 lbs. Harr 
Rosario, Argentine 9.00 Acetone $2.50 per 100 Ibs. Hay- 
somes, Brass Acetic Acid $2.00 per 100 Ibs. Hem 
Santos, Brazil . Agricultural Implements....$1.00 per 100 Ibs. or 50c per cu. ft. Hide 
West Coast: Agricultural Tractors $1.00 per 100 lbs. or 50c per cu. ft. Hide 
Guayaquil, Ecuador, to Taleahuana, i a it ah rk ele oie ei i Gd -e.+-$2.50 per 100 Ibs. Hom 
Chile, inclusive ; 2. Apples, in bbls., ordinary stowage . Hone 
Punta Arenas, Chile . $3.00 per bbl.—cool air $3.50 per bbl. Hops 
Apples, in boxes, ordinary stowage............eee. asa nstr 
West Coast: . 85¢c per box—cool air $1.00 per box Istle. 
Guayaquil, Ecuador, to Talcahuana, Asbestos, Crude and Sand $1.00 per 100 Ibs. Jute 
Chile, inclusive . dae Asbestos, Fibre, up to 70 ft $1.25 per 100 Ibs. Jute 
Conditions: Asbestos, Fibre, over 70 ft $1.50 per 100 Ibs. Lead 
Coal: Loading 1,500 tons daily; discharge as above indicated, Asbestos, Powder $1.00 per 100 Ibs. Lea t] 
with time counting 24 hours after arrival of vessel. whether in Asphalt $1.00 per 100 Ibs. Leat] 
berth or not, Sundays and holidays only excepted. If loadingand Auto TruckS................04- $1.00 per 100 Ibs. or 50c cu. ft. Lea t] 
discharge is not completed within the time specified, demur- Ball Bearings. .......--seeeeeseeescceeccecseees $1.00 per 100 Ibs. Lithe 
rage to be paid at the rate of $1 per net registered ton per Bark and Roots, in bales and bags $1.50 per 100 Ibs. Liaue 
running day, payable day by day. Bars, black $17.00 per ton of 2240 lbs. Lubr: 





in- 
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July 26, 1919 


$17.00 per ton of 2240 Ibs. 
00 per 100 Ibs. 
65c per cu. ha 
$1.00 per 100 1 


Barytes 
Oe ere eee ear ar ne eet een ee $i. 
Relting, leather and rubber 
Binder Twine, in bundles 

Bitumin $1.00 per 100 ibs, 
Blocks, Mangle and Maple Roller $1.00 per 100 Ibs. 
a ee ree ee $1.50 per 100 Ibs. 
= | SE ee ree ee $17.00 per ton of 2240 ibs. 
Oe SER ee eee $20.00 ~*~ ton of 2240 Ibs. 
Roracic Acid r 100 Ibs. 
Lorate of Lime a 100 Ibs. 
Borate s ‘ J 100 lbs. 
Borax, Refined i 100 ibs. 
Broom Root, in bales - 100 Ibs. 
EIT LG eT Te oe OT ee ee $1.00 per 100 Ibs. 


$1.00 per 100 

Candy—5e Confectionery 
Canned Goods $1.60 per 100 
Cae Cee, NOUN Eo oie naicckvewsenes $16.00 per ton of 2240 
Carbon Black 50c per cu. 
Cardbeard $1.00 per 100 
Cesh Registers 65c per cu. 
Casings, Hog $1.00 per 190 
Casks, returned empty— 

Hogsheads 

Kilderkins 

Firkins 
I hats ass (6akvaces nye a-hole win Wai whale etn Dra wie amare 50e cu. 


Celluloid Scrap .C UL. A 
Cement—builders, in bags and bbls $1.00 per 100 lbs. 
50c per cu. ft. 


Chewing Gum 
Cigarettes 65c per cu. ft. 
Citrus Fruits, in boxes, ordinary stowage 
$1.00 per box—cool air $1.25 per box 
Clock Movements 65c per cu. ft. or 1% ad Val 
ND WENN cls die visi ea de.e em eae eu ease woe want $1.00 per 100 Ibs. 
$1.25 per 100 Ibs. 
Coffee $1.00 per 100 Ibs. 
UNION, "SU TMMINNN is 3505 5. cite aie aiib' a aralacoie wieinia axe See ia 50c per cu. ft: 
Confecticnery (see also Gum Drops) 65c per cu. ft. 
I TD Sis 605d 500s nd wons saneuas $18.00 per ten of 2240 Ibs. 
Copra, in bags $1.00 per 100 ibs. 
Corpse 1.75 each 
See Cotton Tariff 
I igh isa ie ic ie.ar'dl ans aherniarte Oa wiawiiciaw wlelaiecs $3.00 per 100 Ibs. 
I FN cs. 60:06 ediesispe names aremmenmete $1.00 per 100 Ibs. 
oo eS ee ee eee $1.00 per 100 Ibs. 
Cottonseed Oil $1.00 per 100 Ibs. 
III ons aiid cas oiateerho pacha eta keine ale xhiatae 65c per cu. ft. 
Cross Ties, Pitchpine—See Lumber 
LS RENE PRS PONE EAS AU AU Tercera 50c per cu. ft. 
Deck Planks, Pitchpine—See Lumber 
Doors, subject to following clause: 
“tnprotected—carried at owner’s risk of damage or 
breakage” $1.00 per 100 Ibs. 
NINN SEN > oss sa’ o6i:bs-a. Bien ta lenient nee dha ares cose ST ia $1.00 per 100 Ibs. 
Drills, seed $1.00 per 100 Ibs. or 50c per cu. ft. 
oe AREAL Se ROO PEE OTA ee he 75c per cu. ft. or 1% ad val 
65c per cu. ft. 


osc Goods, including packed packages— 
Small packages, miscellaneous marks and goods 

75¢c per cu. ft. or $1.50 per 100 Ibs. 
Extract, tannirg $1.00 per 100 lbs. (or 1% ship’s option 
ee pe ee et hey Re en ee ey $3.00 per 100 Ibs. 
Ferro Silicon $2.50 per 100 Ibs. 
Flour, $20.00 per ton of 2240 Ibs. 
$1.00 per 100 ibs. 
EE FE PLC Heer $17.00 per ton of 2240 Ibs. 
Forks, hay and manure $1.00 per 100 lbs. or 50c per cu. ft. 
Formaldehyde $2.50 per 100 Ibs. 
RO PT COOOL OPO RE RE $1.00 per cu. ft. 
Fruit, Dried $1.00 per 100 Ibs. 
Garnet Rock, crushed, in bags...... $20.00 per ton of 2240 Ibs. 
SM ENON 6. co «40:5 6.01e d@0.8'e $1.00 per 100 lbs. or 50c per cu. ft. 
IN, OR NII 3. cinco eon Gibve Stateiw ale ie ee aresowieere $1.00 per 100 Ibs. 
Gelatine, in cases 50c per cu. ft. 
Glass, window $1.00 per 100 Ibs. ‘or 50c per cu. ft. 
Glassware, common 50c per cu. ft. 
oe, ee ee 65c per cu. ft. or 1% ad. val 
Glycerine $1.00 per 100 Ibs. 
Gold Beater ft. or 1% ad. val 
Gr: ain Special 
per 100 Ibs. 
per 100 Ibs. 
per 100 Ibs. 
‘per 100 Ibs. 
per 100 Ibs. 
per 100 lbs. 

bags or Straight, . 
1.00 per 100 Ibs. 
Handles, all others known as “D,” $1.25 per 100 Ibs. 
RN 565s bis ee ce wis aelare $1.00 per 100 lbs. or 50c per cu. ft. 


Hay—open. 


Hemp 
Hides, 


ee Se eo 


Gum Drops. in bbls. 
Gumwood Heads, 
Hair, 

Hair, Goat 

Hair, Hog 

Handles, 


cases, crates, 


$2.50 per 100 Ibs. 

BPGGH BALE. o.<66i0-c 0-00.00 c0000ecseceeconeee Bar fee me. 
Gn: SE MANE Shao os caee ered cawemee esemes $2.50 per 100 Ibs. 
Hominy Feed F 100. Ibs. 
Honey 100 Ibs. 
a RR os cra ecig ereere be maaiononemieael $3.00 per 100 Ibs. 
Instruments, surgical 75c per cu. ft. or 1% ad. val 
Istle 100 Ibs. 
Cordage 25 100 Ibs. 
Yarn $1.25 per 100 Ibs. 
Se ere errr ee $18.00 per ton of 2240 Ibs. 
Leather, sole and scrap $2.50 per 100 lbs. or 1% ad. val 
Leather, finished $2.00 per 100 lbs. or 1% ad. val 
Lea ther-board $1.50 per 100 lbs. 
Lithophone $1.00 per 100 Ibs. 
Liquors, bbls. and cases 65c per cu. ft. 
Lubricating Oil $1.00 per 100 Ibs. 
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Logs—not over 20 ft. long or 2 tons in weight. .$1.00 per 100 pe 
S; 
lbs. 


$1.00 per 100 
$1.00 per 100 
$1.50 per 100 


Lumber, all kinds 
Lumber, rough sawn hickory in bundles 
Macaroni 
Machinery—up to 2 tons... 
Magnetos 75c per cu. ft. or 1% ad. 
CS OO ee ere ee. 
pO See eT ee ee 
I i iki nln do easels nears aa nea alee $1.00 per 100 
Methyl—Ethyl— Ketone 92.5 100 
BE, DOWGEONCE, 1 DIB. 6 ivccicccccccccccccescec@hee per 10 
Mica, ground, in bbls ‘ or 100 
Mohair, i 5. r 100 
Monel Metal 
Motion Picture Films $1.00 per . ft. or 1% ad. 
i i $17.00 per ton of 2240 
Needles, Machine .........ccccccsoce 75c per cu. ft. or 1% ad. 
Nuts and Bolts—see Bolts and Nuts 
NN I sins aa ainhdiecve rates es roceta valores hse emeuie $1.00 per 100 
Office Equipment 
INN ce ictal alba os a9. cle wi wimch a ace ewok oe BialeeGienG $1.00 per 100 
Onions, in bags $1.25 per 100 
Optical Goods ft. or 1% ad. 
Oysters, 
Paint (Non-inflammable) 
Paper, in cases 50c per cu. 
Paper, Printing, in rolls or bales.............- $1.25 per 100 
Paralite Pitch $1. 00. per 100 
Peanuts, in. bars, shelled ........crsccossoccscsgate Der 60 
Peanuts, in bags, in shell $2.00 per 100 
Pears, green, ordinary stowage 
50c per cu. 


75c per cu. 


ft.—cool air 
50c per cu. 

Peppers, in bags r 100 
Personal Effects 
i $16.00 per ton of 2240 
$1.00 per 100 

ean iain os covprerareietevatninraeeeteminisie wate $1.00 per 100 


under outside measurement, iron or steel... 
$17.00 per ton or 2240 
$1.00 per 100 
Provisions, ordinary stowage $1.00 per 100 
Quickmalt $1.50 per 100 
ee Ae ee ey: $2.00 per 100 
Razor Blades 75c per cu. ft. or 
Refrigerator cargo— 
Fish, frozen 
Meat, i $2.50 per 100 
Poultry, ‘ 
Rods, wire, iron or steel $17.00 per ton of 2240 
IY Us ibis aie, diana git ar 0c wis saben wap aaa $1.00 per 100 
Roofing Slate, loose $20.00 per ton of 2240 
Roots and Bark, in bales and bags—See Bark. 
$1.25 per 100 
$1.00 per 100 
Rum, $1.50 per 100 
Saccharine 1% ad. 


Pine Blocks 
Pipe Fittings, 
Pipe, 4 in. or 


Postum 


65cec per cu. 


Serap Iron $16.00 per ton of 2240 
NO i560 cise wiere bin hice atone eee $20.00 per ton of 2240 


Seeds: 
per bush.—$1.00 per 100 
Alsyke 60 Ibs. per bush.—$1.00 per 100 
po re 40-50 lbs. per bush.—$1.00 per 100 
Bean 60 ibs. per bush.—$1.00 per 100 
Blue Grass 14 Ibs. per bush.—$1.50 per 100 
Clover 60 Ibs. per bush.—$1.00 per 100 
per bush.—$1.25 per 100 
per bush.—$1.00 per 100 
Grass Seed per bush.—$1.50 per 100 
Hungarian s. per bush.—$1.00 per 100 
pn re eee cere 40 lbs. per bush.—$1.25 per 100 
Meadowfescue . per bush.—$1.50 per 100 
i . per bush.—$1.00 per 100 
Onion €vaime ahowt FL:00 WaPo ncséc cc cssccccssces sans 
50 Ibs. per bush.—$1.75 per 100 
Orchard Grass . per bush.—$1.50 per 100 
3 er a 25 lbs. per bush.—$1.25 per 100 
Radish. ........22ee++--.090 Ibs. per bush.—$1.25 per 100 
s. per bush.—$1.00 per 100 
32 lbs. per bush.—$1.25 per 100 
56 Ibs. per bush.—$1.00 per 100 
40 lbs. per bush.—$1.25 per 100 
60 Ibs. per bush.—$1.00 per 100 
30 Ibs. per bush.—$1.25 per 100 
per bush.—$1.00 per 100 
5. per bush.—$1.00 per 100 
NES 6.5550 écin cio we 45 lbs. per bush.—$1.00 per 
Tomato (value about 80 cents bu.) 
40 lbs. per bush.—$1.75 per 
48 lbs. per bush.—$1.00 per 
48 lbs. per bush.—$1.00 per 100 
40 lbs. per bush.—$1.25 per 100 
Sewing Machine Woodwork $1.50 per 100 
Shovels $1.00 per 
I IN 505 6 so. 57a ore. wise nis wie ein mee ee eere bare $1.00 per 100 
Shuttle Block $1.00 per 100 
Silica, in sacks $20.00 per ton of 2240 
Skewers ---$1.00 per 100 
Slate, roofing—See Roofing Slate. 


Flax Seed 


Seed Peas 


Stringless Beans 
Sun Flower 
Sweet Corn 


$1.00 per 100 
Soap, toilet $1.00 per 
I ots).c 2. ric, bi cantashiasta to eceinakarh.ta tear Roa ened eee ee 3%% ad. 
Spelter. $18.00 per ton of 2240 
Spices, Se WS 5 hacer sle'a owexendeu sea edna $1.50 per 100 
Spokes, $1.00 per 100 
Spool, Wood $1.00 per 100 
EEF PT OCC ED OEE E ne $17.00 per ton of 2240 
Starch, in bags $1.00 per 100 
Steel Billets $17.00 per ton of 2240 


.$1.00 per 100 Ibs. or 50c per cu. 


$1.00 per cu. 


50c per cu. 


60c per cu. 


65c per cu. 


100 lbs. or 50c per cu. 


100 Ibs. or 50c per cu. 


NN dik Kee iia hin to er, 6S Gees Sik WR AO $3.25 per bbl. 
65c per cu. 


ft. 
ft. 
lbs. 
Ibs. 
Ibs. 
lbs. 


1% ad. v 
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Steel, cold rolled, in boxes............ $17.00 per ton of 2240 lbs. 
oe. ee OA $17.00 per ton of 2240 Ibs. 
Steel Rails, light, not over 30 ft. in length 
Lee mere rere ere fe eS le 
ID isin Sos 4606 Kae whnede peewee weld am cae kee in: Ts 
OT TRI o.oo 6c 6k voc cence cecdecsecssscécsscet pee ee a ae 
OS SEE eee ET ee Re 
Tea Matting $1.50 per 100 ibs. 
Thorium 75e ar cu. ft. or 1% ad. val. 
i $18.00 per ton of 2240 Ibs. 
Tobacco (Kings Warehouse Delivery) $2.00 per 100 Ibs. 
Tomato Ketchup $1.00 per 100 Ibs. 
Tubing—See Pipe. 
i SS 0, I do Fialenae ae Ree eae $2.50 per 100 Ibs. 
i (i MR on 3586s pps bad Weep eee wes eure $1.50 per 100 lbs. 
IEEE ECT T TCE CT 65c per cu. ft. 
Vanadium $1.00 per 100 Ibs. or 1% ad. val 
OO Ce cc cckacecspenaeaee eaeeaeeh tee $1.50 per 100 Ibs. 
EE Ee. a sth new ble areedaue ame wees ane $1.00 per 100 lbs. 
POPSET ee Ce eee Cee ee 75c per cu. ft. or 1% ad. val 
| ERE pea ee ear e ere ars $1.00 per 100 Ibs. 
Whiskey, cases or bbls 65c per cu. ft. 
White Lead $1.00 per 100 Ibs. 
Ee Re Scwdtalidwaccsewiedcan $17.00 per ton of 2240 Ibs. 
Wire, packed in bbls. OF CASES... ..ccscccccees $1.00 per 100 Ibs. 
Wire netting $1.00 per 100 Ibs. 
Wood Alcohol $2.50 per 100 Ibs. 
Wood Pulp, measuring 70 ft. and under to long ton 
$1.00 per 100 Ibs. 
Se, wawakeeeannse Rade eese Weeeenenereae 50c per cu. ft. 
Wood Noils, in compressed bales occupying 100 cu. ft. or 
EE een. eee er one eae ey a = $2.00 per 100 Ibs. 
Wood Noils, in uncompressed bales.......... $3.00 per 100 Ibs. 
MN diss ccbnnecedeksbibe sanenvesdenesnede $1.00 per 100 Ibs. 
i $1.00 per 100 Ibs. 
Be BONO. 066600 e6s $1.00 per 100 lbs. 
I a ai big i bw gt Vag SACD Ok a $1.00 per 100 Ibs. 
Zine Oxide $1.00 per 100 Ibs. 
HEAVY LIFT SCALE: The following rates to be added to 
the base rate of 50c per cu. ft. or $1.00 per 100 lbs. for pack- 
ages weighing in excess of 2 tons: 
Packages weighing over 2 tons and not exceeding $3 tons. 
20c cu. ft. or 40c 100 Ibs. 
Packages weighing over 
80c cu. ft. or 60c 100 Ibs. 
Packages weighing over 4 tons and not exceeding 5 tons 
40c cu. ft. or 80c 100 Ibs. 
-ackages weighing over 5 tons and not exceeding 6 tons 
50e cu. ft. or $1.00 100 Ibs. 
Packages weighing over 6 tons and not exceeding 7 tons 
75e cu. ft. or $1.50 100 Ibs. 
penne “yy weighing over 7 tons and not exceeding 10 tons, 
$1.00 cu. or $2.00 100 Ibs. 
oO RIG s RATOR CARGO—SPECIAL STOWAGE: The fol- 





3 tons and not exceeding 4 tons. 


lowing additional rates are to be charged as minimums for 


stowage rate) 


such special stowage (in addition. to ordinary 
on all classes of car 
Frozen—in a temperature of 32 degrees or less Fahr., 


additional. 
Cold Storage—in a temperature of 33 to 40 degrees, 


$1.50 


inclu- 
sive, Fahr., $1.25 additional. 

Cold Air—in a temperature of 46 degrees and above Fahr., 
$1.00 additional. 


EXPORT AND IMPORT RULES, ETC. 


The Trafic World Washington Bureau. 


The War Trade Board section of the Department of State 
announces the revision of Special Export License RAC-52 
(W. T. B. R. 800, issued July 4, 1919), covering certain ship- 
ments to foreign countries by mail, effective July 14, 1919. 

(1) Special Fxport License RAC-52 has been issued to 
the Post Office Department to permit any local postmaster 
to accept without individual export license— 

Shipments of all commodities, except wheat and wheat 
flour (for wheat and wheat flour see W. T. B. R. 797, issued 
June 30, 1919), when destined to— 

Any country in the Western Hemisphere or Africa; 

Any country in Asia or Oceania, except Turkey in Asia: 

The following countries in Europe: Belgium, France, 
Great Britain, Greece, Italy and that territory included in 
the line set out in Article 3 of the Military Clause of the 
Armistice Protocol of November 3, 1918, Portugal, and 
Spain, their colonies, possessions, and protectorates; also 
Denmark, the Faroe Islands, Germany (including that ter- 
ritory on the left bank of the Rhine occupied by the forces 
of the Associated Governments), Holland, Iceland, Norway, 
Roumania, Serbia, Sweden, and Switzerland. 

(2) In making shipments under this special license 
(RAC-52)' it is not necessary to make any application for 
license nor to present a license of any kind to the post- 
master. If the shipment is consigned to a consignee in any 
country named in paragraph (1), the package, in so far as 
the War Trade Board section is concerned, need only be 
delivered to the postmaster with the following facts noted 
upon the wrapper: 

1. “Shipped under Export License RAC-52.” 

2. List of contents. 
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3. Name and address of shipper. 

4. Name and address of consignee. 

(Where a package bears a customs tag or an invoice 
describing the contents the list of contents need not be 
written upon the wrapper of the package.) 

The War Trade Board section of the Department of S ate 
announces that henceforth consignments may be made “to 
order” under Special Export Licenses RAC-77 (W. T. B. R. 
803, issued July 14, 1919) and RAC-42 (W. T. B. R. 810, 
issued July 14, 1919). Collectors of customs have been ad- 
vised that it is no longer necessary for them to obtain 
the name of the actual consignee in the country of dest ina- 
tion in permitting shipments to go forward under the afore. 
said Special Export Licenses. 

Exporters desiring to consign “to order’ shipments 
which do not fall within the terms of the above-mentioned 
Special Export Licenses may apply to the War Trade Board 
section for individual export licenses, showing on their ap. 
plications, instead of the name of the consignee, the words 
“to order.” 

The regulations herein set forth are in no way applicable 
to the various cases in which special consignment is re- 
quired; as, for example: 

(1) Consignment to the American Relief Administration 
in Danzig, for transshipment to Poland (War Trade Board 
Ruling 691, issued April 11, 1919); 

(2) Consignment to the Commission Commerciale Czecho- 
Slovaque, Hamburg, for transshipment to Czecho-Slovakia 
(War Trade Board Ruling 790, issued June 24, 1919); 

(3) All consignments to Finland, Lithuania, Larvia, and 
Esthonia (War Trade Board Rulings 590, issued February 
11, 1919; 695, issued April 14, 1919; and 676, issued April 
1, 1919). 

The War Trade Board Section of the Department of 
State announces, for the information of exporters, that 
the term “Dyes and Dyestuffs” as used in paragraph 5 of 
War Trade Board Ruling 804, issued July 14, 1919, is not 
intended to include vegtable dyes of natural origin, and 
accordingly vegetable dyes of natural origin may be im- 
ported without individual license under the authority of 
General Import License PBF-37 


The War Trade Board Sectinn of the Department of 
State announces that paragraph 3 of the limitations upon 
the General Enemy Trade License described in W. T. B. R. 
802, issued July 14, 1919, has been amended, effective as 
of July 14, 1919. The above-mentioned General Enemy 
Trade License as now amended authorizes all persons in 
the United States, on and after July 14, 1919, to trade 
and communicate with persons residing in Germany and 
to trade and communicate with all persons with whom 
trade and communication is prohibited by the Trading 
with the Enemy Act; subject, however, to the following 
specific limitations and exceptions, to wit: 

1. The above-mentioned general license does not au- 
thorize the importation into the United States from Ger- 
many or elsewhere of dyes, dyestuffs, potash, drugs or 
chemicals which have been produced or manufactured in 
Germany. 

2. The above-mentioned general license does not mod- 
ify or affect in any respect present restrictions against 
trade and communication between the United States and 
Hungary or that portion of Russia under the control of 
the Bolshevik authorities. 

3. The above-mentioned general license does not au- 
thorize any trade with respect to any property which 
heretofore, pursuant to the provisions of the Trading With 
the Enemy Act as amended, has been reported to the 
Alien Property Custodiam or should have been so re 
ported to him, or any property which heretofore, pursuant 
to the provisions of said act, the Alien Property Custodian 
has seized or has required to be conveyed, transferred, 
assigned, delivered or paid over to him; provided, how- 
ever, that nothing contained in this paragraph 3 shall be 
held to prohibit communications which constitute merely 
inquiries or information concerning the property hereint- 
above described, or to prohibit trade with respect to any 
property which the Alien Property Custodian has stated 
in writing he would not seize or require to be conveyed. 
transferred, assigned, delivered or paid over to him, such 
communications and trade with respect to the property 
described in this proviso being fully authorized by the 
General Enemy Trade License hereinabove referred to. 

Exports to and imports from Germany may take place 
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under Special Export License RAC No. 77 and General 
Import License PBF No. 37, as announced in W. T. B.. R. 
308 and W. T. B. R. 804, respectively. 

The foregoing extension of Special Export License 
RAC-77 cancels or supersedes the following War Trade 
Board Rulings on portions thereof: 


Ww. T. B. R. 590, issued Feb. 11, 1919; W. T. B. R. 642, issued 
April 11, 1919, the last paragraph thereof; W. T. B. R. 656, is- 
sued March 20, 1919; W. T. B. R. 691, issued April 11, 1919; 
W. T. B. R. 695, issued April 14, 1919; W. T. B. R. 728, issued 
May 7, 1919; W. T. B. R. 729, issued May 7, 1919; W. T. B. R. 
7¢é7, issued June 3, 1919; W. T. B. R. 776, issued June 12, 1919; 

fT. B. R. 787, issued June 20, 1919; W. T. B. R. 790, issued 
June 24, 1919; W. T. B. R. 809, issued July 14, 1919, the last 
three paragraphs thereof. 

The War Trade Board Section of the Department of 
State announces that Special Export License RAC-77, 
granted through the Customs Service, effective July 14, 
1919, W. T. B. R. 803, has been extended and reissued, 
effective July 21, 1919. Special Export License RAC-77 
as now amended authorizes the exportation by freight or 
express, without individual licenses, to the countries here- 
inbelow mentioned, of all commodities whatsoever, except 
(1) arms, ammunition and explosives consigned to Mexico 
or China, (2) machinery or materials intended for the 
manufacture of munitions, and radio or wireless apparatus 
consigned to Mexico, and (3) wheat and wheat flour, the 
control over the exportation of which has been vested in 
the Wheat Director. (See W. T. B. R. 797, issued June 30, 
1919.) 

A. Any country in the Western Hemisphere. 

B. Any country in Africa. 

Cc. Any country in Asia or Oceania, except Turkey. 

D. The followng countries in Europe: United King- 
dom, France, Italy and that territory included in the line 
set out in article 3 of the Military Clause of the Armistice 
Protocol of Nov. 3, 1918, Belgium, Greece, Spain, Portu- 
gal, or their possessions in Europe, Iceland, Faroe Islands, 
Serbia, Roumania, Norway, Sweden, Denmark, Holland, 
Switzerland, Germany (including that territory on the 
left bank of the Rhine occupied by the forces of the 
Associated Governments), Jugo-Slavia, Czecho-Slavakia, 
Finland, Latvia, Lithuania, Esthonia and Poland. 

Exporters who desire to make shipments under Special 
Export License RAC-77 need only present their shipper’s 
export declarations (Customs Cat. 7525) in triplicate to 
the collectors of customs at the ports of exit for indorse- 
ment to permit the shipments to proceed. 

The foregoing extension of Special Export License RAC- 
77 cancels or supersedes the following War Trade rulings 
or portions thereof: 

The War Trade Board Section of the Department of 
State announces the revision of Special Export License 
RAC-52 (W. T. B. R. 811, issued July 14, 1919) covering 
certain shipments to foreign countries by mail, effective 
July 21, 1919. 

(1) Special Export License RAC-52 has been issued 
through the Post Office Department to permit any local 
postmaster to accept without individual export license 
shipments of all commodities, except wheat and wheat 
flour (for wheat and wheat flour, see W. T. B. R. 797, 
issued June 30, 1919), when destined to any country in 


the Western Hemisphere or Africa; any country in Asia 


or Oceania, except Turkey in Asia. The following coun- 
tries in Europe: Belgium, France, Great Britain, Greece, 
Italy and that territory included in the line set out in 
article 3 of the Military Clause of the Armistice Pro- 
tocol of Nov. 3, 1918, Portugal and Spain, their colonies, 
possessions and protectorates; also Denmark, the Faroe 
Islands, Germany (including that territory on the left 
bank of the Rhine occupied by the forces of the Asso- 
ciated Governments), Holland, Iceland, Norway, Roumania, 
Serbia, Sweden, Switzerland, Jugo-Slavia, Czecho-Slovakia, 
Finland, Latvia, Lithuania, Esthonia and Poland. 


(2) In making shipments under this special license 
(RAC-52) it is not necessary to make any application 
for license nor to present a license of any kind to the 
postmaster. If the shipment is consigned to a consignee 
in any country named in paragraph (1), the package, in 
80 far as the War Trade Board Section is concerned, need 
only be delivered to the’ postmaster, with the following 
facts noted upon the wrapper: 

1. “Shipped under Export License RAC-52.” 


2. List of contents. 
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3. Name and address of shipper. 
4. Name and address of consignee. 


(Where a package bears a customs tag or an invoice 
describing the contents, the list of contents need not be 
written upon the wrapper of the package.) 


(3) All shipments made under Special Export License 
RAC-52 must be made by mail and are subject to the 
regulations of the Post Office Department. Special atten- 
tion is called to the fact that parcel post service at pres- 
ent between the United States and certain of the coun- 
tries mentioned in paragraph (1) has not yet been estab- 
lished. 


(4) The attention of shippers is directed to the fact 
that RAC-52 does not permit any shipments to members 
of the United States Army, United States Navy, United 
States Marine Corps, or organizations affiliated therewith, 
but that all such shipments must be made under Special 
Export License RAC-53 and in compliance with the Post 
Office Department Regulations. 


The War Trade Board Section of the Department of 
State announces the revision of the regulations under 
which shipments of certain origin and destination, the 
importation of which has been otherwise licensed, may be 
exported without an individual export license when the 
same are conveyed in transit through the territory, or via 
any ‘port of the United States. This regulation, effective 
July 21, 1919, amends W. T. B. R. 810, issued June 14, 1919, 
and extends the scope of Special Export License RAC-42, 
as hereinafter described. 


(1) Special Export License RAC-42 has been issued 
through the Customs Service and authorizes the exporta- 
tion of shipments of all commodities, (except (1) arms, 
ammunition and explosives consigned to Mexico or China, 
and (2) machinery or materials intended for the manu- 
facture of munitions, and radio or wireless apparatus con- 
signed to Mexico), which are conveyed in transit through 
the territory, or via a port, of the United States when 
originating in any foreign country and destined to any 
country of the world; PROVIDED, HOWEVER, that no 
shipment destined to Europe shall be authorized under 
this license unless such shipment is consigned to Belgium, 
France, Great Britain, Greece, Italy and that territory in- 
cluded in the line set out in Article 3 of the Military 
Clause of the Armistice Protocol of November 3, 1918, 
Portugal, Spain or their possessions in Europe, or Den- 
mark, the Faroe Islands, Germany (including that terri- 
tory on the left bank of the Rhine occupied by the forces 
of the Associated Governments), Holland, Iceland, Nor- 
way, Roumania, Serbia, Sweden, Switzerland, Jugo-Slavia, 
Czecho-Slovakia, Finland, Latvia, Lithunia, Esthonia, or 
Poland. 

(2) In-transit shipments arriving in the United States 
by rail or vessel for re-export under RAC-42 may be con- 
signed to the ultimate destination or to an agent in the 
United States for re-shipment, and if consigned to an 
agent, the railroad waybill or vessel’s manifest must des- 
ignate the ultimate destination and such notations shall 
be transcribed therefrom to the carrier’s customs mani- 
fest or copy of vessel’s manifest presented to the Collec- 
tor of Customs. 

(3) Upon arrival of such in-transit shipments at a port 
of entry the railroad’s agent or the vessel’s agent shall 
present to the Collector of Customs a copy of the Car- 
rier’s Customs Manifest, Form 7512, or copy of the ship’s 
manifest or appropriate portion thereof, upon which shall 
be clearly noted the shipments which are in-transit. This 
copy shall bear— 

(A) The ultimate destination, in accordance with par- 
agraph (2) herein. 

(B) The notation “Special Export License RAC-42.” 

(4) If the shipment is by rail, the Collector of Cus- 
toms will, upon giving entry, allow the shipment to pro- 
ceed to port of exit accompanied by the Carrier’s Man- 
ifest. The Collector of Customs at the port of exit will 
allow the goods to be exported under RAC-42. 

The attention of shippers is called to the fact that goods 
given entry into the United States as in-transit shipments 
may not be diverted for domestic consumption or re-con- 
signed to a country of destination other than the one 
named on the entry documents described in paragraph 
(2), unless authority for so doing has been obtained from 
the War Trade Board Section. 
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For the information of shippers, their attention is Bremen. The Wheaton and Oskawa are refrigerator sbips a= 
drawn to W. T. B. R. 643, issued March 14, 1919, announe- and will carry perishable products, the Wheaton going 
ing the issuance of General Import License PBF No. 35. from New York to Hamburg and Antwerp, and the Os. 
This general import license covers the importation into kawa going from New York to Hamburg and Rotterdam. - 
the United States, under such bond as may be prescribed The operators of the vessels are as follows: Wheaton, 
by the United States Customs Service, of all commodities Red Star Line; Clairton, Kerr Steamship Company; Lib- 
which are proposed to be shipped through the United erty Glo, Barber Steamship Lines; Oskawa, American ( 
States to any foreign country. Line; Edgecombe and Liberty, Charles T. McGee Com- 
a pany; West Zula, C. H. Sprague & Son; Schodack, Ter. 
OPPOSITION TO PAYNE minal Steamship Company. i= 
The Trafic World Washington Bureau. SCOTT BILL REPORTED Fort 
Opposition to the confirmation of John Barton Payne The Trefic: World Washington Bureey, (¢ 
to be a member of the Shipping Board is not coming Th , : : : ton 
from the American Short Line Railroad Association or the The House committee on the merchant marine and fish- true 
members thereof, says Bird M. Robinson, president of S&S has reported favorably a bill introduced by Repre- to tl 
the association. Commenting on the report that short sentative Scott providing for repeal of an act giving the pres 
line railroad men were opposing the confirmation of the United States Shipping Board power to suspend the provi- sider 
nomination, he said that if there was an effort to prevent — of the law prohibiting vessels of foreign registry and on r 
confirmation it was coming from short line men other foreign-built vessels to engage on the coastwise trade of conv 
than those embraced in the association of which he is the United States. The law which the bill would repeal (Hu 
president. While the American has a large membership, ‘°* passed to be effective during the war and for a period 256 | 
there is an association that has its office in San Francisco. of one hundred and twenty days thereafter. Or 
Its membership is composed largely of western short lines. Ee Zs at hi 
Senator Phipps of Colorado is one of the prime movers SHIPPING BOARD IN QUIRY and 
in the opposition. The Colorado Midland is one of , : : , , he ce 
short lines with an experience with the Rallroad Admin- ,,A0 investigation of expenditures and operations of the 9 ", 
str y i e yner . : ‘ 2 
SEEN dn a a ee ae eens OE unatyPQP Corporation will be made by Congress under a resolution fou 
are hostile in their feelings toward Mr. Payne. They, how- atepted 4 me Mouse July oS. Fae remanence ity r 
cod flling to have him go on the Shippin imei mittee will consist of six members of the House to be ali 
ee pping appointed by the speaker. Representative Snell said the 
or anywhere else away from them. purpose of the investigation was to make a congressional § '¢,‘ 
audit of the enormous expenditures by the Shipping Board Th 
SHIPS FOR THE SOUTH and inform the people what they have to show for it. cotto 
Democratic members charge that the motive behind the vent 
The Trafic World Washington Bureau. investigation is political. ee 
The United States Shipping Board is expected to make Sp ee a . 
allocations of ships and establish rates in accordance with SHIPPING BOARD COMPLAINT a “ 
the wishes of the southern senators, representatives and The Southern Cross Fruit Co., Inc., engaged in fruit. § ° on 
business men who appeared before the Railroad Admin- 8rowing in Porto Rico, has filed a complaint with the § Indor 
istration and the Board this month asking for the estab- Tegulation division of the United States Shipping Board Th 
lishment of ship lines from Gulf and south Atlantic ports @8ainst the New York & Porto Rico Steamship Co., ask- Jj not 1 
and joint rates’ via those ports over the railroad and ing for reparation of $256.50 for alleged unlawful charges genui 
on shipment of an auto truck from Brooklyn, N. Y., to or qu 


steamship lines: Specifically, the southern men asked for 
the following: 

Lines to the east coast of South America, including 
Barbados, as a port of call, with the same rates to the 
destinations from ocean and Gulf ports. 

Lines to Cuba, Porto Rico and the West Indies, from 
south Atlantic ports, rates to be under the north Atlantic 
ports. 

Lines to Mexico and Central America from south At- 
lantic and Gulf ports, the south Atlantic ports to be dif- 


San Juan, Porto Rico. It is alleged that the respondent Nego 
computed the cubic measurement of the truck at 1,267 ASs 
cubic feet and charged therefor at the rate of 57 cents 214 | 
per cubic foot. It is further charged that the carrier dition 
company later dismantled the truck, and that, so disman- case 
tied, it should not have occupied more than 817 cubic actior 
feet, and that the proper charge would have been 817 and t 
cubic feet at 5 cents per cubic foot. This is the sixth 9 shiny 
complaint filed with the board since June, 1917. with 



































ferentials under north Atlantic and the Gulf under south NEW YORK LIGHTERAGE reimb 
Atlantic ports. ie . ies Galion ites “ll b The 
Lines to Venezuela, Canal Zone and west coast of _ Pifective 4 —, hi wo lighterage deliveries will be & in the 
South America, south Atlantic and Gulf ports to be dif. ®¢corded on —s shigments WhRin the Eghterage lias Ea, 94 
ferentially under north Atlantic. of New York harbor on export and domestic freight, pro Hf x, 4 
, ' y vided application is made therefor and permit has been ; 
At present rates to Latin America and the West Indian  jggued by the traffic control manager, New York. It will where 
Islands are the same from all Atlantic and Gulf ports. pe required that the applications both on export ont ae force, 
That, the southern men think, is wrong, but they made  mestic traffic show specifically the two deliveries desired. which 
no definite suggestion as to whether the north Atlantic ‘The second or extra delivery will be subject to the charges 
rates were too low or the south Atlantic and Gulf rates provided for in the terminal tariffs. . Evide: 
too high. In their recommendations to the Shipping (Cor 
Board, which that body is expected to follow, the im- . agains 
plication, it is believed, is plain that the south Atlantic troyed 
and Gulf rates are believed to be too high. hi ° — from { 
Saipan Shipping Decisions shippi 
SAILINGS TO GERMANY Cases Recently Decided by State and Federal Courts a on 
The Trafic World Washington Bureau. | (Piagees sakes fom Repent Bablinine Co St Baar Man | puta 
In lists issued July 21 the Shipping Board announced the Copyr ght by West Publishin;Co.) ant’s a 
allocation of eight vessels to trade routes between the = : hein 
United States and Germany. The ships so allocated are ept. 
the Wheaton, Clairton, Liberty Glo, Oskawa, Edgecombe, Charges: Liabili 
West Zula, Schodack and Liberty. The Clairton is sched- (Supreme Court, Appellate Term, First Department.) Whe 
uled to carry a cargo of cotton from New Orleans to Shipper of wool cannot recover overpayment of freight form o 
Hamburg. The Edgecombe, West Zula and Schodack will charges, where charges are made payable upon entire cubic for sh 
carry general cargoes to Hamburg from Philadelphia, footage, without proof of actual footage arrived at by meas- being 
Boston and Baltimore, respectively. The Liberty will urement of all bales, or proof of an averaging measurement Cars, @ 
carry a general cargo from Philadelphia to Bremen. The in conformity to an established custom. (Grundy vs. Otro @ ‘ar be 
Liberty Glo will carry a general cargo from New York to phon S. S. Co., 176 N. Y. Rept. 708.) the bil 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Tigests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


BILLS OF LADING 
Forged Bill: 

(Circuit Court of Appeals, Fifth Circuit.) Where a cot- 
ton dealer sold cotton and drew on the buyer, placing the 
true bills of lading as collateral with a bank, and sending 
to the purchaser a forged bill of lading, which the latter 
presented, obtaining the cottcn, the buyer should be con- 
sidered an cquitable assignee of the seller and is entitled, 
on recovery by bank of judgment against the railroad for 
conversion, to any balance after payment of secured debt. 
(Hubbard Bros. & Co. et al. vs. Southern Pac. Co. et al., 
256 Fed. Rept. 762.) 

Ordinarily a drawee of a bill of exchange must determine 
at his peril the genuineness of the signature of the drawer, 
and if the ostensible maker of a forged note pays the note, 
he cannot recover the amount.—Ibid. 

A common carrier can recover against one who receives 
goods upon a forged bill of lading purporting to have been 
issued by an agent of another carrier; the law fixing liabil- 
ity resulting from such a bill of lading not undertaking to 
make each of the agents of all the lines an agent of all 
the connecting lines.—Ibid. 

The mere fact that a railroad had. previously delivered 
cotton to a buyer on forged bills of lading does not pre- 
vent the railroad from recovering from such buyer the 
value of the cctton delivered on a forged bill of lading 
purporting to have becn issued by a connecting carrier, 
on the ground that the buyer was misled by the negligence 
of the railroad.—Ibid. 

Indorsement: 

The indorsement of an ordinary draft for collection does 
not make the indorser a guarantor to the drawee of the 
genuineness of bills of lading attached, nor of the quantity 
or quality of the commodity shipped.—Ibid. 

Negotiability: 

Assuming that the mere insertion of the words “against 
214 B/C” in the body of a draft could render it a con- 
ditional order on a particular fund, such could not be the 
case, where, for a considerable time prior to the trans- 
action, there was a running account between the drawer 
and the drawee, and no accounts were kept of particular 
shipments of cotten, the drawer having established a credit 
with his cotton business as a basis, and the drawee was 
reimbursed by and made a profit out of the cotton.—Ibid. 

The insertion of the figures and letters “against 214 B/C” 
in the fact of a draft, to which was attached a bill of lading 
for 214 bales of cotton, did not destroy its characteristics 
as a negotiable instrument in Louisiana or New York, 
where the Uniform Negotiable Instruments Law was in 
force, being merely indicative of a particular fund out of 
which reimbursement was to be made.—lIbid. 


LOSS OF OR INJURY TO GOODS 
Evidence: 

(Court of Civil Appeals of Texas, Dallas.) In an action 
against a railroad company for the value of cotton des- 
troyed by fire after having been loaded into one of its cars 
from the platform of a cotton compress company, to whom 
shipping instructicns over defendant’s line had been given, 
and while search was being made for one more bale on the 
platform to make the shipment complete, evidence held to 
sustain a finding that the compress company was defend- 
ant’s agent for receiving and loading the cotton. (Gulf, C. 
& S. F. Ry. Co. vs. Anderson, Clayton & Co., 212 S. W. 
Rept. 814.) 

Liability: 

Where shippers having 100 bales of cotton on the plat- 
form of a compress company, which was the carrier’s agent 
for shipment, gave orders for their shipment and, after 
being compressed, inspected, and loaded into two freight 
tars, a fire destroyed the forty-nine bales in the second 
tar before the remaining bale could be found and before 
the bill of lading was signed, there was sufficient delivery 
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of the cotton to the carrier for transportation to make its 
liability as a carrier attach at the time of the fire.—Ibid. 

Where, after all excep. one of one hundred bales of cot- 
tcn to be shipped had been delivered on cars of the rail- 
road company for shipment, part of the cotton so delivered 
was destroyed by fire, that the railroad company kept an 
inspector to inspect cotton shipments, and would not issue 
a bill of lading until the entire shipment had been in- 
spected, will not exempt the company from liability for 
the loss by fire, as the issuance of a bill of lading is not 
the sole criterion for the carrier’s liability.—Ibid. 


TRANSPORTATION AND DELIVERY BY CARRIERS 


Conversion: 

(Circuit Court of Appeals, Fifth Circuit.) In an action 
against a railroad for conversion of cotton, in which the 
railroad delivered the cottcn on a forged bill of lading, 
interest should be allowed the plaintiff only from judicial 
demand, and not from date of delivery of the cotton on the 
forged bill of lading; the conversion not being willful. 
(Hubbard Bros. & Co. et al. vs. Southern Pac. Co. et al., 
256 Fed. Rept. 761.) 

Where a railroad converted a shipment of cotton by de- 
livering it on a forged bill of lading, a bank holding the 
true bill of lading as collateral may recover from the rail- 
road the entire value of the cotton with the interest.—Ibid. 


“ 
Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests ta‘sen from Reporters and Digests of National Reporter 
System, published by West Publish’ng Co., St. Paul, Minn. 
Copyright by Wes: Publishing Co.) 


® 
REGULATIONS OF GOMMON CARRIERS 


Federal Control: 

(District Court, S. D. Georgia.) Under the presidential 
proclamation assuming ccntrol of the railroads and the 
general orders of the Director-General, the employees of 
the railway companies who continued in the service be- 
came the employees of the government, and service can- 
not be made on them as agents of the corporation in 
acticns for injuries caused while the railroads were pri- 
vately operated. (Southern Cottcn Oil Co. vs. Atlantic 
Coast Line R. Co., 257 Federal Rept. 138.) 

(District Court, W. D. Texas.) Suit against the Director- 
General of Railroads and those under him, in control and 
operation of railroads pursuant to acts of Congress and 
proclamation of President, to enjoin change of location of 
certain of his employees, is one arising under the constitu- 
ticn and laws of the United States, within the jurisdiction 
of federal courts. (Nueccs Yalley Town Site Co. vs. Mc- 
Adoo, Director-General of Railroads, et al. 257 Federal 
Rept. 143.) 

Control of operation of railroad by restraining order or 
injunction is within the prohibition of act March 21, 1918, 
c. 25, par. 10 (Comp. St. 1918, par. 311534j), against inter- 
ference with the possession of the Director-General of the 
property by any process.—Ibid. 

Within Act March 21, 1918, ¢c. 25, par. 10 (Comp. St. 1918, 
par. 3115%j), providing that carriers under federal control 
shall be subject to all laws and liabilities as common car- 
riers, except so far as inconsistent with the act or any 
order of the President, any law or asserted liability which 
would operate to take possession and control of the rail- 
road property out of the hands of the government would be 
so inconsistent.—Ibid. 

A suit against the Director Gcneral of Railroads, involv- 
ing his right to direct and ccentrol operation of the property 
in his possession, is not one against the carrier, permitted 
by act March 21, 1918, c. 25, par. 10 (Comp. St. 1918, par. 
3115%4j), while it is under federal control.—Ibid. 

That the amount in controversy exceeds $3,000 suf- 
ficiently appears by showing that the saving to the Rail- 
road Administration by the acts sought to be enjoined 
will be $400 per month; government control, unless relin- 
quished by the President, extending by provision of act 
March 21, 1918, c. 25, par. 14 (Comp. St. 1918, par. 3115%4n), 
until twenty-one months after peace is declared.—Ibid. 
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Provision of act March 21, 1918, c. 26, par. 15 (Comp. 
St. 1918, par. 3115%0), that the act shall not be construed 
to impair lawful police regulations of states, means that 
ordinary police regulations shall remain effective, except 
in so far as they are in conflict with the express provisions 
of the act, and does not allow effect to any state regulation 
inconsistent with the control of railroads by the govern- 
ment, given it by the act.—Ibid. 

(Supreme Judicial Court of Massachusetts, Suffolk.) The 
President could direct and empower the Director-General 
of Railroads, as his representative, to carry out the powers 
conferred upon hir by Congress as to federal operation of 
railroads on account of the emergency of the war. (West 
. vs. New York, N. H. & H. R. Co., 123 N. E. Rept. 621.) 

Notwithstanding its prior delegaticn of powers over the 
railroads during the emergency of war, enumerated in 
certain resolves and statutes, Congress, in the exercise of 
general legislative authority, could further provide by any 
appropriate enactments for the operation of the systems 
of railroad transportation undertaken pursuant to the 
President’s proclamaticn, asserting the authority vested 
by him in Congress.—Ibid. 

Rates: 

(Supreme Court of Illinois.) The convenience and neces- 
sity of the public are the eccntrolling considerations in a 
railroad freight rate hearing before the Public Utilities 
Commissicn, and the public to be considered is the pro- 
ducer of the grain, rates for which are sought to be fixed. 
and its eccnsumer. (State Public Utilities Commission ex 
rel. Board of Trade of Chicago vs. Cleveland, C., C. & St. 
L. Ry. Co. et al., 123 N. E. Rept. 547.) 


Where there is no evidcnce to support the jurisdictional 
fact that public ccnvenience and necessity demanded the 
establishment of through routes and joint rates for grain 
fixed by the Public Utilities Commission on petition of a 
board of trade, and no fnding by the commission in its 
order that public ccnvenicnce and necessity demanded 
such rates, the circuit court erred in confirming the com- 
mission’s order fixing rates.—Ibid. 

Orders of Director-General: 

(Supreme Judicial Court of Massachusetts, Suffolk.) The 
Supreme Judicial Court takes notice of general orders 
promulgated by the Director-General of Railroads, ap- 
pointed by the President to execute the authority conferred 
upcen him by Ccngress to take over the railroads on ac- 
count of the emergency of the war, in so far as they are 
applicable to an acticn against a railroad under federal 
control, though not called to the attention of the court by 
counsel. (West vs. New York, N. H. & H: R. Co., 123 
N. E. 621.) 

Order of federal Director-General of Railroads that suit 
against carrier, while under federal control, must be 
brought in the county where plaintiff resides, or where 
the cause of acticn arose, having been issued after action 
had been begun for breach of contract of employment by 
a railroad’s discharged guard, held inapplicable, so that 
the guard could resort to any court of competent jurisdic- 
tion, though no attachment on mense process could be 
made, and, if a judgment was obtained, no execution could 
be levied on the railroad’s property.—Ibid. 

Switching: 

(Circuit Court of Appeals, Eighth Circuit.) In a lease 
of land by a railroad company to a smelting company 
as site for a plant, reserving to lessor all tracks 
thereon. a provision by which lessor agreed to furnish 
material and lay all further tracks required by lessee, 
“and co all switching of its cars within its premises 
necessary in placing the same for loading and unloading 
freight or material therefor free of charge to said smelting 
company,” held not to limit such free switching service 
to that of cars for actual load hauls from or to the plant, 
especially in view of a ccntrary practical construction by 
the partics during thirty years. (American Smelting & 
Refining Co. vs. Union Pac. R. Co., 256 Fed. Rept. 737.) 


Rebates: 

A provisicn in a lease of land by an interstate railroad 
company for a smelter plant site, by which in consideration 
of the rental, ete., it agreed to do intraplant switching of 
cars, wholly disconnected from their transportation over 
its road, free of charge, held not invalid as a device to 
cover the giving of rebates.—Ibid. 
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Twenty-eight Hour Law: 

(District Court, E. D. Pennsylvania.) A carrier, wich 
delivered a shipment of hogs at the proper place accoriing 
to the car tickets before the time to unload under the 
Twenty-eight Hour Law (Act June 29, 1906 (Comp. St., par. 
5158-5161)), which shipment the ccnsignee refused to ac. 
cept, because the car tickets made by a connecting car. 
rier did not agree with the bills of lading, which called for 
delivery at another point, so that the time for unloading 
had expired before the shipment could be redelivered, and 
further delay was occasicned by the refusal of another 
connecting carrier to accept shipment after government 
inspector had ordered it unloaded for rest and feed, there 
was no willful disobedience of the act, or even negligence, 
and the carrier is not liable for the penalty. (United 
States vs. Allentown Terminal R. Co., 256 Fed. Rept. 855.) 


VALUATION REPORTS 


The Trafic World Washington Bureau. 


Tentative valuations of the property of five short line 
railroads were promulgated by the Commission July 23. 
They are the Wrightsville & Tennille, the Missouri South- 
ern, the Alabama Central, the Tooele Valley and the St. 
John & Ophir. Protests, if any, by interested parties, must 
be filed with the Commission within thirty days. 

The Wrightsville & Tennille, situated in Georgia, owns 
120.26 miles of track. Its book investment in road and 
equipment is stated as $1,039,902, after some adjustment. 
The original cost, other than land, the report says, cannot 
be ascertained. The cost of reproduction new and the cost 
of reproduction less depreciation of all common carrier 
property other than land, owned and used by the carrier, 
are reported as $1,563,556 and $1,180,617, respectively. The 
original cost of land is given as $17,999 and its present 
value as $243,383. The valuation is as of June 30, 1915. 

The Missouri Southern owns 70.3 miles of tracks in Mis- 
souri. Its investment in road and equipment, as stated in 
the books, is $802,483, but the account is reported to be 
not reliable. The original cost is not reported. The cost 
of reproduction new, exclusive of land, is given as $920,912, 
and less depreciation as $770,945. The cost of lands is 
given as $24,345, so far as ascertainable, and the present 
value as $25,168. The report is as of June 30, 1914. 


The Alabama Central, with a mileage of 8.79, is given a 
cost for reproduction new of $85,428, and, less depreciation, 
of $68,482. The book investment in road and equipment 
is $96,000. The carrier lands are given a present value of 
$1,099. The report is as of June 30, 1915. 


The Tooele Valley has 7.9 miles in Utah. Its book in- 
vestment is given as $346,224. The report finds that this 
represents the original cost as found on the records. The 
cost of reproduction new of property wholly owned is given 
as $255,216, and, less depreciation, as $206,207. The cost 
of lands owned by the carrier and used solely for common 
carrier purposes was $5,071. The cost of some additional! 
land is given as $1,000. The present value of land is given 
as $8,976. The report is as of June 30, 1915. 


The St. John & Ophir, with 8.4 miles in Utah, has a 
book cost of $139,161. This the report finds to be the 
original cost to date as nearly as it can be given. The cost 
of reproduction new is given as $127,414, and less depreci-: 
ation as $110,103, and the lands are given an original cos! 
of $858 and a present value of $664. The report is as of 
June 30, 1915. 





INDUSTRIAL TRUCK AND MINE LOCOMOTIVE 


“Efficiency,” which is an overworked word, is especially 
applicable to a subject such as the transfer of material. 
The industrial truck and the mine locomotive are illus 
trations of modern methods of haulage, and there are few 
up-to-date manufacturing establishments or mines that do 
not use one or more of them. They. do the work of many 
laborers and speed up the haulage so that not only greater 
quantities of goods are moved, but a large economy in 
labor is secured. 


These electrically propelled trucks or tractors, used it 
railway and wharf haulage and in mines, are treated in 4 
booklet issued by the Electric Storage Battery Company, 
of Philadelphia, manufacturer of the “Ironclad-Exide” bat- 
tery, whose batteries are extensively used in ihese 
machines. 
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Questions and Answers 


In this department w/ll be ans~-erei questions of both legal and 
pract cal mature that confront persons dealing wth traffic. A 
specialist on inters ate commerce iaw, who i3 a member of our legal 
department‘, will give his opinion in answer to any s'mple question 
relating to the law of inters:ate trans>ortation of freight. A traffic 
man of long exper ence and wide knowled*: will answer questions 
relating to prict cal t-affic problems. Wedo not desire to take the 
pla-e of the traffic man but to help him in}.iswork. Persons de-ir- 
ing immediate answer by moil or wire or a mo e ela*>orate treatment 
of any question—by the citation of authocit:es in a legal opinion, for 
instance—may ob‘ain this kind of private service by the payment 
of a reasonable fee. The rght is reserved to refuse to answer in 
this department any que:st’on, lezal or tra‘fc, that it may appear 
to rs unwise to answer or th>t involves a situation too complex for 
th: kind of ines igation he-ein contemplated. 

Acdres; Question: end Answer: Dener*men‘, 
Traffic Service bureau, Colorado Buildin:, Washin3ton, D. C. 


Salvage on Claims Filed By Consignor 


Michigan.—Question: We make claim for damage on 
cast iron preduct shipped to our customers, making the 
customer a memorandum invoice, and look to the carrier 
for reimbursement through the claim. Under these cir- 
cumstances should not the carrier look to the consignee 
for any salvage on broken castings, or are we obliged to 
allow a certain amount of salvage and look to our customer 
for our reimbursement? 

Answer: In a “straight” consignment the consignee is 
the prima facie owner of the shipment from the time that 
it was delivered by the consignor in good order to the 
initial carrier for transportation. In such shipments, where 
loss or injury occurs, the consignee is the proper party 
to fille claim and make adjustment with the carrier. If, 
however, the consignor assumes ownership, or as agent 
for the consignee, files a claim, then the carrier may as- 
sume that the consignor is the real party in interest and 
may make deductions against such claim for any salvage 
that has been effected. 


Failure to Give Notice of Claim 


Illincis—Question: We have a claim for approxi- 
mately $17.00 filed against the Wheeling & Lake Erie rail- 
road, shipment moving from Fremont, O., September 18, 
1917, to Wilmore, Pa., on the Pennsylvania railroad. We 
have Pennsylvania expense bill Pro. 1632 dated October 
27, 1917, which bears a notation “1 cast range 400 lbs., 1 
warming closet “crated.” Damage notation “warming 
oven in bad order when received “at Wilmore.” Signed 
“October 27, 1917, P. H. Klingensmith, Agent.” Our cus- 
tomer reported that besides the above mentioned damage 
to the warming closet, the stove was broken in several 
places, necessitating the return of the shipment to our 
factory at Fremont, O., and expense for the repairs, 
amcunting to $17.03, which includes $2.33 return freight 
charges, 

The claim is properly supported for the additional dam- 
age by concealed damage statement, but we did not file 
our claim against the carrier until December 31, 1918; 
neither did we give any notice of our intention to file 
claim. We have based our argunient that the claim 
should be paid on the fact that the damage was caused 
by either loading or unloading, or carelessness, or neg- 
ligence, but the carrier has declined the claim, denying 
that any of the damage was caused by the aforesaid rea- 
sons, and refusing to pay this damage on account of the 
claim not being filed within the prescribed six months 
ume limit. 

In reviewing remarks in current issue of The Traffic 
World on page 493, under the heading of “Michigan,” it 
Would appear that in all claims for loss or injury to goods 
the burden of showing same is unquestionably upon the 
owner. Are we to understand that that would, in this 
particular case, cover that the carriers are right in their 
Dosition in declining this claim, or is it not a fact that 
the noted expense bill and the proper concealed damage 
Statement pleces the burden of proving the damage due 
to londing or unloading or carelessness and negligence up 
fo the carrier to disprove. 

We were under the impression that the meaning 
brougit forth in this article of March 1 applied to ship- 
Ment» either short or lost in transit, and not to ship- 
ments which were damaged upon arrival at destination. 
The carriers have been paying claims of the above na- 
lure ii the past without question. This is the first time 
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we have had an occasion to have a claim denied for the 
aforesaid reasons, and if you will be so kind as to give 
your opinion through your paper, The Traffic World, as to 
whether or not we should have notified the carrier within 
the six months time limit of our intention to file claim, 
we will greatly appreciate it. 

Answer: If the carrier takes the position that the 
injury was not caused by delay or damage while being 
loaded or unloaded, or damaged in transit by careless- 
ness or negligence, and therefore refuses to pay your 
claim on the ground that it was not filed in writing 
within six months after delivery of the property, it will 
be necessary for you to institute your suit in the courts 
within two years and one day after delivery of the prop- 
erty, and prove by satisfactory ‘evidence that the injury 
was due from causes which under the Cummins Amend- 
ment does not require such notice be given. In all 
claims for loss or injury to goods the burden of proving 
the same is upon the owner, and so where he claims that 
under the contract of shipment he is exempted from the 
duty of giving notice of injury from certain causes, the 
burden of proving that the injury which occurred fell 
within the exception of the contract rests upon the owner. 
A safe rule to follow is to give the carrier written notice 
of the injury within six months of the time when the 
shipment was delivered, no matter from what causes the 
injury occur. Because the phraseology of the Cummins 
Amendment clearly shows that Congress did not intend 
that no notice of claim for loss or damage is required to 
be given in any instance, but, on the contrary, the intent 
of Congress seems to be to require such notice to be 
given in all cases except that the period for giving notice 
of claim shall not be shorter than ninety days and for 
filing of claims for shorter period than four months, and 
for the institution of suits than two years; provided, 
further, that if the loss, damage or injury complained of 
was due to delay or damage while being loaded or un- 
loaded or damaged in transit by carelessness or neg- 
ligence, then no notice of claim nor filing of claim shall 
be required as a condition precedent to recovery. 


Allowance for Moisture in Coal Shipments 


Texas.—Question: For the past several months a num- 
ber of railroad claim departments have made a demand 
upon shippers of coal in the case of claims for loss, of a 
percentage allowance for moisture of from 1% to 3 per 
cent of the net weight of the car. 

Will you please advise if there is any warrant in law 
for such a demand on the part of the rail carriers, or if 
a case has ever been decided in any court in which this 
question is involved, and if so please refer us to such 
court decision? 

Answer: In re Weighing of Freight By Carriers, 28 
I. C. C. 26, the Interstate Commerce Commission said: 
“Where coal is wet in process of preparation for ship- 
ment so that the moisture does not become at any time a 
part of the coal itself, but soon evaporates, there would 
seem to be strong reason why a proper deduction should 
be made from the weight as ascertained at the mine. 
When the moisture is a part of the coal itself, even 
though it subsequently exaporates, the carrier may prop- 
erly require that the weight at the mine shall govern.” 
In the same case the Commission said that in shipments 
of commodities that are subject to moisture and shrink- 
age, a tolerance of 500 pounds for variation in weights 
should be allowed. Again, in the case of Claims for Loss 
and Damage of Grain, 48 I. C. C. 544, the Commission 
held that the rule by the carriers to the effect that there 
will be deducted from the weight of the grain lost one- 
eighth of one per cent of the shipping weight of wheat, 
rye, oats and other small grain, and one-fourth of one 
per cent on corn to cover shrinkage due to evaporation 
or other material or other natural causes, was not un- 
reasonable. In the case of Washed Coal Weights, 45 
I. C. C. 98, the Commission said that the proposed rule 
of the carriers providing for the collection from Alabama 
mines to points in the South and West, on basis of actual 
net weight ascertained at point of shipment, and making 
no tolerances for moisture was not justified. Further, 
in the case of Northwestern Traffic and Service Bureau, 
Inc., vs. C., M. @& St. P.. BR: B., 47 I. C. C.. 556, the Com- 
mission said increase in tolerance on anthracite coal of 
one per cent difference between origin and destination 
weight and one-half of one per cent on bituminous coal, 
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as an allowance for evaporation and moisture in addi- 
tion to the regular tolerance allowance of one per cent, 
was not justified. 

So that it appears that a carrier may lawfully adopt 
any reasonable rule for an allowance of moisture on coal 
in claims for loss, when subject to evaporation, but we 
find no rule of the Interstate Commerce Commission 
which permits a carrier to require an allowance for 
moisture as high as 3 per cent in difference between the 
original and destination weights. 


Claims Against Receiver of Railroad Under Federal 
Control 


IIlinois—Question: We have recently received a letter 
from the claim department of one of the carriers with 
which we had a claim, reading as follows: 


This claim arose during the period of receivership and prior 
to the time that the railroad was taken over by the United 
States Railroad Administration. The administration has not 
authorized the payment of claims during receivership period. 
Until such authority is received it will be impossible for me 
to do anything in the matter. 


By way of explanation would say that this claim was 
for loss and is an interstate shipment, moving from a 
point in Ohio to one in Missouri. We would like to know 
if there is anything that can be done and, if so, what 
procedure is necessary. 

Answer: The federal control act, approved March 21, 
1918, gave the President possession of the railroads only 
in a limited sense and for specific purposes and made 
the Director-General of Railroads liable only for such 
claims as arose during federal control, and not for those 
that existed prior to Dec. 31, 1917. In a recent case in 
the United States District Court for Georgia, Southern 
Cotton Oil Company versus Atlantic Coast Line Railroad 
Company, 257 Federal 138, the court held that under the 
presidential proclamation assuming control of the rail- 
roads and the general orders of the Director-General, the 
employees of the railway companies who continued in the 
service became the employees of the government, and 
service cannot be made on them as agents of the cor- 
poration in actions for injuries caused while the railroads 
were privately operated. 

If, therefore, you had a legal claim against the railroad 
that has subsequent thereto been taken over by the gov- 
ernment and the railroad was then and is now in the 
hands of a receiver, this receivership was not terminated 
by reason of the railroad coming under federal control, 
and you should prosecute your claim against the receiver, 
provided the property has not been reconveyed to the 
original owners. 


Interest on Overcharges 


California.—Question: In your Open Forum of your 
publication of June 7, 1919, subject, “Interest on Over- 
charges,” we note a letter from Mr. C. A. Prouty, Di- 
rector of Public Service, addressed to the Northwestern 
Fruit Exchange, Seattle, Wash., and in the last para- 
graph of Mr. Prouty’s letter he states that he is in 
receipt of a statement that the Supreme Court of the 
United States has decided that interest should be paid 
on overcharges from the date of collection, and, if that 
turns out to be so, of course, the circular would be 
modified accordingly; otherwise it will not be so. 

Will you please advise whether you have information 
as to whether the Supreme Court of the United States 
did make such a decision and, if so, what method of 
procedure would be necessary to have Mr. Prouty so 
advised? 

We have a number of large overcharge claims against 
transportation companies here and, as the overcollections 
were made a year ago and the claims have not been paid, 
unless we could get a definite ruling on the overcharge 
feature, the two years and one day will elapse. This 
company being engaged in shipbuilding for the United 
States prior to the signing of the armistice, we were 
unable to give as close attention to freight claims as we 
have been since that time, therefore, our claims were 
not presented until in some cases six or eight months 
after the overcollection. 

We certainly are of the opinion that the consignee and 
consignors are entitled to interest from date of over- 
collection and would be willing to pay interest on the 
undercharges, which we seldom receive. 
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Answer: The Director of Public Service probably had 
reference to the case of Arkadelphia Milling Co. vs. &. 
L. & S. W. Ry. Co., 249 U. S., 134, recently decided, to 
the effect that interest on overcharges are payable from 
the time of collecting such overcharges. But this case 
only follows the rule already established by the United 
States Supreme Court in earlier cases, for instance, Stew. 
art vs. Barnes, 153 U. S., 456, and the rule by the Inter. 
state Commerce Commission, in rule 489, Conference Rul- 
ings Bulletin No. 7, in which the Commission said “in- 
terest on an overcharge (by which is meant the amount 
collected on a shipment in excess of the legally published 
rate) accrues from date of its collection by a Carrier, 
whether arising from an error in rate, weight or clas- 
sification.” 

Aside from the decision by the United States Supreme 
Court, it is our opinion that the rule made by the Divi- 
sion of Public Service and Accounting of the United 
States Railroad Administration, in P. S. and A. Circular 
No. 41, is irregular by reason of the prior ruling of the 
Interstate Commerce Commission, as given in rule 489, 
Conference Rulings Bulletin No. 7. In a recent decision 
by the Interstate Commerce Commission it clearly held 
to the view that it reserved the right to pass upon any 
rule or regulation made by the United States Railroad 
Administration affecting carriers under federal control, 
and this view of the Commission has been tentatively 
accepted by the Director-General pending the time when 
the final decision is made by the appropriate tribunal 
of the question thus raised. Consequently it is our opin- 
ion that the Division of Public Service and Accounting 
of the United States Railroad Administration has no au- 
thority to repeal, amend or add to any rule or regulation 
previously made by the Interstate Commerce Commission. 

Loss in Shipment Moving Under Clear Record 

Ohio.—Question: Some time ago we shipped a carload 
of 1,100 automobile tires to Boston, Mass., and car ar- 
rived with a shortage of 10 tires, there being only 1,090 
tires checked out of car at destination. We furnished 
affidavit signed by both loader and unloader of car, but 
the railroad company is declining claim, stating their in- 
vestigation shows car moved through under same seals. 

In your opinion, is this sufficient cause for declining 
our claim? The writer has known of a number of in- 
stances where tires have been removed from cars by 
loosening car door, thereby leaving seals intact, also by 
unloosening seals (which in this case were the flat tin 
self-locking type) and replacing them in such a manner 
as to give no outward appearance of having been dis- 
turbed. These seem to be very easy tricks for an expert 
and there are apparently many of that class operating 
over the country, judging from our tire losses. 

Answer: The claim in question is probably declined 
by the carrier by reason of the rule of the United States 
Railroad Administration in the matter of clear record 
cars, as contained in its General Order No. 57-A, rule 
No. 8 (a), which reads, “if, after thorough investigation 
by the carrier, no defect in equipment or seal record is 
discovered, such record shall be accepted as prima facie 
evidence that the carrier had delivered all of the grain 
that was loaded into the car.” This appears to be the 
attitude of carriers regarding claims that are to be set- 
tled amicably out of court. But in the event that claim- 
ants must resort to litigation in the courts, it is our 
opinion that a carrier could not successfully maintain 
disposition under section 21 of the Pomerene bill of lad- 
ing act and the general weight of legal authority. The 
courts have generally held that if the owner shows by 
satisfactory evidence that a certain quantity of goods 
had been loaded at shipping point and that a lesser quan- 
tity had been received at destination point, the carrier 
is prima facie liable for the difference, and places upon 
the carrier the burden of proving that the shipper did 
not in fact load the quantity alleged, or that the loss 
occurred through improper loading by the shipper, oF 
that the difference in weight was caused by shrinkage, 
evaporation, or other causes over which the carrier had 
no control. 

Expenses Incurred in Salvage 

Ohio.—Question: On July 10 we received a box carload 
of bleaching powder, consisting of 85 drums, which had 
received so much rough treatment in transit that the 
tops were damaged to such an extent that it allowed the 
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chlorine gas to escape. When the car was placed at our 
factory for unloading the fumes were so great that it 
was impossible for us to get near the car and, owing to 
the fact that. this material deteriorates rapidly, we re- 
fused the shipment. However, acting upon the carrier’s 
agent’s suggestion, the car was switched from factory 
site to another location within the near vicinity and 
doors thrown open in order that the fumes might escape 
sufficiently to permit the unloading of the shipment, which 
was completed after the agent had guaranteed his line 
would stand all of the additional expense incident to the 
unloading of shipment, if we would take the car off their 
hands. 

We now find that, owing to the condition of this ship- 
ment, that we were obliged to pay demurrage charges 
in the amount of $12.36, switching charge of $2.06, extra 
labor $35.20, which makes a total of $49.62 in excess of 
what the ordinary cost would be to unload car had the 
same been received in first-class condition. Since these 
are special damages and not governed by the bill of lading 
contract, can we hold the carrier liable for this extra 
expense in view of the fact that their agent authorized 
us to go to the additional expense in order to avoid hav- 
ing car on hand refused? 

Answer: On the facts that you submit, we do not re- 
gard the items of expenses above given as special dam- 
ages for which the carrier would not. ordinarily be liable. 
We understand that you did not actually accept delivery 
of the shipment in its damaged state at your usual un- 
loading point, but arranged for unloading it at another 
point, at which it could be done with more safety and 
with the purpose of saving as much of the shipment as 
was possible. Such incidental damages as naturally and 
approximately result from the injury are recoverable. 
Under this head the owner would be entitled to recovery 
for reasonable expenses in seeking to reclaim the goods, 
or in restoring them to their former condition, or en- 
deavoring to reduce the loss to its lowest amount. See 
Hutchinson on Carriers, 3d edition, volume 3, section 1362. 


Charges on Damaged F. O. B. Shipment Destination 


Pennsylvania.—Question: We had oceasion to file a 
claim some time ago for loss and damage to a shipment 
in transit, we paying the freight charges at destination, 
charged the proportion of same covering the goods lost 
and damaged, while the shipper allowed the full amount 
of freight charges by deduction on invoice rendered. 

The claim department of the carrier who handled the 
claim deny our right to collect these charges and intimate 
that if corrected bill eliminating amount of freight charges 
is not sent them within a period of fifteen days from 
the date of their letter that the claim will be “closed.” 

We take the ground that as we paid the freight charges 
and carriers failed to perform their part of the contract 
that we are entitled to and must be reimbursed the 
amount of freight charges which we paid them, covering 
the goods which were damaged and lost while in their 
Possession. Are we correct? 

Answer: Presumably the carrier is basing its stand on 
that stipulation in the uniform bill of lading which pro- 
Vides that the amount of any loss or damage for which 
a carrier is liable shall be computed on the basis of the 
actual value of the property at the place and time of 
shipment, including the freight charges, if paid, as evi- 
denced by the invoice price. That, therefore, as the in- 
volce price showed a deduction of freight charges, the 
Same was not actually paid by the consignee, and, con- 
sequently, the latter had not been damaged in the amount 
of the freight charges paid. 

However, such a position is not necessarily a correct 
one. In the first instance, the invoice price does not rep- 
resent the amount for which the carrier is liable unless 
that price is fairly representative of the actual value of 
the property at the place and time of shipment. In the 
second instance, the stipulation precludes the carrier from 
colleciing freight charges on lost or damaged shipments, 
and unless the carrier can show that the consignor ab- 
sorbed the freight charges and did not include them in 
his invoice price, so that the actual value of the property 
to the consignee was the invoice price, without freight 
charges added, at place of shipment, the consignee is 
entitled to be reimbursed in the amount of freight charges 
he paid. If, however, the consignor was ultimately to 
meur ihe freight charges, and the goods were to be de- 
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livered at destination at the full risk and cost to him, 

then he and not the consignee is the party entitled 

to the freight charges, since the consignee has suffered 

no loss in freight charges. : 
Freight on Returned Shipment 


Michigan.—Question: A carload of autos was loaded 
at Cincinnati, O., for Oakland, Calif. When the car 
reached St. Louis, Mo., it was found that the autos were 
damaged, and upon being asked to furnish disposition of 
the shipment, which was consigned to our order, we sug- 
gested to the railroad company that they might return 
it to the factory at Flint for repairs, provided that it be 
returned free and that the prepaid charges from Cincin- 
nati to Oakland be refunded. The shipment was returned 
and repairs made to the machines, they being replaced in 
our stock, no duplicate shipment having been made giv- 
ing reference to the one which was returned. 

The railroad has paid our claim for damage, but de- 
cline to refund us in full for the prepaid charges, claiming 
that they should collect the proportion of the through 
charges accruing up to East St. Louis. Some railroads 
publish rules governing damaged shipments returned for 
repairs and provide that where they are returned to the 
factory for repairs, the duplicate shipment or the original 
one repaired will be transported free to destination over 
the same route as the original have been paid, which 
could also be construed to mean that if they were not 
paid the second shipment would travel free to the point 
to which charges had been collected on the first ship- 
ment. They do not provide what method of procedure 
should govern when the shipments are returned for re- 
pairs and not forwarded or duplicated, and do not specific- 
ally provide .nat shipment must be duplicated or re- 
forwarded when repaired. In the absence of such provi- 
sion it is our contention that in the.case in question no 
service has been performed and that we should not be 
obliged to pay the freight to East St. Louis, having in 
mind the amount of loss or damage for which the carrier 
is liable is the ‘value of the property, including freight 
charges, if prepaid, at the place and time of shipment, 
which hes recently been condemned by the Commission 
and replaced by a liability clause, making the carrier lia: 
ble for the market value at destination less the trans- 
portation charges, if any, which means that where the 
goods are delivered at destination the value at destination 
includes the freight charges. 

It will be appreciated if you will advise us if our posi- 
tion in this matter is right and if you can furnish ref- 
erence to authority for your opinion, bearing in mind 
that had not this damage been discovered at St. Louis 
and shipment presented for delivery at Oakland in a dam- 
aged condition it would have been refused and the prop- 
erty would have been thrown upon the hands of the 
transportation companies, in which event they could not 
expect us to pay the charges to Oakland, if we agreed 
to take the machines off their hands and charge them 
for the cost of repairs. 

Answer: In accordance with the uniform bill of lading 
a carrier is not entitled to its freight charges on a lost 
or wholly damaged shipment, and entitled to its propor- 
tion only of freight charges on a shipment partly lost or 
damaged. This provision covers shipments that have 
moved in accordance with the shipping contract from 
shipping to destination point, and any such shipments 
when damaged, unless they are wholly worthless on ar- 
rival at destination, the consignee is not warranted in 
refusing them on account of being partly damaged. 


When, however, the consignor recalls a shipment dam- 
aged in transit before it reaches its destination, his con- 
tractual relation with the carrier has undergone a change 
from that stipulated in the original bill of lading. At 
common law a consignor had no right to request a ship- 
ment consigned “straight” to the consignee, and the right 
to do so now is by reason of such changed rules and 
regulations as the Interstate Commerce Commission per- 
mit the carriers to publish in their tariffs, and, as a 
consequence, such tariffs must be strictly observed in all 
instances. It is usual for tariffs permitting the return of 
shipments to clearly state the limitations under which a 
return shipments may move free or at a reduced rate, and 
if these limitations are not strictly observed, the shipper 
would not be entitled to the free or reduced rate, and 
the carrier could not apply the same without violating 
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section 2 of the act regarding the application of a special 
rate, rebate, etc. The Interstate Commerce Commission 
said in re Reduced Rates on Returned Shipments, 19 
I. C. C., 418, “it does not permit jobbers and manufacturers 
to secure the return of unsalable goods at one-half the 
regular tariff rates, but it. is plain that such shipments 
do not constitute a different kind of traffic from original 
shipment of similar freight. Under the law there can be 
no justification for a special rate on unsalable goods, 
whether moving as a return shipment or otherwise.” In 
rule 248, Conference Rulings Bulletin 7, the Commission 
held that it could not release the carrier from the obli- 
gation of collecting the published rates for all the move- 
ments actually made, in a shipment that had moved 150 
miles from the point of origin, although before discov- 
ered that an error had been made in filling the consignee’s 
order, who had been informed by the carrier’s clerk 
that the car could be returned without extra charge, and 
thereupon the consignor requested its return for the cor- 
rection of the loading. While this rule is not wholly in 
point, yet the doctrine it announces has some application 
to the shipment in question when considered as a return 
shipment which had moved in accordance with the usual 
tariff regulations covering return shipments. 


Surrender of Straight Bill Not Usually Required 


Missouri.—Question: The writer, being an interested 
reader of the Traffic World, desires to call your attention 
to what seems to be a contradictory statement pertaining 
to delivery of freight without surrender of bill of lading. 
We refer you to your January 11, 1919, issue, page 82, in 
your answer to delivery of freight without surrender of bill 
of lading, also to your answer to “Illinois” on page 942, 
your issue of May 3, 1919. 

In your first issue you state that any form of shipment, 
whether on straight bill of lading or order notify bill of 
lading, the carrier can only deliver goods at destination or 
anywhere else upon the surrender of the bill of lading 
covering the goods properly endorsed. We judge from this 
statement that while your answer refers to an order notify 
bill of lading that it also applies to straight bill of lading. 
In your answer to “Illinois” you state that in accordance 
with court decisions and section 8 of Pomerene Bill of 
Lading Act, the carrier, in the absence of some lawful 
excuse, was bound to deliver the goods described in the 
bill of lading on demand made by the consignee or his 
duly authorized agent. We should appreciate a reply in 
the columns of your publication that will clear up this 
matter and enlighten us regarding same. 

Answer: See our answer to “Maryland,” page 86 of the 
Traffic World, July 12 issue, under above caption, in which 
this matter is discussed. 

Application of Rates Under General Order No. 28 

New York.—Question: I have read with interest your 
answer published on page 1285 of June 14, under the above 
heading, and would like to know if any tariff was filed 
with the Interstate Commerce Commission that would per- 
mit any eastern road to protect the combination of rates 
in effect prior to June 25, plus the 25 per cent increase, 
when each road’s increased supplement provides for a 
minimum scale of class rates. 


Answer: None of the eastern lines have published the 
rule authorized by the director of traffic in Freight Rate 
Authority No. 10, to the effect that a minimum scale of 
class rates as provided in paragraph, as section 1 of Gen- 
eral Order No. 28, will apply to through continuous hauls. 
This rule has, however, been published in Supplement 16 
to Illinois Classification 10B, E. B. Boyd’s I. C. C. A658, 
and in F. L. Spieden’s Freight Tariff No. 44, I. C. C. 267, 
in section 3, and should have been published in accordance 
with the instructions contained in freight rate authority in 
tariffs of all eastern lines. 


Diversion Under Instructions to Protect Through Rate 


Illinois —Question: We shipped a car of potatoes from 
A, March 11, 1919, to B, and on March 14 we placed diver- 
sion orders with the carrier handling the car to divert same 
to C. The rate from A to C does not apply via B, but in 
our reconsigning instructions we specifically stated to “pro- 
tect through rate,’ which, of course, meant that they 
would have to catch the car at the diverting junction via 
which the through rate would apply. At the time we filed 
the order we also called their outer yard on the telephone 
and asked if the car had arrived and they stated it had 
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not arrived. If the car had arrived we would not have 
placed the diversion orders, as a combination of local rates 
would be applied. Now instead of notifying us that it was 
too late to make diversion or that car had arrived at B, 
they went ahead and diverted the car on its arrival at 3, 
applying local rates to and from B. 

We contend it was the duty of the carriers to notify us 
that it was impossible to accomplish diversion and that 
through rate could not be protected, especially so because 
our written instructions to them specifically stated to “pro. 
tect through rate.” Is there any ruling you could cite that 
would cover a case of this kind? If so, would appreciate 
if you will mention the case number when replying in 
your columns. 

Answer: In our opinion it was the duty of the carrier, 
if possible, to divert the shipment at a junction which 
would have permitted of the protection of the through 
rate. If this was impossible owing to the car having passed 
the proper junction before instructions were received to 
divert the shipment, then the carrier should have, upon 
arrival of the car at B, secured further instructions as to 
final disposition of the shipment. We are, however, unable 
to cite you to a decision of the Commission, covering the 
point in question. 

Lowest Combination Applicable in Absence of Through 
Rate to Final Destination 

Missouri.—Question: Very frequently I have occasion 
to discuss the merits of the different tariff publications as 
well as interpretations of their application. This brings 
to mind a problem that I recently presented to one of our 
traffic officials, and on which I am uncertain as to the 
propriety of his decision. Therefore I respectfully ask 
that you give me the benefit of your views in the matter. 

There is a through class rate from point A to point B 
that includes only delivery on the terminal carriers’ tracks 
and no switching is absorbed out of this revenue. There 
are several concerns located within the switch limits on 
various other lines on which there is a switching charge 
published in the terminal tariffs of the delivering carrier. 
The rate from A to C, plus a transfer charge from C to B, 
is lower than the other rate as mentioned above from A 
to B. The point of delivery is within the switching limits 
and the switching charge is added in either event, whether 
you apply the through rate to B or the combination rate 
based over C. Inasmuch as there is no other published 
joint rate to the place of delivery it is contended that it 
is permissible to apply the combination rate plus the termi- 
nal switching charge in preference to the through rate plus 
said switching charge. 

Inasmuch as administrative ruling provides that when 
two or more carriers publish a through rate, such through 
rate is the lawful rate for that traffic, it is my view that 
we cannot ignore the published through rate and apply 
the combinaticn, even though a lower through transporta- 
tion charge prevails by such action. The question most 
important to be settled is: Do we consider the place of 
delivery at destination or the destination as shown in the 
line haul tariff as basis for determining what is considered 
a through rate? 

In this respect I might mention that in the event it is 
permissible to apply the combination it would result in 
discrimination in favor of the concern located beyond the 
delivering carrier as the combination rate would produce 
a lower transportation charge to such concerns than those 
located on the delivering terminal on account of applying 
the through published rate to such concerns located on the 
delivering carrier. 

Answer: In the absence of a through rate from point 
of origin to final destination the lowest combination rate 
applies. There being no through rate to final destination 
of shipments in the instance referred to by you, we are 
of the opinion that the combination based over point C is 
the proper rate to apply. 


War Tax on Export Shipments 


New York.—Question: According to your statement in 
January 18 issue, page 129, goods forwarded on export bills 
of lading or on bills of lading showing foreign destination, 
clearly indicating that goods covered are to be exported. 
pay no war tax on the freight. We are exporting con- 
tinuously and up to now no demand for war tax has been 
made on goods from the interior. 

The A company has shipped carload upon carload for us, 
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freight prepaid, minus war tax. The last shipment went 
forward on June 7 and, as heretofore, they prepaid freights 
for us. To this freight is added war tax on inland part 


‘ of freight. We are told that this war tax has to be paid 


in accordance with the Director General’s Order No. 693. 
Now we do not know the text of Order No. 693. Unless it 
should take up too much of your valuable space, we ask 
that you print it as part of your answer to our query as 
to whether export goods pay war tax on inland part of 
freight even though it is clearly shown that goods will 
stop nowhere in the country, but will go right through to 
foreign destination. 

Answer: Article 15 of Treasury Decision 2889, which 
supersedes Article 15 of Regulations No. 49 of the Treasury 
Department Rules and Regulations for Collection of Taxes 
on Transportation of Property, provides as follows: 

“Amounts paid for the transportation of property in 
course of exportation to foreign ports or places are held to 
be exempt from the tax imposed by section 500 of the 
revenue act of 1918.” 

Property is in course of exportaticn when it has been 
started on voyage or delivered to the carrier for transporta- 
tion to a place beyond the boundaries of the United States. 
The movement must be continuous—there must be no 
“break” in the movement, the property must not come “to 
rest.” In case there is a “break” or the property does 
come “to rest” at any point in transit, the first movement 
is a complete domestic movemet and amounts paid for the 
transportation are taxable and not subject to exemption, 
adjustment, or refund. If the property, at the point where 
the “break”’ occurred or where it had come “to rest,” is 
subsequently started on voyage or delivered to the carrier 
for continuous shipment to a foreign place and no “break” 
afterwards occurs or the property does not again come 
“to rest,” the export movement is the one from the point 
where the shipment was broken or the property had come 
to rest and amounts paid for its transportation between 
the point where the last break occurred or it had come 
to rest and the point of export are exempt from tax if the 
requirements of this regulation are strictly complied with. 

A “break” occurs or property comes “to rest’ when a 
shipment moving in commerce, although it may consist of 
articles or products manufactured or produced for export, 
and which the shipper, producer, or manufacturer intended 
for exportation, reaches a place in the United States where 
at the instance of the shipper or his agent it is stopped for 
a business purpose, private sale, storage, grading, sacking, 
reshipment, or manufacture and not in necessary delay or 
accommodation to the means of transportation. 

To secure exemption from tax on amounts paid for the 
transportation of property in the course of exportation, 
it is necessary that proof of the continuity of the move- 
ment and of its export character be submitted. The 
decision then provides what must be done in order to 
prove the export character of the shipment, which con- 
sists in furnishing adequate proof of the export char- 
acter of the shipment by disclosing that the shipper had 
on hand at the time the movement started a contract, 
order, proposal of purchase or other written evidence of 
intention to export (such other written evidence of in- 
tention to export to be one year’s estimated requirements 
determined by averaging the quantity exported during 
the three preceding years as shown by the books of the 
shipper or to be based on a firm order) for delivery of 
we at a place beyond the boundaries of the United 

tates. 


In addition, it is necessary that proof of the con- 
tinuity of the movement be made. Such proof of the 
export character of the shipment and of the continuity 
of the movement will be provided in the form of a 
“Temporary Exemption Certificate” and a “Certificate of 
Exportation,” which will contain the necessary informa- 
tion and connect the movement from the point of origin 
with the movement from the point of export. 


REDUCED PASSENGER FARES 


The Railroad Administration would be authorized and 
directed to make certain reductions in passenger fares 
under the provisions of a bill introduced in the House by 
Representative Black. The bill provides that during the 
period of federal control, “whenever in his opinion the 
public interest requires, the President may initiate rates, 
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fares, charges, classifications, regulations and practices by 
filing the same with the Interstate Commerce Commission, 
which said rates, fares, charges, classifications, regula- 
tions and practices shall not be suspended by the Commis- 
sion pending final determination; provided, that the Presi- 
dent, acting by and through the Director-General of Rail- 
roads, is hereby authorized and directed to hereafter grant 
reduced rates of one and one-third fare for round trip over 
railroads under federal control to passengers attending con- 
ventions, meetings or congresses of religious, educational, 
professional, charitable, fraternal,: military, commercial, 
business, industrial, live-stock or agricultural organizations 
or associations under such rules and regulations as the 
Director-General of Railroads may prescribe not inconsist- 
ent with the provisions of this act.” 


ILLINOIS CLASSIFICATION CASE 


At the opening of the hearing in Chicago, July 21, be- 
fore Commissioner Meyer and Examiners Disque and Hill- 
yer, in the Illinois Classification case (ex parte 67), N. S. 
Brown, of the committee of attorneys appointed by the 
Railroad Administration to represent the carriers, read 
the following explanatory statement with respect to the 
case: 

“At the hearing in what is known as the first five per 
cent rate case (31 I. C. C., 351) the carriers in the Cen- 
tral Freight Association territory offered evidence with 
respect to the measure of the rates prevailing in that 
territory, and the various adjustments of such rates, with 
a view of obtaining not only an increase in the rates 
themselves, but with the further purpose of ultimately 
bringing about a general revision of the scale of rates 
prevailing in that territory. The Commission in its re- 
port of that case found that the C. F. A. rates were un- 
reasonably low—that the adjustments of the scale were 
illogical, inconsistent and discriminatory; that the car- 
riers in that territory ought, in the public interest, ‘to 
have as much additional revenue as would be produced 
by a five per cent increase, and probably more,’ and 
stated in its report ‘that the testimony tending to show 
that a readjustment of rates in Central Freight Associa- 
tion territory is what is needed was not disputed.’ Fol- 
lowing this decision the carriers put into effect their 
tariffs carrying the increase in rates therein authorized, 
and thereafter proceeded to carry out the suggestion of 
the Commission with respect to a general readjustment 
of the rates which had again been suggested by the Com- 
mission in its second report in the five per cent case. 
(32 I. C. C., 325, 1. ec. 328), wherein the Commission said: 


It is expected that the constructive work suggested in the 
original report for the purpose of conserving and augmenting 
the net revenue of the carriers generally will be carried for- 
ward without interruption. 


“It was then generally recognized by everyone familiar 
with the situation that the so-called maximum freight 
rate statute of Ohio stood as the primary cause of the low 
scale of rates theretofore prevailing in that territory, and 
for most of the illogical and discriminatory adjustments 
of the rates. This statute held the rates within the state 
of Ohio to an extremely low level. The effect of the statute 
was naurally reflected in the state of Indiana, and in 
other parts of the territory, because one community as- 
serted a right to have as low a rate as the Ohio com- 
munities. But notwithstanding the difficulties in the way, 
the carriers entered upon the work of a general revision 
of those rates with the earnest purpose of ultimately 
bringing about a general uniformity of rates out of the 
then chaotic conditions. They thereupon filed with the 
Commission a proposed new scale of rates to be applied 
throughout the C. F. A. territory. They then went be- 
fore the state commissions of Ohio, Indiana and Illinois, 
and stated their purpose to bring about if possible a 
general uniform revision of the rates, not only as applied 
to interstate traffic, but to intrastate traffic as well. They 
went before the legislature of the state of Ohio, and 
finally secured the repeal (in May, 1915) of the maximum 
freight rate statute hereinbefore mentioned. 


“The task of bringing about the general revision pro- 
posed had to be carried forward step by step. It was neces- 
sary to proceed before the Interstate Commission with 
respect to the revision as applicable to interstate 
commerce. It was necessary to proceed before the vari- 
ous state commissions with a view to bringing the intra- 





204 


state rates to the level of the rates authorized by the 
Interstate Commerce Commission. The general revision 
case before the Interstate Commerce Commission is known 
as I. & S. Docket No. 965, reported in 45 I. C. C. 254. 
By its decision, this Commission prescribed its own class 
rate scale for C. F. A. Territory generally, together with 
a somewhat higher scale for Michigan interstate rates. 
The carriers promptly filed their tariffs carrying the rates 
authorized by that decision, and by the decision in the 
fifteen per cent rate case. (Ex-parte 57, 45 I. C. C. 303.) 
These rates became effective throughout C. F. A, territory 
on or about September 20, 1917. 

“Thereupon the carriers proceeded with the work of 
revision before the various commissions of the several 
states in that territory, with the result that in those 
parts of the states of Pennsylvania and New York within 
C. F. A. territory, the revised scale was authorized to go 
into effect September 20, 1917; in that part of West Vir- 
ginia within C. F. A. territory, and in Ohio, October 20, 
1917; in Indiana on November 20, 1917, and in Michigan 
during the months of January and February, 1918. 

“The authorizations of these various state commissions 
brought about substantial uniformity in the scale of rates 
applying on both interstate and intrastate traffic in those 
states. In New York and Pennsylvania the rates were 
authorized by the state commissions without a hearing. In 
the other states mentioned the new rates became effective 
after suspension and after hearings more or less exhaust- 
ive. At every hearing before the state commissions the 
great question brought forward by the commissions and 
the shippers was whether there was to be, in fact, sub- 
stantial uniformity of rates in these competing communi- 
ties; in other words, were corresponding adjustments to 
be made in the adjacent states. Ohio wanted to know 
what was to be done in Indiana, and Indiana wanted to 
know what was to be done in Illinois, and so on. 

“At the hearings before the Ohio commission the carriers 
promised that the work then before them would be prompt- 
ly taken up with the Indiana commission, and they prom- 
ised the Indiana commission to proceed promptly with the 
readjustment of the Illinois rates by making proper ap- 
plication to the Illinois commission; and shortly after the 
Indiana commission authorized the carriers to put the re- 
vised rates into effect, the carriers proceeded before the 
State Public Utilities Commission of Illinois with a view 
of obtaining the authority of that body to put the revised 
scale into effect on intrastate traffic in the state of Illinois. 
The applications of the carriers were heard by the Illinois 
commission at great length. Much opposition was brought 
forward by various shippers in that state, and before the 
case was finally concluded, the government took the rail- 
roads under its control. But notwithstanding this fact, the 
hearings on the applications were continued until about 
the time the Director-General issued his General Order No. 
28, and following the suggestions of the Railroad Adminis- 
tration, the carriers dismissed their application before the 
Illinois commission. 


“Following the dismissal of those applications, the Pub- 
lic Service Commission of Indiana and various shippers 
of that state lodged complaints with the Railroad Admin- 
istration, directed against the class and commodity rates 
prevailing on intrastate traffic in the state of Illinois, and 
alleged generally that the continued application of such 
class and commodity rates creates an undue preference 
and advantage in favor of Illinois, and against the shippers 
in the state of Indiana, and against the localities in the 
state. 

“As a result of these complaints and charges the Rail- 
road Administration entered upon an investigation of the 
matter. Exhaustive hearings were held before the proper 
traffic committees. Reports of these committees were 
made and forwarded to the authorities at Washington, with 
the result that the Director-General has now requested 
the Interstate Commerce Commission to enter upon an 
investigation of the entire matter, and that upon the con- 
clusion of this investigation it advise the Director-General 
whether in its judgment and opinion the present Illinois 
Classification and the present class and commodity rates, 
applicable between points in Illinois, should be continued 
in effect and, if not, what amendments should be made 
thereto, or what classification and what adjustments of 
class and commodity rates should be substituted therefor. 

“It will be observed, therefore, that the present contro- 
versy is not new. The work of bringing about a uniform 
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revision has been progressing step by step since /915, 
The questions involved in this proceeding are identically 
the same questions as were involved in the applications 
of the carriers before the State Public Utilities Commis. 
sion of Illinois. The complaints now made by the Indiana 
commission and by the shippers of that state are the 
same complaints respecting the Illinois rates as were 
made when the carriers were before that commission 
asking its authority for a general revision in that state, 

“The carriers by the order of the Commission entered 
herein are made respondents to this proceeding. It is 
their purpose and desire to lay before the Commission in 
as simple a manner ts possible the exact facts with re. 
spect to the rate adjustments in Indiana and Illinois, and 
in Central Freight Association territory generally. It 
has been our thought that the Commission desires full 
and complete information as to this rate situation; and in 
addition to laying before the Commission full information 
as to the rate situation, it has been our thought that the 
Commission will also wish to know just how the carriers 
are affected by these Illinois rates, and to receive the 
views of the carriers respecting the remedies to be ap- 
plied, in order to complete, so to speak, the great work 
of the general revision of C. F. A. scale of rates. And 
unless the Commissioner shall otherwise suggest, the car- 
riers will proceed along the lines herein stated.” 


COAL CAR SUPPLY 


The Pennsylvania Railroad, Eastern Lines, makes the 
following appeal to the public for the prompt unloading 
of open top cars: 

“The coal car supply is falling short of requirements 
and indications point to a marked shortage in the future, 
unless the supply can be increased by more prompt re- 
lease of cars at destination. 

“Under date of August 29, 1918, we issued ‘An Appeal 
to the Public for the Prompt Unloading of Coal Cars, 
from which we quote below: 


Coal production as it relates to car supply is referred to in 
“Fuel Facts,’’ published by the United States Fuel Adminis- 
tration, Washington, D. C., dated Aug. 1, 1918, as follows: 

“Two factors limit the production of bituminous coal. 

The first of these is transportation. Bituminous coal can- 

not be dug from the ground and stored at the mine. Every 

hour that a mine produces coal there must be available at 
the mouth of the mine railroad cars to carry the product 
away. If the cars are not there, production stops.” 

The Pennsylvania R. R. is bending every effort to keep cars 
fully supplied to the mines. The fullest possible use of coal 
cars can only be secured by the most prompt unloading on the 
part of consignees. Where proper facilities have been pro- 
vided, a car of coal, if given prompt attention, can be unloaded 
within a few hours and released for immediate return to the 


mines. 
May we not count upon you for this most important assist- 
ance in the production of coal? 


“A most hearty response was made by the receivers in 
general to this and other appeals for prompt unloading 
of cars, issued at various times during the war, which co- 
operation is again gratefully acknowledged. While the 
conditions existing during the war do not now obtain, the 
readjustment of all industrial and other activities requires 
that every effort be put forth by the carriers and their 
patrons to make possible the transportation of sufficient 
coal for domestic, industrial and public utility uses, and 
to this end an earnest appeal is made for renewed C0 
operation on the part of all receivers of freight, along the 
following lines: 


1. That all open top cars, loaded with coal, coke or any other 
commodity, be unloaded immediately upon being placed for 
delivery. 

2. That, where not now in existence, trestles or mechanical 
devices for the expeditious unloading of coal or other lading be 
installed. 

3. That every effort be made to accumulate a stock of coal 
for future requirements. 


“Your co-operation in the direction indicated above will, 
to a large extent, contribute to a maximum production of 


coal. May we not again count upon you for this most 
important assistance, which is so vital to every receiver 
of coal?” 

The circular is signed by Walter Thayer, general coal 
freight agent, Philadelphia; W. H. H. Willis, division 
freight agent, Philadelphia; and H. C. Clevenger, coal 
freight agent, Philadelphia. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


POOR POSTAL SERVICE 


Editor The Traffic World: 

The letter from Mr. L. J. Bodie, traffic manager of the 
Luetkemeyer Company, in issue of July 12, touches on a 
subject which should be taken up by all traffic managers 
to secure better service from the postal authorities, espe- 
cially where packages are deported missing and cannot 
be located. 

We have never had a case where the postal authorities 
have been able to locate a package that was reported 
lost, and were it not for the fact that we are insured 
we would have to suffer considerable loss in this direction. 

The tracing system of the postal authorities seems to 
be a large joke. Time and again we have received the 
usual form sheet that the postmaster “regrets to have to 
state that though careful search has been made no trace 
has been found, and investigation thus far has failed to 
show the cause of non-delivery.” 

After this slip is received nothing is ever heard further 
on the subject. 

John T. Stanley Co., Inc., 
- KE. J. Tyrrell, Traffic Manager. 
New York, N. Y., July 17, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World: 

The writer has read with a great deal of interest the 
discussion that has been going on in your valued issue 
on the subject of prepayment of: freight charges and ship- 
ments sold f. o. b. destination. We note in your issue of 
July 5 a letter from Mr. W. O. Allen, traffic manager, Kerr 
Glass Mfg. Company, Sand Springs, Okla. We think that 
Mr. Allen has exactly the right idea, which would take 
care of freight charges on goods sold f. o. b. destination 
and would prevent either the shipper or consignee being 
out one cent on their transaction. That is, to correctly 
figure the amount of freight and war tax, if allowed, 
which item should be deducted from the face of the in- 
voice in rendering same. 


We buy quite a few carloads of fruit jars from the Kerr 
Glass Manufacturing Company each season, and we might 
state that not once since the writer has been handling 
the traffic end of the correspondence with these people 
have we had occasion to complain of an erroneous de- 
duction. We feel sure that should the balance of the in- 
dustrial congerns in the United States follow out this 
plan and use additional: care in figuring and deducting 
the amount of these freight charges, it would adjust this 
situation to the mutual satisfaction of all concerned. 

Scott-Mayer Commission Co., 
G. E. Weldon, Traffic Manager. 
Little Rock, Ark., July 17, 1919. 


PAYMENT OF CLAIMS 
The National Industrial Traffic League, 
Mr. O. F. Bell, Secretary-Treasurer: 


With reference to Circular Letter No. 134, gotten out 
by F. T. Bentley, chairman, bill of lading committee, un- 


der date 15th inst., file 13-3: While this circular is signed 
by Mr. Bentley, it is unquestionably issued with the sanc- 
tion and by authority of the League, in view of which 
I am directing the comments I have to make regarding 
it to the secretary-treasurer of the League. 

Personally and as an individual member of the League, 
I am unalterably opposed to the position taken by the 
League on the bill of lading clause which restricts pay- 
ment of loss and damage claims two years and one day 
after date of receipt of shipment. 


I am opposed to this action, first, because I believe. 
from long experience in the railroad business and in the 
handling of claims that the clause under fire is reasonable 
and just. : 

I am opposed to this opposition to the clause by the 
League by reason of my belief that the attack comes 
from a very small minority of the League members an@ 
does not in any sense represent a well substantiated op- 
position to the clause in question by any majority of the 
League members. ° 


Undoubtedly some few members or some few shippers 
in the country will immediately come forward with in- 
stances of alleged abuse under the clause in question, but 
it has been my experience that where a loss and damage 
claim is properly and promptly placed there is no excuse 
or even possibility of its not being adjudicated withim 
the two years’ limit. 


I believe that the third paragraph of the circular iw 
question, which reads as follows: “The League is actively 
opposed to enforcement of this rule in the bill of lading, 
believing it to be unjust and unfair and an invitation to: 
some carriers to knowingly delay the settlements until’ 
the outlawed time is reached, for the purpose of evading. 
payments,” is unfair to the claim departments and the 
managers of them generally, for while it is carefully 
worded, it carries the inference to the casual reader of 
it that the tendency of the claim departments of the rail- 
roads is to delay payment of claims unnecessarily, etc.,. 
whereas, as a matter of fact, every claim department of 
any transportation company that I know of (and I have. 
stuck my nose into many of them) must of necessity move 
the claims being handled in their departments just as 
rapidly as possible. With a hundred or more employees 
in the office, as most of the claim departments have, it 
is ridiculous to presume that the claim agents could set 
up a system of sidetracking certain claims for the purpose 
of delaying payment without a resultant disorganization 
of the morale and effectiveness of his organization. 

I think that before lending its influence to any move- 
ment of this kind, the League should be assured that the 
complaint upon which the action is based has proper 
foundation and is not the result of the carelessness or 
oversight, or possibly design, of the individual members, 

The influence of the League with the Interstate Commerce 
Commission and the Administration has proven of great 
value to individual members in many instances. The legality 
of the bill of lading clause in question has been tested out 
in court repeatedly and has almost invariably been upheld. 
I would like to see the influence of the League used for 
the purpose of securing for its members those things 
which are essential and amount to something to the aver- 
age member, rather than to just a few. Save your ammu- 
nition for something worth while. To the average con- 
cern this thing don’t amount to anything. In other words, 
if settlement of a claim cannot be secured within two 
years, as a rule there is something wrong with the claim 
and not with the claim department handling. 

H. P. Potter, General Traffic Manager, 
American Ship Building Co. 
Cleveland, O., July 22, 1919. 





STAMPING BILLS OF LADING 


Mr. Geo. B. McGinty, Secy., 
Interstate Commerce Commission: 

Referring to the Interstate Commerce Commission’s de 
cision in case No. 4844, and the Commission’s further 
consideration upon representations made to the Commis- 
sion by various parties to the record that many shippers 
have on hand considerable quantities of printed stock of 
the forms of bills of lading now in current use, and that 
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the required discontinuance of the use of all such forms 
on Aug. 8, 1919, in compliance with the terms of the order 
entered in this case April 14, 1919, would entail consid- 
erable loss and hardship upon shippers having such 
printed stock of the present forms of bills of lading, and 
referring to the Commission’s last order in this case that 
the effective date of the order heretofore entered as to the 
effective date of the new form of bill of lading, namely, 
Aug. 8, 1919, be postponed until Sept. 8, 1919, and referring 
particularly to the Commission’s disapproval of the sug- 
gestion that some form of indorsement be allowed to be 
printed or stamped upon the old printed stocks indicating 
that the bill of lading was subject to all the conditions 
of the form prescribed in order of April 14, 1919: 

You are advised that if the Commission’s supplemental 
order in the further consideration of this case is allowed 
te remain unchanged, it will result in the shippers in 
Atchison, Kan., alone losing hundreds of dollars that have 
been invested in the current forms of bills of lading. 

A thorough canvass of the situation in Atchison has 
disclosed that many of our large shippers have on hand 
as much as a two yet&rs’ supply of the current bills of 
fading form; therefore, a mere postponement of one 
month’s time in the effective date of the new form will 
@enly amount to a mere bagatelle as to the loss that will 
actually be suffered, unless the Commission will further 
amend its order in this case. As we understand the rec- 
ord, both the shippers and the Railroad Administration, in 
petitioning the Commission for further consideration of 
this case, suggested that in order to prevent waste and 
tte keep the shippers from suffering material hardships, 
they be allowed to make an appropriate indorsement upon 
tthe old printed stocks to the effect that the conditions 
under the contract are such that all the conditions of the 
form prescribed by the Commission in case No. 4844, will 
apply such form of bill of lading being on file with the 
Commission in the regular published tariffs under which 
shipments would move. 

In view of the loss that will be entailed by the shippers 
and the hardship resulting therefrom, we respectfully sub- 
mit that the Commission should give this matter further 
consideration, with the view of permitting appropriate 
indorsement on the old printed form of bills of lading, 
when the new form becomes effective; and we respectfully 
petition the Commission to give this matter early con- 
sideration in order that an appropriate order may be 
Promptly issued granting the privilege as herein outlined. 

The Atchison Chamber of Commerce, 
B. Willette, Traffic Commissioner. 
Atchison, Kan., July 16, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World: 


Have noted with much interest the articles appearing 
an your Open Forum, relative to the above subject and, if 
-you will allow me space, would like to add a few remarks 
while the matter is under discussion. 

The mere fact that a large percentage of the manu- 
facturers prefer to sell goods on the “freight allowed to 
destination” basis, which is in the main for the benefit 
of the purchaser, who wants to know just what the goods 
are going to cost him at point of consumption, also ena- 
bling the salesman to tell him just what they will cost 
him, is, in our opinion, no good reason why freight charges 
should be prepaid. 


There is, however, under this plan an obligation on the 
part of the seller or shipper to inform himself and see 
that correct rates are used on such shipments for the 
protection of his customer. In this connection it might be 
of some interest to some of the gentlemen who have com- 
plained of having to file so many claims for overcharges 
in rates, as against amounts allowed on the invoices, and 
issue additional credits to consignees, that while we are 
shipping to practically all sections embraced between Flor- 
ida, Oregon and Maine, deducting freights from face of 
Gnvoices, our claims for overcharges are few and far be- 
tween, in fact, practically eliminated. We credit that fact 
to our method of providing on the bottom of our bill of 
lading forms a space reading, “Authority for rates shown,” 
and show therein on each shipment, agent or carrier issu- 
ing, tariff and number and I. C. C. number. We then 
stamp across face of invoice, “Freight charges deducted 
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on basis of legal published rate authority shown in bill of 
lading; please insist on your agent protecting same.” With 
this information shown, if the delivering agent has not 
the tariff authority in his files to verify rate, he will either 
dig it up or get authority from his G. F. O., for the con. 
signee will call his hand in nine cases out of ten if he 
attempts to collect more money than is correctly allowed 
on the face of his invoice, with tariff authority shown for 
same. Also the present system of initial point waypbill 
going through to destination is of material assistance in 
avoiding overcharges, if the shipment is started out right 
with correct rate information shown thereon. 

Where shippers elect to leave the matter of applying 
correct rate to billing clerks to hunt up, might ordinarily 
work out all right on local shipments to nearby territory, 
but it can hardly be expected they will take the interest 
or the time to dig into through tariffs; many of them 
they can hardly comprehend anyway and fish out a special 
commodity rate applicable on that particular shipment to 
Boston or Kansas City, hence if shippers will not take 
the time or interest to show correct rates and authority 
for same in bills of lading, it is naturally to be expected 
that a harvest of overcharge claims will result, which can 
be largely overcome by shippers making full use of the 
tariffs available or furnished to them by carriers for that 
purpose. 

W. D. Webster, Secy.., 
Thomas Grate Bar Co. 
Birmingham, Ala., July 22, 1919. 


RAILROAD FIGURES 
The Trafic World Washington Bureau. 


A comparison of the results of government and private 
operation of railroads, as near as the story can be com- 
pared by means of figures, has been sent to the Senate 
committee on interstate commerce by the Interstate Com- 
merce Commission. The information was given in an- 
swer to a request made by the Senate committee on inter- 
state commerce of Commissioner Clark while he was on 
the stand before that body last winter. It covers 177 
Class I roads. It shows the results of operations in each 
year, 1915-18, both inclusive. 

In the subjoined table, figures taken from the monthly 
summary issued by the Commission give very nearly com- 
parable figures for the first five months of the current 
year. The figures for the five months are not contained 
in the report sent to the Capitol. They were added by 
The Traffic World correspondent. They may make the 
story appear a little worse than it is, because in those 
figures are included the reports of seventeen terminal com- 
panies. The figures for the terminal and switching com: 
panies, included in the totals for the first five months of 
1919, are not included in the book of figures sent to the 
Capitol. By omitting the last column of figures in the 
subjoined table, the exact figures prepared by the Com: 
mission for transmission to the Capitol, pertaining to the 
roads mentioned, may be studied without thought of what 
happened in the first five months of 1919. 


The net railway operating income is the figure used for 
comparative purposes by the Commission. The figures 
for 1918 are not extended below net operating income as 
the remaining items. Any further refinement of the ac- 
count would require a combination of the federal and col- 
porate reports in each case. Such a mixture would pro- 
duce results useless and confusing. The figures used by 
the Commission are the only ones that can be considered 
suitable for purposes of comparison. The figures used 
in the last column, for 1919, as before explained, may 
make the condition appear a little worse than it actually 
was up to the end of May, but it is believed the effect of 
the inclusion of the figures pertaining to the terminal 
companies is neither unjust nor misleading. Exclusion 
of the figures pertaining to the terminal roads, which 
would make the last column figures exactly comparable, 
would entail an immense amount of labor. 


The one central fact is that the 177 railroads covered 
by the report in 1917 had a net operating income of $934, 
060,770 and in 1918, the first year under government 
operation, they had a net income of only $634,574,553. 

For the year ending June 30, 1915 (one of the worst 
years the railroads ever had) the net operating income 
was $603,104,033. Three years later, although large addi 
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tions had been made to capital, the net operating income 
was only-about $31,000,000 greater. 

The subjoined table shows the net operating income for 
all the railroads on which the Commission reported io 
the Senate committee and the same figure for fifteen rail- 
roads in different parts of the country. The fifteen were 
selected with a view to showing the best, the worst and 
afew of the average lines. 


1915. 

$603,104,033 
23,441,901 
13,821,143 
42,754,342 
1,554,543 
35,952,913 
2,365,046 
7,586,855 
11,577,430 
12,480,692 
31,198,751 
25,798,726 
24,101,145 
11,008,156 
11,807,748 
19,079,771 


All roads 

Baltimore & Ohio R. R. 

Delaware, Lackawanna & Western R. 

Be Ob Se eae ae errr reere 
New York, New Haven & Hartford R. R 
Pennsylvania R. R. Co. 

a hh i anc ah rae ng lw: 0/9 ap EN Sie ok 
Atlantic Coast Line R. R 

Illinois Central R. R. 

Southern Ry. 

peehigon, Topeke & Santa Fe By. ...< 6... cccccvccvcse 
Chicago, Burlington & Quincy R. R 

Chicago, Milwaukee & St. Paul R. R. 

Chicago, Rock Island & Pacific R. R. 

Missouri Pacific R. R. 

a rr a etal wilt ag Biel 


GRAIN RATES AND TRANSIT 


The Trafic World Washington Bureau. 


What was intended to be a final hearing on the revision 
of grain rates and transit arrangements in the northwest 
proposed by the Western Freight Traffic Committee with 
aview to removing the kinks caused by General Order No. 
2, was had before Directors Chambers and Thelen and 
their assistants, Messrs, Hastings, Coffey, Atkins, and Staf- 
ford, July 18. The revision, as summarized by the West- 
em committee, was passed around among the grain men 
attending the meeting so that the discussion would be 
on points accurately before all participants, in printed 
form. 


The weight of opinion seemed to be that the suggestions 
of the committee should be made operative so that there 
may be a test upon which definite action by the Commis- 
sion, if necessary, may be taken. That general statement 
does not apply to W. P. Trickett, speaking for Minneapolis 
interests. He characterized the proposed adjustment as 
preposterous. 


Minneapolis suggested a 9-cent proportional rate from 
Minneapolis to Chicago instead of an 11-cent rate, as pro- 
posed by the committee. Another suggestion was a rate 
of no more than 15 cents from Missouri River to Duluth. 


George A. Schroeder, of Milwaukee, objected to the 
proposals of Minneapolis. His idea was that Minneapolis 
obtained benefits from the revisions made immediately 
after the operative date of No. 28 and that that market 
now has things in its favor it did not rave before No. 28. 
Schroeder suggester the adoption of the recommendations 
of the committee so that progress can be made. 


About the same attitude was taken by J. S. Brown, 
speaking for the Chicago Board of Trade. Neither endorse- 
ment was fo more than a trial. It was not intended as 
final judgment. 

Henry T. Clarke, of Omaha, took substantially the same 
besition, while J. P. Haynes, of Sioux City, inclined to 
the view expressed by Mr. Trickett. Some one in the 
meeting suggested that Sioux City was not much of a 
grain market anyhow, whereupon Mr. Haynes, who thinks 
he has done considerable to make it a ponderable market, 
began reading statistics. Director Chambers said the 
Railroad Administration would take notice of the facts 
about the grain trade at Sioux City without waiting for 
the reading of the figures. 


R, D. Sangster, of Kansas City, did not agree with Mr. 
Trickett that the Missouri River-Duluth rate should be 
the same as the Missouri River-Chicago adjustment. C. V. 
Topping, for the Southwestern Millers’ Association, held 
vith Sangster. 

F. S. Keiser, for Duluth, objected to the adjustment pro- 
posed on the ground that it would rob Duluth of the benefit 
of decisions in its behalf made by the Interstate Commerce 
Commission. He discussed the ex-lake grain rate situa- 
_ contending that inasmuch as Duluth is now at a 
-cent disadvantage in comparison with Chicago the dis- 
advaniages of that port should not be increased. 
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B. F. Marsh and R. G. Brown, for the interior Minne- 
sota millers, said that Minneapolis, as they undertsood 
the contentions of its representative, was asking for an 
adjustment that would be unfair. ‘They contended that 
the adjustment would increase Minnesota rates without 
increasing them elsewhere, but they also wanted some set: 
tlement to be made. 

W. T. Cornnelison, for Peoria interests, asked nothing 





Five months, 
1919. 
$118,934,028 
d 5,710,104 
4,213,427 
9,010,987 
580,658 
3,918,305 
70,431 
3,999,538 
1,100,842 
2,004,416 
10,140,822 
7,558,856 
644,161 
502,797 
597,846 
11,448,549 


1918. 
$634,574,553 
7,188,082 
16,011,656 
48,249,099 
7,834,334 d 
17,920,569 
3,715,517 d 
11,626,128 
12,907,466 
29,291,870 
41,558,303 
25,016,099 
3,643,192 d 
8,211,537 
11,764,562 
35,616,777 


1917. 

$934,060,770 
22,595,969 
16,100,950 
53,930,972 
15,351,475 
41,525,105 
7,368,391 
13,239,902 
21,510,760 
25,472,663 
41,842,418 
34,748,472 
20,148,335 
17,192,537 
19,992,830 
26,147,777 


1916. 

$984,872,959 
27,264,412 
17,202,381 
66,980,599 
17,136,737 
55,549,202 
7,252,200 
10,506,057 
15,699,248 
20,219,293 
40,150,360 
35,663,816 
29,722,443 
14,871,049 
11,795,845 
26,052,116 


Average: 
$898,500,309 
25,611,892 
15,749,477 
55,002,630 
16,867,120 
46,312,933 
5,826,810 
10,180,915 
16,282,374 
10,703,816 
38,368,471 
33,360,683 
27,154,551 
14,912,379 
14,206,814 
23,007,009 


for Peoria other than that it be kept in the same relative 
position. 

The exhibit prepared by the Railroad Administration ag 
a summary of what is proposed, is as follows: 


Transit Arrangements 


1. Cancel all transit arrangements in effect at St. Paul, Min- 
neapolis and Minnesota Transfer, except that where transit 
arrangements are now ineffect on grain originating at points in 
Montana or west thereof they are to be continued for Chicago 
or Chicago rates points, and such transit rates are to apply as 
maximum from intermediate points; also cancel all transit ar- 
rangements at interior milling points shown in E. B. Boyd's 
Tariff 138A I. C. C. A962. 

2. Proportional Rates: That proportional rates be estab- 
lished from Minneapolis, St. Paul and Minnesota Transfer ap- 
plying on business originating beyond: 

To Duluth and Superior »-.-- 5.5¢ per 100 Ibs. 
To Chicago, Peoria and points taking 
11.0c per 100 Ibs. 
Sault Ste Marie, 


same rates 
To Gladstone and 
Mich., on traffic destined beyond..11.0c per 100 Ibs. 
To St. Louis, E. St. Louis and points 
taking same rates 16.5¢ per 100 Ibs. 
The local rate from point of origin to destination named to be 
the minimum through rate. 

3. Rates Minnesota Points to Minneapolis: Rates to be re- 
vised as per scale shown on page four of this exhibit. Rates 
thus established to Minneapolis to apply also to St. Paul and 
Minnesota Transfer. ; 

4. Rates Minnesota Points to Duluth and Superior: From 
all stations north of the C., M. & St. P. line Minneapolis to Or- 
tonville, except C., M. & St. P. points Ortonville to Wheaton, 
er rates to be as per scale shown on page four of this 
exhibit. 

From stations on and south of the line of the C., M. & St. P. 
Minneapolis to Ortonville, Minn., including stations Ortonville 
to Wheaton inclusive, 5.5c per 100 lbs. over Minneapolis, except 
from points on the Great Northern railroad 4.5c over Minne- 
apolis. 

Rates North and South Dakota Points to Duluth and Superior 

From all stations on the Great Northern railroad south of 
asper, Minn., and west of Nausau, Minn., 4.5c over Minne- 
apolis. 

From all stations on the C., M. & St. P. and C. & N. W. 
railroads and from stations on other lines except Great North- 
ern railroad) south of line of the C., M. & St. P. railroad Big 
Stone City to the Montana state line 5.5c over Minneapolis, the 
rates from Montana to apply as maximum from intermediate 
points. 

Rates from lowa Points to Duluth and Superior 

From al stations on the Great Northern railroad via Willmar 
4.5e over Minneapolis. 

From al other stations in Iowa, including Omaha and South 
Omaha, Neb., 5.5e over Minneapolis. 

5. Rates to Chicago and Points Taking Same Rates 

From stations in Minnesota, North and South Dakota on 
and north of the C.. M. & St. P. line Minneapolis to Montana 
state line (from which through rates are now in effect to 
Chicago) 11c per 100 lbs. over the rate to Minneapolis, subject 
to the Montana rate as maximum from intermediate points. 

From points in Minnesota and South Dakota east of ithe 
Missouri river on and north of the line of the C. & N. W. from 
Winona to Pierre, inclusive, and south of the C., M. & St. P. 
Minneapolis to Mobridge, S. D., 9.5c per 100 Ibs. over the rates 
to Minneapolis, except where necessary to publish lower figure 
under the fourth section. ° 

Exception: This is not to change the present rates at sta- 
tions on and east of the line of the Rock Island from the Towa 
state line through Glonville to Albert Lea and the M. & St. L. 
Albert Lea to Jordan. 

From points in Minnesota and South Dakota east of the line 
Missouri river and west of the line of the Rock Island, Iowa 
state line to Albert Lea and M. & St. L. to Waseca and 
south of the C. & N. W. line Waseca to Pierre, rates to bear 
the same percentage relation to the rates to Duluth as the 
rates in effect prior to June 25, 1918, bore to the rates to 
Duluth. 
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6. Distance tariff rates betwen points in Minnesota to be 
revised as per scale shown on page five of this exhibit. 

7. Lake and rail rates from Lake Michigan ports on grain 
products to Buffalo, N. Y., and points east thereof to be made 
3c per 100 Ibs. less than the all-rail rates. 

8. All through rates all-rail and lake and rail) from Min- 
neapolis and points taking the same rates to eastern trunk 

line and Central F reight Association territories to be can- 
celled, rates to make on the Chicago or Duluth combinations. 

9. All through rates from Minneapolis and points taking the 
same rates to Ohio river points, Mississippi valley points or 
points in southeastern or Carolina territories to be cancelled, 
rates to make on combinations on Peoria or St. Louis, using 
the rates up to those gateways herein provided. 

10. All through rates from stations in Mirnesota, North and 
South Dakota east of the Missouri river to St. Louis, East St. 
Louis, Ohio river points or south thereof or points in south- 
eastern or Carolina terirtories or points taking same rates, to 
be placed on the Peoria combination, except that if the Sioux 
City or Omaha combination makes loss such combination will 
govern. 

11. All rates provided for above except proportional rates to 
apply ‘‘between.”’ 

Present Proposed Present Proposed 
rates in cts. rates in cts. rates in cts. rates in cts. 
per 100 Ibs. per 100 lbs. Miles per 100 lbs.- per 100 Ibs. 
5 -5 160 13 14.5 
170 5 f 
180 
190 
200 
210 
220 
230 
240 
250 
260 
270 
280 
290 
300 
310 
320 
330 
340 
350 
360 
370 
380 
390 
400 
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TRANSPORTATION WAR 


TAX 


The Traffic World Washington Bureau. 


Regulations governing tax exemptions on amounts paid 
for transportation of property in the course of exportation 
have been issued by the Bureau of Internal Revenue. 

Considerable uncertainty has existed in shipping circles 
as to when shipments are entitled to exemption from the 
transportation tax. The situation is cleared by Treasury 
Decision 2889, copies of which, together with the certifi- 
cates which are required covering shipments in course 
of transportation, are obtainable at the Bureau of Internal 
Revenue and offices of collectors. 


The following statement concerning the regulations was 
made by Commissioner of Internal Revenue Daniel C. 
Roper: 

“The constitutional provision that no tax shall be im- 
posed on the exports from any state has been held by the 
Attorney-General to include taxes on amounts paid for 
the transportation of property in the course of exportation. 

“Numerous cases have come to the attention of the bu- 
reau where amounts paid for the transportation of prop- 
erty were being exempted from tax when the shipments in 
the light of the law were not in fact in course of ex- 
portation. While the constitutional exemption excuses 
shippers sending goods into export from paying the trans- 
portation tax that all other shippers are required to pay, 
it does not require that a bounty be placed on export busi- 
ness or that it should escape from ordinary burdens that 
are imposed on property similarly situated in the United 
States. 


“The misunderstanding of the constitutional provision 
and the different interpretations placed on the term, ‘in 
course of exportation,’ by the shippers and carriers and 
the consequent unsettled conditions in circles engaged in 
export business have made it necessary to promulgate rules 
adequately to protect the government in the collection of 
its revenues and at the same time secure to shippers en- 
gaged in the export trade the exemption to which bona 
fide export shipments are entitled. 

“The new regulations were drawn after an exhaustive 
examination of the subject from a legal standpoint, and 
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after numerous hearings where representative men from 
the different industries were heard at great length. A prac. 
tical arrangement is provided by means of temporary ex. 
emption certificates and certificates of exportation for de. 
termining when property is in the course of exportation 
and providing for exemption from tax on amounts paid 
for its transportation. 


“The practice of assembling commodities in pools and 
similar arrangements at export points from which such 
commodities might be sent either to a domestic point or 
to a foreign point was given extended consideration, and 
provision made for the exemption from tax on amounts 
paid for the transportation of property through such pools 
into export when the essential character of such ship- 
ments and the continuity of their movement can be deter. 
mined. The manner in which the property usually was dis. 
posed of in the pools heretofore would not permit of the 
exemption from tax of any of the amounts paid for the 
transportation of the property into the pools, because the 
property after it arrived in the pool was subject to any 
disposition which the owner might deem expedient. In 
fact, the property was ordinarily merely consigned to the 
pool and either sold before its further domestic or foreign 
destination was determined, or such destination was deter. 
mined after it had arrived in the pool. The new regula- 
tions provide that amounts paid for the transportation of 
property on the inland movement to the pool may be ex- 
empted from tax if the shipper has disclosed the essential 
export character of the shipment at the point of origin by 
making the shipment against a verified statement of his 
foreign requirements. Such shipment would move under 
a temporary exemption certificate stating that the ship- 
ment is sent into the pool for the express purpose of be. 
ing exported and referring to the foreign requirements cer- 
tificate containing the foreign order against which the 
shipment is to apply. Upon the shipment from the pool 
into export of a like quantity and grade of the property by 
the first available transportation the shipper would secure 
a permanent exemption by filing a certificate of exporta- 
tion, which certificate would also refer to the particular 
foreign order against which the shipment is applied. In 
this manner the essential export character of the ship- 
ment and its disposition would be disclosed at the time 
such shipment originated; the property could not be held 
in the pool for sale; if it were, the final exemption could 
not be secured and the tax would be collected. 

“This regulation recognizes that the nature of the ship- 
ping papers does not determine the essential character of 
the shipment and American exporters will not be placed at 
a disadvantage by reason of shipments under bond from 
foreign countries which proceed to a point of export in 
the United States and are there held for sale or for 
any disposition that the owner may deem expedient. The 
transportation tax in such circumstances will be assessed 
and collected on bonded shipments to the extent of the 
amounts paid for transportation in the United States. 

“In all cases where shipments are sent into export and 
this regulation has not been complied with, the tax will be 
collected, but the person paying the charges for the freight 
may seek a refund.” 


GRAIN LOSS FROM LEAKAGE 


Regional Director Bush, in order No. 219, says: 

“Claims for loss of grain are being presented as result 
of leakage from new Western Pacific cars, series 16801 
to 18300, which were built according to their specifications 
during the period October, 1918, and February, 1919. 

“To stop the claims, please instruct that these cals 
should be repaired when found empty on your lines, by 
seeing that: 





1. There are no short floor boards. 

2. The floors are well fitted around the post and braces. 

3. Beveled grain strips are well fitted between the post and 
braces and securely fastened to the floor. 


“Special inspection should be made of the side sheath 
ing boards to see that they are well secured by nails 
the side sill nailing timber. 

“Please issue positive instructions that none of these 
ears shall be loaded with grain until these conditions have 
been corrected.” 
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Personal Notes | 


R. M. Robinson, recently appointed traffic assistant to 

Director Thelen, of the Division of Public Service, was 

born in Cincinnati Aug. 

1, 1876. He attended 

public schools of that 

city, but did not have 

the opportunity to attend 

high school. His first 

railroad position was at 

the age of fourteen with 

the Ohio & Mississippi 

River Railway, in the 

auditor’s office. His em- 

ployment there began in 

1890. Subsequently the 

O. & M. was absorbed by 

the Baltimore & Ohio 

Southwestern and he re- 

mained in the auditor’s 

office of this line until 

November, 1899. In 

March, 1900, he took 

service with the P. C. C. 

& St. L. Railway at Day- 

ton as a bill clerk in the 

local freight office, ad- 

vancing to tracing and 

claim clerk and chief bill clerk. In September, 1902, he 

left the railroad to take a position in the treasurer’s office 

of the National Cash Register Company, but returned to 

the local freight office of the P. C. C. & St. L. Railway 

at Dayton in March, 1903, occupying the position of rate 

clerk. Later in the same year he became chief clerk to 

the local freight agent and gccupied that position until 

October, 1911, when he became traffic manager of the 

Dayton Chamber of Commerce. He has occupied that po- 

sition ever since, except that the title has been changed 

to traffic commissioner. He served three months on the 

Central Territory Traffic Committee and since April 1, 

1919, has been identified with the work of the Cincinnati 

District Freight Traffic Committee. He has represented 

the Dayton Chamber of Commerce in the National Indus- 

trial Traffic League since 1911 and is a member of the 

executive committee, the freight claims committee and a 

special committee. He is a director in the Ohio State 

Industrial Traffic League and a member of the rate com- 

mittee of that organization. In connection with his traf- 

fi work he was assigned to special duty by the Chamber 

of Commerce in 1916, which involved the fuel situation, 

and with the creation of the Fuel Administration he was 

appointed secretary of the advisory committee for Mont- 

gomery County, Ohio, and administered the affairs of the 

Fuel Administration in that county under the title of 

Local Fuel Administrator. This work separated him from 
his traffic duties for almost a year. 


The Colorado Springs & Cripple Creek District Railway 
Company announces the following appointments: George 
M. Taylor, receiver; H. G. Lunt, general attorney; J. W. 
Cummings, superintendent; W. E. Hellmuth, traffic man- 
ager; H. R. Stroupe, auditor; F. A. Hamilton, purchasing 
agent; William W. Lawhead, master mechanic. 

L. H. Mann, formerly with the export and import de- 
partment of the Southern Railway, has been made general 
western agent of the South Atlantic Maritime Corporation, 
with headquarters in Cincinnati. 

G. C. Devol has resigned as assistant general freight 
agent of the Louisville & Nashville Railroad, after a serv- 
ice of twenty-one years with that line, to take a position 
with the Irving National Bank of New York. His suc- 
cessor has not yet been announced. 


Edwin Kluever, newly elected president of the Cleveland 
Traffic Club, entered the service of the Nickel Plate Rail- 
toad as messenger in the general freight office at Cleve- 
land, Sept. 23, 1895, and has served continuously with that 
line up to the present. From his beginning as messenger 
he served the line in various positions in Cleveland and 
Chicago, rising to chief clerk to the assistant general 
freight agent at Chicago. Following this came promotion 
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to the chief clerkship in the general freight office at Cleve- 
land, from which position he was promoted Jan. 1, 1917, 
to that of assistant general freight agent at Cleveland, 
which position he now holds. 


GRAIN CONTROL COMMITTEES 


Regional Director Bush, in connection with applications 
for individual grain permits, announces the following per- 
sonnel of grain control committees at points shown: 


cerns, Wis.—O. Bradshaw, chairman grain control com- 
mittee. 

Minneapolis, Minn. (including St. Paul, Minn.)—A. J. Strouts, 
chairman grain control committee. 

Duluth, Wis. (including Superior, Wis.)—W. H. Strachan, 
chairman grain control committee. 

Detroit, Mich.—W. D. Trump, chairman grain control com- 
mittee. 

Toledo, O.—A. B. Newell, chairman grain control committee. 

Cincinnati, O.—J. A. Morris, chairman grain control com- 
mittee. 

Buffalo, N. Y. (including Black Rock, N. Y.)—C. T. O’Neal, 
chairman grain control committee. 

Boston, Mass.—L. H. Peters, traffic control manager. 

Portland, Ore.—L. G. Coleman, general manager, G. ‘Y. in 
New England. : 

New York, N. Y.—S. M. Stevenson, traffic control manager. 

Philadelphia, Pa.—A. J. Ball, traffic control manager. 

Baltimore, Md.—F. J. Couse, traffic control manager. 

Norfolk, Va.—C. H. Freeman, traffic control manager. 

Newport News, Va.—W. L. Divine, traffic control manager. 


WEEKLY TRAFFIC REPORT 


The Traffic World Washington Bureau. 


While the movement of both freight and passenger 
traffic for the week ended July 14 generally showed some 
improvement over the week previous, according to a re- 
port made to Director-General Hines, there was still a 
marked falling off in freight business, compared to the 
same period in 1918. 

In the Central Western Region, the statistics showed 
that while the total revenue traffic handled for the week 
ended July 14 was 146,483 cars, it was 4 per cent less 
than for the same period last year. Live stock loading 
showed a decrease of 5 per cent, coal decreased 35 per 
cent, ore 26 per cent, and grain 4 per cent over the cor- 
responding date in 1918. 

Despite the restrictions placed by the Railroad Admin- 
istration against unnecessary travel due to the movement 
of returning soldiers from abroad, reports received from 
the Allegheny Region show that for the period July 3 to 
July 6, inclusive, 111,500 passengers were handled be- 
tween Philadelphia and the seashore resorts, an increase 
of 112 per cent over the same period last year. 

While the commercial situation in the Southern Region 
shows an improvement, freight loading for the week of 
July 14 showed a decrease of 9,171 cars under the cor- 
responding period of 1918. In the. Northwestern Region 
the loading of iron ore showed a decrease of 7,000 cars, 
compared with last year. Coal loading, likewise, fell off 
in this region. The summary follows: 

“Eastern Region—There is a general improvement in 
nearly all directions and import and export traffic is in- 
creasing; also to a considerable extent the movement of 
lumber and building materials, including road building ma- 
terial, is improving. 

“Several localities report shortage of labor, while others 
report very few unemployed. 

“The blast furnace situation in the iron and steel dis- 
tricts is improving and iron and steel mills report in- 
creased inquiries and orders. 

“The lighterage situation at New York is reported in 
good shape, with increased deliveries on time. 

“Instructions given all roads to resume issuance of 
through export bills of lading via north Atlantic port. 

“Passenger traffic still showing unusually large increases. 

“Allegheny Region—First estimates indicate grain crop 
in Ohio-Indiana-Illinois territory will amount to 32,000 car- 
loads on Allegheny Region lines and harvesting will be- 
gin within the next week or ten days. 


“Reports indicate export permits issued freely for the 
movement of grain through Philadelphia and Baltimore; 
53 per cent of elevator space at these ports now utilized. 

“Coal loading continues heavy, although showing some 
decrease under previous week, due to holiday period. 

“Refrigerator car requirements continue heavy in west- 
ern territory and movement is having active attention. 
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“Regular passenger travel continues very heavy and 
there are still large numbers of discharged soldiers and 
sailors traveling. 

“For the period July 3 to 6, inclusive, 111,500 passengers 
were handled between Philadelphia and the seashore re- 
sorts, an increase of 112 per cent over same period of 
last year. 

“Pocahontas Region—Favorable reports are received for 
better business conditions and indications are that trans- 
portation facilities will be taxed to the limit. 

“Situation as to furnaces, iron industries, etc., remains 
about the same. Carnegie Steel Company’s plant at Co- 
lumbus, O., will resume operations July 14. 

“The movement of export grain and flour to Newport 
News has been good and that port is anxious for addi- 
tional traffic. 

‘It is reported that one of the largest distilleries at 
Louisville, Ky., will be converted into a fertilizer plant. 
Contract has been let to rebuild the plant of the Imperial 
Tobacco Company at Norfolk, Va., which was recently 
destroyed by fire. 

“General travel continues unusually heavy, trains all 
filled and necessary to operate thirty extra sleepers for 
overflow travel. Also operated 56 special trains and 30 
extra cars for military travel during the week. 

Southern Region—The commercial situation is improv- 
ing, but freight loaded for the week still showed a de- 
crease of 9,171 cars under corresponding period of 1918. 

“Movement of cotton factory products continues good, 
practically all mills running on full time, while some of 
the Carolina mills are running day and night. Sales are 
active nd sufficient orders to keep them going. 

“Furaaces and cast iron pipe manufacturers in Birming- 
ham district report business improving. 

“There is also an improvement in the movement of 
phosphate rock, both from Florida points and Tennessee 
territory. Some difficulty in securing vessels for export 
movement of phosphate rock. 

“Southbound movement of business to Cuba is heavy 
and there is sufficient business to fully utilize the capacity 
of the car ferries. 

“There is a decrease in the movement of coal to New 
Orleans and Mobile districts, due to industries using oil 
instead of coal. 

“Movement of peaches to July 8 amounted to 4,400 car- 
loads, with sufficient refrigerators on hand to protect bal- 
ance of the perishable movement. Watermelon movement 
also heavy. 

“Construction work on Fort Benning at Columbus, Ga., 
has been discontinued and approximately 4,500 laborers 
released. : 

“Travel unusually heavy, it being necessary to operate 
178 extra Pullman and 225 extra coaches to accommodate 
overflow travel, as well as a number of special trains. 

“Northwestern Region—Generally speaking, crop con- 
ditions are favorable and situation in the drouth-afflicted 
districts has been somewhat relieved by good rains. Grain 
crop in Oregon, Washington and northern Idaho should 
amount to between 60 and 65 million bushels. 

“Reports from fruit districts indicate more than an av- 
erage crop. 

“Crop conditions in Montana, Wyoming and western 
South Dakota are reported bad account lack of moisture 
and stock shippers are arranging to ship their stock to 
grazing lands in other sections. 

“There has been a falling off in iron ore shipments, the 
loading showing a decrease of 7,000 cars, compared with 
last year. Shipments for July, however, should show an 
increase over the June movement. 

“There was an increase in the loading of grain and 
grain products, also live stock, but decreases in the load- 
ing of coal, lumber, ore and miscellaneous freight left a 
net decrease of 15,700 cars under the number loaded for 
the corresponding period of 1918. 

“Passenger business continues heavy and practically all 
trains are filled to capacity, many of them being operated 
in two sections almost daily; some of the roads are doing 
greatest passenger business in the history of their opera- 
tion. 

“Central Western—Total revenue traffic handled in this 
region for the week was 146,483 cars, or 4 per cent less 
than for the same period last year. Live stock loading 
showed a decrease of 5 per cent, coal decreased 35 per 
cent, ore decreased 26 per cent, grain 4 per cent. 
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“The citrus movement from southern Californi: has 
dropped off during the past week materially, due »artly 
to light market conditions and to movement of deci juoy: 
fruits to eastern markets. 

“Sugar factories in California will commence operations 
about August 15 and expect a small output this yeur. 

“Passenger travel again shows an increase over the same 
period of last year and some difficulty was experience; 
in providing adequate coach and sleeping car accom moda. 
tions. 

“Forty troop trains and considerable extra equi} ment 
was necessary to protect military travel. 

“It is reported the Long Beach shipyards in Los Angeles 
district will shortly be reopened for those who wish ji 
return to work, but the strike has not as yet been settleq 
or declared off. 

“Southwestern Region—General business conditions are 
most encouraging, both as to present situation and out. 
look for the future. Manufacturers, jobbers and retailers 
report sales satisfactory and they are well pleased with 
the outlook for the summer and predict heavy business 
for the fall. 

“Unusually favorable crop prospects have stimulated 
activities in all lines of business and the satisfactory con. 
clusion of peace negotiations has contributed to the pres. 
ent feeling of optimism. 

“Reports from numerous sources indicate that building 
plans, especially for extension of manufacturing facilities, 
are being vigorously pushed, and we believe a decided 
improvement in building operations in general may be 
predicted. 

“For week ending July 5 both local loading and receipts 
from connections showed increases. 

“Movement of peaches, cantaloupes and grapes for this 
season will probably amount to 8,000 cars. 

“Summer tourist travel to Texas coast resorts, Colorado 
and California, continues very heavy. 

“Regular passenger travel is also good and, although 
equipment requirements were anticipated as far as DOs- 
sible, some trains were overcrowed with holiday passen- 
gers. 

“War Department—Shipment of property overseas, as 
well as from manufacturing plants, to permanent storage 
is decreasing very rapidly. 

“It is anticipated that within sixty days all War De. 
partment property now in temporary storage will have 
been moved to permanent storage. 

“Return of property from overseas has been held uw 
temporarily, pending decision as to disposition of the sur 
plus now held in foreign countries. 


“Amount of War Department property on hand at New 
York July 10 was only 94 carloads, 237 cars having been 
received during the week and 336 unloaded. 

“Fuel Situation—Car supply is keeping pace with pro 
duction and there were no interruptions to transportation. 
Labor is very short in mining regions, but production is 
about equaling consumption, indicating that little, if any, 
coal is being stocked. 

“Dumping at the lake ports averaging 3,500 cars per day. 

‘Shipments of coal at tidewater continue active, with 
good demand. 


“The production of coke is considerably less than last 
year, but is equal to the demand. 

“Coastwise Steamship Lines—There is little change in 
conditions from last week, and there are on hand at Gal- 
veston 4,726 tons, New Orleans 1,848, Savannah 700, and 
Norfolk 4,337 tons awaiting movement. Southbound busi- 
ness, particularly with the Southern Pacific Steamship 
Line, continues heavy and is made up largely of high-class 
less-than-carload merchandise. 

“Prominent among solid carload shipments are dy 
goods, rubber, tires, lemons, canned goods, bagging and 
printing paper. 

“Regularity of the coastwise steamship service is being 
disturbed at this time, account strike of ships’ crews, it- 
cluding firemen, oilers, water tenders, seamen, etc. 

“Express Section—Shortage of express refrigerator cals 
for cherries and other carload fruit shipping from the 
northwest has been entirely relieved. 

“The demand for baggage cars for troop trains col 
tinues heavy and difficulty is being experienced in furnish 
ing a sufficient number of cars for the Detroit auto traffic. 
It has been necessary to use box ears for this and other 
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traffic, but there is no congestion and express generally 
js moving without delay. 

“Account of the extremely hot weather temporary em- 
pargo has been placed against shipments of live poultry in 
coops for long distances or to eastern markets.” 


DROUTH RATES ORDERED 
The Trafic World Washington Bureau. 

On account of drouth conditions in Montana, Wyoming 
and western North Dakota the Railroad Administration 
has ordered half rates on cattle feed into the drouth ter- 
ritory and one-and-a-third round-trip rates, so to speak, 
on animals taken out of the dry territory to pasturage 
east of the rainless area and then returned. Full rates 
are to be paid on animals shipped out. Then, on the 
presentation of affidavits that the animals returned are 
the ones shipped out, refund will be made. Where there 
is transit on sheep the privilege is to be extended to other 
animals and it is to last for twelve months. These rates 
will automatically cease on April 1, 1920, unless sooner 
canceled or modified. 

Freight rate authority No. 10801, making the rates op- 
erative on one day’s notice, was sent out on July 21. It 
orders in half rates on alfalfa, alfalfa meal, bran, barley, 
corn, corn feed, corn chops, cottonseed cake and meal, 


-hominy feed, hay, kaffir corn, linseed cake and meal, milo 


maize, malt sprouts, oats, rye, shorts, straw, and sugar 
feed from points on the lines serving the destination 
territory from Missouri River and west points in Minne- 
sota and west, and from Superior to points in Montana 
from Milwaukee, , Burlington, Oregon Short Line, and 
Northern Pacific points; also to apply from points on the 
Milwaukee and Great Northern in Minnesota and South 
Dakota to points on the Northern Pacific; also from points 
on the Burlington on the Missouri River to points on the 
Great Northern and Northern Pacific; also from Missouri 
River and west to Wyoming points on the Burlington, 
Orin Junction and west, Newcastle and west, and Chicago 
& Northwestern, Orin Junction and west; from Minne- 
sota and West Superior to North Dakota points on the 
Great Northern, Barthold and west; points on the North- 
ern Pacific west of Bismarck. 

The minimum rate is to be ten cents from points on 
the Burlington and twenty on the Northern Pacific. 

Rates on cottonseed cake and meal, with a minimum 
of 40,000, are to be established from points in Arkansas 
and from Louisiana on and east of the Mississippi River, 
Texas and Oklahoma to destinations on the Burlington 
in Montana and Wyoming, Orin Junction and west, New- 
castle and west; C. & N. W. in Wyoming, Orin Junction 
and west. The minimum rate is to be fifty cents on all 
lines in Montana except the Soo, on which the minimum 
is to be sixty cents. 


The rates on cattle shipped out of the drouth region are 
to be confined to destinations on the lines of the origi- 
nating carriers, if the shipper desires to avail himself of 
the round-trip rate of one and one-third; shipments from 
points on the Oregon Short Line to destinations on the 
Union Pacific system are to be treated as being to points 
on the originating carrier, the object being to have each 
carrier bear its proper share of the burden represented 
in the reduced rates; that is to say, if the Northern Pacific 
has the outbound movement, the Burlington is not to be 
asked to return the cattle for the balance of the reduced 
rate, not having had the benefit of the initial movement. 


COTTON MOVEMENT REGULATIONS 


Regional Director Bush in Order No. 182 (Supplement 
No. 2), canceling paragraph 8 of Supplement No. 1, says: 

“Section 1. With respect to square bale cotton tendered 
at compresses, and at all other places in compressed form: 

“(a) When the character and quality of the bagging is 
insufficient to properly carry the mark, there must be 
placed under the bands on one or both (broad) sides of 
such bale a piece of closely woven fabric of smooth, bright 
surface, not less than 28 inches long and 22 inches wide, 
hereinafter referred to as patches. On both sides of bale 
on such bagging or patch there shall be stencilled in let- 
ters, not less than four inches in depth, with bright, dur- 
able ink, that will not run or fade, the following: The 
lame initials or recognized trade mark of the shipper, and 
the class mark used by shipper. 
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“(b) If the bagging or patch bearing the marks is cut 
by channel bars of compress, or by bands, or otherwise cut 
or torn, so as to disturb the mark, the bale will be rejected. 

“(c) In case bales are marked or stencilled on both 
bagging and patch, such marks must correspond. 

“All marks on the bale at variance with the shipping 
mark must be removed or so obscured as to cause no con- 
flict or confusion. 

“Section II. Transit cotton: 

“Cotton compressed in transit must be marked and 
patched as required in Section I. 

“Section III. With respect to round bale cotton: 

“(a) If the bale is encased in closely woven fabric, the 
marks may be placed upon the covering. Information 
conveyed by such marks must be not less than that re- 
quired, in the case of square bale cotton, in Section I (a), 
(b) and (c). Gin marks may remain on such round bales, 
but no conflicting or confusing marks will be permitted). 

“(b) If the fabric used in covering round bales does: not: 
conform to requirements of paragraph (a), a patch as: 
described in Section I (a) shall be securely sewed to the: 
covering and the marks placed thereon. 

“Section IV. Carriers’ agents and inspectors shall be 
the judges of the quality and character of ink and fabric 
used and of the condition of bagging and patches. 

“Section V. Marks as shown on bales must appear in 
bills of lading and carriers’ agents will check bills of 
lading carefully with marks on bales. 

“Section VI. Marks used for shippers’ purposes, such as 
flags or trade marks, may appear on bales provided they 
are not of such nature as to obscure, conflict with or con- 
fuse the marks herein required. Other marking than that 
required by these rules may be placed on bales, provided 
such other marks contain additional information and do 
not conflict with marks required by these rules. 

“Section VII. Carriers’ agents will reject and refuse to 
sign bill of lading, or other form of receipt for cotton 
which is not marked in accordance with these rules. 

“Section VIII. With respect to cotton linters: 

“‘All cotton linters shall be marked in the same manner 
as provided for uncompressed cotton, whether moved 
through uncompressed or compressed at origin, or in tramr 
sit,” 





DOUBLE AND TRIPLE LOADING. 


Regional Director Bush, in circular No. 229, says: 

“Referring to my letter of Feb. 12, 1919, Car Service 
Section Circular CS-12, aated May 27, 1918, and their Bul- 
letin CS-65, dated Nov. 18, 1918, relative to double and 
triple loading of equipment: 

“While there has been substantial progress and muelk 
has been accomplished in taking care of such shipments. 
with a minimum number of cars, complaints are still being 
received from shippers alleging neglect on the part of the 
carriers’ agents to observe instructions, which is resulting 
in shipments going astray, delays, claims for loss and dam: 
age, etc. Causes for these complaints, from investigations 
made, are attributable to: 


1. Faiiure of agents to properly bill or to make necessary in- 
dorsements on billing. 

2. Failure of conductor to observe billing instructions. 

3. Failure of agents to supervise the unloading at intermedi-— 
ate and final destinations. 

4. Rejection of claims under ‘‘shipper’s load, eount and seals.” 
even though no protection is afforded by proper supervision. 


“The American Association of Freight Agents, in Jaz- 
uary last was asked for an expression of opinion regardinze 
the double and triple loading of minimum carload sbip- 
ments. 


“Mr. C. E. Fish, first vice-president of the association, 
in a letter dated May 14, 1919, advises that the matter 
was placed before the committee on operation, and that 
this committee made an exhaustive canvass, with the 
various local freight agents’ associations, members of the 
American Association, and the following conclusions were 
reached: 


‘ 


It is the opinion of the operation committee that carrying eum 
the provisions of.Circular CS-12, which are mandatory, is aa 
sufficient guarantee of the proper handling of double and@ tripte- 
loads, when consigned to one point of destination er two err 
more points of destination. 

Article No. 6 provides that the agent must supervise unloa@- 
ing and make careful check on quantity and condition of eam 
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signment for his station, and must see to it that load remaining 
an car is rearranged, if necessary, to protect it from damage, 
and must note on way-bill that part of load for his station has 
been removed. 

The circular provides that separate way-bills must plainly 
indicate that car contains two or more separate shipments. If 
the way-bills are properly made by the initial line, accompany 
the car to its unloading point, the agent complies with instruc- 
tions to supervise the unloading and make careful check, see 
that the load remaining in the car is rearranged and notes on 
way-bill that the part load for his station has been removed, 
instructing that car be promptly moved to next destination. 
if an error is made in complying with the provision of Circular 
‘CS-12, naturally the line making the error should be held re- 
sponsible, therefor, subject of course, to a contribution to this 
negligence on the part of subsequent carriers where the facts 
are clear that the first error should have been detected. 


“Mr. Fish, commenting upon the committee’s report, 
‘says: ‘This, I believe, will give you the necessary in- 
formation, as it portrays the opinion of agents at all of 
‘the principal cities in the United States.’ 

“This is a strong indorsement of double and triple load- 
‘ing plan and the subject should be given such attention 
by all concerned to remove what appears to be a prevail- 
“ing impression on the part of shippers that carriers are 
mot extending complete co-operation in the matter re- 
ferred to.” 


LOADING OF FREIGHT—NORTHWESTERN REGION 


Following is the revenue freight loading of railroads in 
the Northwestern region for week ending July 15, com- 
wared with the corresponding period of last year: 


Cars Loaded. 
1918. 
5,605 
7,875 
14,967 
18,086 
56,278 
63,897 


166,708 


Grain and grain products 

Live stock 

‘Coal and coke 

Lumber and forest products..........ccceees 15,848 

Ore 49,801 
71,722 


| Digest of New Complaints | 


No. 10674, Sub. No. 5. E. I. Du Pont de Nemours & Co., Wil- 
mington, Del., vs. Ala. Gt. Sou. et al. 

Against rates of 25.6c and 32c on cotton hull shavings from 
Birmingham and East Birmingham, Ala., to Hopewell, Va., 
as unjust and unreasonable because in excess of Virginia 
eities rates of 24c and 30c. Asks for reasonable rates and 
reparation. 

INo. 10674, Sub. No. 6. E. I. Du Pont de Nemours & Co., Wil- 
mington, Del., vs. Norfolk Sou. et al. 

Same as to shipments from Charlotte, N. C., on rates of 22c 
cand 27.5c. Same prayer. 

(No. 10753. Lowery Lumber Co., Kansas City, vs. C. & A. et al. 

Alleges overcharge on lumber from Aberdeen, Miss., to 
Alton, Ill.. by reason of misrouting. Asks for reparation. 

INo. 10754. Buffalo Union Furnace Co., Buffalo, vs. Erie et al. 

Alleges unjust and unreasonable rates through the failure 
cot the trunk lines to absorb the cost of switching to and 
‘from complainants’ plants. Asks for reparation amounting 
tto $101,679.90. 

Wo. 10755. Allegheny & Southside Ry. Co. vs. P. & L. E. et al. 

Asks for a larger division out of the joint through rates for 
the terminal service performed by it for industries on its 
rails. Since April, 1914, it has received what purported to be 
«cost on traffic handled for indygstries other than the Oliver 
Tron and Steel Co., the proprietary interest, and nothing for 
traffic handled for the iron and steel company. ; 

(Jo. 10758. Ohio and Michigan Sand and Gravel Co., Detroit, 
vs. Michigan Central et al. 

Alleges unjust discrimination in violation of section 2 of 
the Act to regulate commerce, in that they make relatively 
ower rates on sand and gravel taken from the river bed and 
distributed in Detroit than they do on pit sand and gravel 
which reaches Detroit on a road haul of substantially the 
same mileage as is made by the cars that distribute the sand 
and gravel from the docks over the congested yard tracks. 
Asks for orders that will remove the undue discrimination. 

(No. 10760. E. I. Du Pont de Nemours & Co., Wilmington, Del., 
vs. Houston & Brazos Valley et al. 


Against a combination rate of 40.5¢e on crude sulphur from 
Wryanmound, Tex., to Powder or Nemours, W. Va., as in 
violation of the first, second and third sections of the act, 
Wecause in excess of 39c, the rate from Sulphur Mine, La. 
Asks for reasonable and non-discriminatory rate and repara- 
tion. 

"No. 10760. FE. I. Du Pont de Nemours & Co., Wilmington, Del., 
vs. Houston & Brazos Valley et al. 

Against a rate of 39%c on crude sulphur from Bryanmound, 
"Tex., to Fairchance, Pa., as unjust and unreasonable in com- 
parison with a rate of 36%c from Sulphur Mine, La., to 
Fairchance. Asks for the Sulphur Mine rate and reparation. 

Wo. 10761. Atlas Leather Manufacturing Co. et al., Caseyville, 
Ill., vs. New York, New Haven & Hartford et al. 

Allege illegal discrimination in rating and rates on scrap 

leather in Official Classification territory in that scrap 
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leather is rated in the classification at fifth, but that jp 
tariffs applicable on the New Haven and New York Centra) 
there is a sixth class rate on scrap leather having value only 
as fertilizer material. Complainants have asked for the 
sixth class rate and have been refused. Ask for sixth class 
and reparation. 

No. 10762. Empire Refineries Co., Oxm., va. A. T. & 

' §. F. et al. 

Unreasonable rate on gasoline from Cushing, Okla., to 
Frederick, Md., via Kings Mountain, N. C., resulting from 
the application of local rates applicable over route of move- 
ment because tank car had to be diverted from its first 
billed destination, instead of the lowest combination on Mem- 
— applicable via the route of movement. Asks for repar- 
ation. 

No. 10763. Harlem Feed and Grocery Co., 
vs. Lehigh Valley. 

Alleges application of demurrage rates instead of storaze 
charges at Cazenovia on grain and foodstuffs placed jn 
warehouses because complainant could not unload at its :eg- 
ular place of business; also that the applicable storage rates 
were unreasonable because they were made effective without 
prior fifteenth section permission. Asks for reparation. 

No. 10764. E. I. Du Pone de Nemours & Co., Wilmington, Del. 
vs. Pa. R. R. Co. et al. 

Against a rate of 11%c on crude sulphur from New York 
to Philadelphia prior to June 25, 1918, and 14%c thereafter, as 
unjust and unreasonable because in excess of 80 per cent of 
sixth class, which would have been 9c before and 11%c after 
June 25. Asks for reasonable rates and reparation. 

No. 10764, Sub. No. 1. E. I. Du Pont de Nemours & Co., Wil- 
mington, Del., vs. Pa. R. R. Co. et al. 

Same as to shipments of sulphur to Paulsboro, N. J., ona 
rate of 17c because in excess of a rate of 1c over Philadelphia, 
Asks for reasonable rates and reparation. 

No. 10765. E. I. Du Pont de Nemours & Co. vs. N. & W. et al. 

Against a rate of 42.5c on common red brick from Hope- 
well, Va., to Carney’s Point, N. J., because in excess of $4 
per ton. Asks for reasonable rate and reparation. 

No. 10766. Quintel & Lynch, Ltd., Montreal, P. J., vs. Florida 
East Coast et al. 

Allege unlawful imposition of demurrage on hay exported 
in August, 1917, to Havana via Key West, imposition being 
made on ground that export licenses were not received prior 
to arrival of cars. Complainants claim they were sent long 
before cars arrived and that therefore no demurrage could 
lawfully have been imposed. Ask for reparation. 

No. 10767.. Dothan (Ga.) Chamber of Commerce et al. vs. Ala- 
bama Great Southern et al. 

Against the class rates from Pittsburgh to Dothan pub- 
lished in Morris’ and Cottrell’s tariffs and the commodity 
rates on agricultural cultivating implements, axes in boxes, 
special iron and cotton ties and buckles as unjust, unreason- 
able, unduly discriminatory and in violation of the long and 
short haul part of the fourth section, in comparison with 
rates to Eufaula, Montgomery, Albany, Bainbridge, Colum- 
bus and Pensacola. Ask for just, reasonable and non-dis- 
criminatory rates. 7 

No. 10768. Empire Refineries Co., Tulsa, Okla., vs. A. T. & 
S. F. et al. 

Unjust and unreasonable rate on a carload of gasoline 
shipped from Cushing to Gastonia, N. C., and there recon- 
signed to Syracuse on the ground that the gasoline did not 
meet North Carolina specifications. Asks for a reasonable 
rate and reparation amounting to $416 on one car. 


TELEPHONE REVENUES 


The Trafic World Washington Bureau. 


Tulsa, 


Cazenovia, N. Y 


A summary of the results of the operation of sixty-five 
large telephone companies in April and for the four months 
ended with April shows, it is believed, that telephone com- 
panies will be in better condition when their property is 
returned to them July 31 than the railroad companies of 
the country would be if their property were returned now. 

Their income for April was only 2.1 per cent less than 
for April, 1918. For the four months the income was 6.7 
per cent less than in the corresponding period in the 
preceding year. The income of the railroads is much less 
than either of the percentages mentioned. 


In April there were 8,173,245 telephone stations, as com- 
pared with 7,902,765 in April, 1918. The revenue increased 
from $28,139,435 to $31,599,125; expenses from $19,044,914 
to $22,475,654, and operating income fell from $7,073,349 
to $6,926,662, a decrease of 2.1 in comparison with April 
of last year. 

For the four months the revenue increased from $110, 
498,481 to $123,301,718; expenses from $75,852,435 to $89, 
925,914, and income fell from $26,497,668 to $24,713,283. 

The figures given out by the Commission make no ref- 
erence to the amount of compensation the government 
promised the telephone companies, so the cost of govern- 
ment operation is not as easily ascertainable as it is with 
regard to the railroads. According to the declarations 
made by the Postal, during the fight between itself and 
the Postmaster-General, Mr. Burleson promised to pay the 
American Telephone and Telegraph Company, as the owner 
of the Western Union, a larger sum than was warranted, 
and to the Postal a sum smaller than it had shown was 





Call 


August 
10723- 


Septem! 
10664— 
lith § 


Septemt 
* 10682— 
Septemt 
* 10693— 
* 10693 
z,.€ 
* 10693 
R. E 
Septemk 
* 10657— 
R. FE 


Septemk 
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in its due. Mr. Burleson claimed to be acting on the sworn 
ral return of the Postal, and not on what it claimed, after 


that company of making one report for taxation purposes 
and another for compensation purposes. He said he took 


the government had taken it over. He practically accused 


Docket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
nw, having been added since the last issue of The Traffic 
world. Cancellations and postponements announced too late to 
show the change in this Docket will be noted elsewhere. 


july 28—Pittsburgh, Pa.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


july 28—Seattle, Wash.—Commissioners Hall, Daniels and East- 
10698—Public Service Commission of Oregon vs. Ore.-Wash. 
man: 


the one made under oath for taxation purposes. 
| 
* 


* 10692—Cohen, Schwartz Rail and Steel Co. vs. Ill. Cent. R. R. 
Co. et al. 


September 9—Philadelphia, Pa.—Examiner Fleming: 

* 10643—Lukens Steel Co. vs. Hines, P. & R. Ry. Co. et al. 

* 10691—Philadelphia Shipping Co. vs. Hines, Sou. Pac. Co. 
(Atlantic S. S. Lines) et al. 

September 9—Kansas City, Mo.—Examiner Woodrow: 

* 10638—Lowry Lumber Co. vs. Hines, C. I. & L. Ry. Co. et al. 

% ar 9 tata Lumber Co. vs. Hines, N. Y. N. H. & H. R. R. 
et al. 


rk Hi 10458—The Commission of Public Docks of the City of Port- { {0681 Lowry Lumber Co. vs. Hines, Sou. Ry. Co. et al. 
. land, Ore., vs. S. P. & S. Ry. et al. Argument if desired. © Giclees Eamakas de cen See ae Ry. i ew 
ter jy (448 —Inland Empire Shippers’ League vs. Ore.-Wash. R. R.  s 19687 Lowry Lumber Co. vs. Hines, Boston & Albany R. R 
a and Nav. Co. et al. Argument if desired. y - ee , oy Rte Ete 


July 28—Washington, D. C.—Examiner Gartner: 
*3167—Three Lakes Lumber et al. vs. Washington Western 


et al. 


September 10—Philadelphia, Pa.—Examiner Fleming: 
*10677 (Subs. 1 and 2)—E. I. DuPont de Nemours & Co. vs. 


a Ry. Co. et al. _ ._ Hines, P. & R. Ry. Co. et_al. 
ia. Bi ly 30—Chicago, Ill.—Examiner Marshall: * = (Subs. ew 2)—E. ‘ Du Jont de Nemours Co. vs. 
al.  10020—Wisconsin & Michigan Fruit and Vegetable Jobbers’ ines, B. & M. R. R. et al. 
De- Assn. vs. Ahnapee & Western Ry. et al., in order that 
$4 defendants may show substantially the cost of the service 
: upon which they rely in justification of certain increased 
ida HF ing64 Perishable freight tigat 
1 erishable freight investigation. 
red lith Section Applications 7738, 7837 and 7836. WE LEASE TANK CARS 
ing Bi wly 30—New York, N. Y.—Examiner Pattison: 
10r 8827—Public Utilities Commission of the State of Colorado ANY SERVICE ANY TIME 
id and —— Fair Rate Assn. vs. A. T. & 8S. F. Ry. Co., 
Hines et al. 


ble 


August 6—Colorado Springs, Colo.—Commissioner Hall: 
10648—The Gold Hunter Mining and Smelting Co. et al. vs. 
Nor. Pac. Portions of applications of Denver & Rio Grande 
and Northern Pacific railways on lead ores and concen- 
trates. Also 10648 (Sub. No. 1), Consolidated Interstate- 
Callahan Mining Co. et al. vs. N. P. et al. 


August 7—Colorado Springs, Colo.—Commissioner Hall: 
10723—The Colorado Fuel and Iron Co. vs. A. T. & S. F. et al. 


September 2—New York, N. Y.—Examiner Marshall: 
10664—Perishable freight investigation. 
lith Section Applications 7738, 7837 and 7836. 


September 4—Altoona, Pa.—Examiner Gartner: 
*10682—D. M. Bare Paper Co. vs. C. & O. R. R. Co. et al. 


September 5—Cleveland, O.—Examiner Gartner: 

*10693—Lakewood Engineering Co. vs. B. & O. R. R. et al. 

*10693 (Sub. Nos. 1 and 2)—Lakewood Engineering Co. vs. N. 
7. GC. & Bt. i. RB. RR. Co. ef at 

#10693 (Sub. No. 3)—Lakewood Engineering Co. vs. B. & O. 
R. R. Co. et al. 


LIQUIDS DESPATCH LINE 


2500 S. Robey St. Chicago, Ill. 


S. 


more #than¥ waterproof’ 


WRAP STUFF, CASE AND BALE LINING 


Real Protection for Goods in Storage or Transit. 
Proof against moisture, dust, dirt, rust, mildew 


% Bseptember 6—Washington, D. C.—Examiner Fleming: and moths. Rats won’t eat Safepack. Whatever 
ve ' 0657—R. R. DuVal & Co., Inc., vs. Director General, Pa. your storage or shipping problem submit it to 
‘ns R. R. et al. SAFEPACK for intelligent solving. 
m- (tember 8—Kansas City, Mo.—Examiner Woodrow: Samples on request. Address Dept. R. 

is *9791—Beekman Lumber Co. vs. Salem, Winona & Southern 

f R. R. Co. et al. , ° 

of #' 10659—United Iron Works Co. vs. Hines, A. T. & S. F. R. R. Safe ack Mills 
Ww. Co. et al. ep 
al Bsptember 8—York, Pa.—Examiner Fleming: Bo n U 

1 # 10668—J. B. Young & Co. vs. Hines, C. & O. Ry. Co. et eal. sto SA 
he ptember 8—El Paso, Tex.—Examiner Butler: 
235 #8'10671i—Taylor & Smith, merchandise brokers, vs. Hines, Sou. 
Pac. Co. et al. 
m- (*etember 8—Portsmouth, O.—Examiner Mackley: 
ed *10533—Whitaker-Glessner Co. vs. B. & O. R. R. Co. et al. 
e ptember 8—Chicago, Ill.—Examiner Gartner: 
14 Hi 10626—Rockford Lumber and Fuel Co. et al. vs. C. & N. W. 
349 Ry. Co. et al. 
ril §''680—La Salle County Carbon Coal Co. vs. C. M. & St. P. 
Ry. Co. et al. 
ptember 8—Washington, D. C.—Examiner Pattison: AR S COMP NY 
“4 *10663—Chas. Boldt Co. vs. B. & O. R. R. Co. et al. 
* Bsptember 8—St. Louis, Mo.—Examiner Woodward: 
83. '10683—Scram Glass Mfg. Co. vs. Hines. HAMMOND, IND. 
ef- + la Wright Tie Co. vs. Batesville Southwestern R. R. On Indiana Harbor Belt R. R. Co. 
‘ et al. 
1 *10637—Walker A. Zelnicker Supply Co. vs. Seaboard Air Line S P ] C F di 
meet a torage - Fool Uars - Forwarding 
x eptember 8—Detroit, Mich.—Examiner Barclay: 
a | MTi3—Cadillac Motor Car Co. vs. Central R. R. of N. J. Distribution by Parcel Post and Express 
n et al, ° 
our specialty. 
he ‘ptember 9—St. Louis, Mo.—Examiner Woodward: oA 
\er ae —Cohen, Schwartz Rail and Steel Co. vs. St. L.-S. F. Use our service and escape Chicago congestion. 
y. et al. : 

°d, Bi 0667—“Cohen, Schwartz Rail and Steel Co. vs. M. L. & T. R. Chicago rates apply. 


R. & S. S. Co. et al. 
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September 10—Kansas City, Mo.—Examiner Woodrow: 


* 10694—Lowry Lumber Co. vs. Hines, P. C. C. & St. L. Ry. 
Ry. Co. 


Co. et al. 
* sa aaa Lumber Co. vs. 
et al. 


Hines, St. L.-S. F. 


* 10701—Lowry Lumber Co. vs. Hines, G. & S. I. R. R. Co. at al. 
* 10702—Lowry Lumber Co. vs. Hines, Union Pacific R. R. Co. 


et al. 
* 10709—Lowry Lumber Co. vs. Hines, Ill. Cent. R. R. Co. ct al. 


September 10—St. Louis, Mo.—Examiner Woodward: 
10644—Acme Cement Plaster Co. vs. P. M. Ry. et al. 
10645—Acme Cement Plaster Co. vs. P. M. Ry. et al. 
10646—Acme Cement Plaster Co. vs. Sou. Ry. Co. et al. 
a Cement Plaster Co. vs. A. T. & S. 

et al. 


Ry. Co. et 


al. 
10666—Acme Cement Plaster Co. vs. Quanah, Acme & Pacific 


Ry. Co. et al. 
September 10—Chicago, Ill.—Examiner Barclay: 


* ee Hines Lumber Co. vs. C. B. & Q.. R. R. Co. 
et al. 
* 10662—Interstate Iron and Steel Co. vs. P. R.. R. Western 


Lines et al. 


September 10—Cincinnati, O.—Examiner Mackley: 
* 10690—Philip Carey Mfg. Co. vs. B. & O. R. R. Co. et al. 


September 10—Salisbury, Md.—Examiner Pattison: 


* 10705—David J. Ward and Arthur M. Northrup, trading as the 
New York, Philadelphia & 


John Bowden Co., vs. Hines, 
Norfolk R. R. Co. et al. 


September 11—Atlanta, Ga.—Examiner Marshall: 


10664—Perishable freight investigation. 
15th Section Applications 7738, 7837 and 7836. 


‘September 11—Omaha, Neb.—Examiner Gartner: 


* say ~ enon Vinegar and Pickle Co. vs. Sou. Pac. Ry. 
et al. 
* 10627—Haarmann Vinegar and Pickle Co. vs. C. St. P. M. & 


O. Ry. Co. et al. 
September 11—Philadelphia, Pa.—Examiner Fleming: 


* 10674—E. I. Du Pont de Nemours & Co. vs. Hines, C. & W. C. 


Ry. Co. et al. 
10674 (Sub. No. 1)—E. I. Du Pont de 
Hines, A. C. L. R. R. Co. et al. 
10674 (Sub. No. 2)—E. I. Pont de 
Hines, A. & W. P. R. R. . et al. 
10674 (Sub. No. 3)—E. I. Pont de 
Hines, A. & W. P. R. R. . et al. 
10674 (Sub. No. 4)—E. I. Pont de 
. Hines, Sou. Ry. Co. et al. 


September 11—Kansas City, Mo.—Examiner Woodrow: 


Nemours 
Nemours 
Nemours 


Nemours 


* 10712—Lowry Lumber Co. vs. Hines, Ill. Cent. R. R. pm ot at 
. Ca. 


* 10722—Lowry Lumber Co. vs. Hines, M. K. & T. R. 
et al. 


* 10725—Lowry Lumber Co. vs. Hines, Mo. Pac. R. R. Co. et al. 


September 11—Chicago, Ill.—Examiner Barclay: 
* 9356—John Moreell & Co. vs. C. B. & Q. R. R. Co. et al. 
* 10716—Interstate Packing Co. vs. C. & N. W. Ry. Co. et al. 


September 12—Indianapolis, Ind.—Examiner Mackley: 
* 10724—Marietta Mfg. Co. vs. C. I. & L. Ry. Co. et al. 


September 12—New York, N. Y.—Examiner Pattison: 
* 10700—Union Tanning Co. vs. Hines, C. C. & O. Ry. et al. 


* 10684—Lehigh Valley Coal Sales Co. vs. L. V. R. R. Co. et al. 


September 12—Williams, Ariz.—Examiner Butler: 


* 10639—Saginaw & Manistee Lumber Co. vs. Hines, A. T. & 


8. F. R. R. Co. et al. 


September 13—Chicago, Ill.—Examiner Barclay: 
* — Glass Mfg. Co. vs. A. T. 
et al. 


September 15—Wichita, Kan.—Examiner Gartner: 


* 10629—Wichita Board of Commerce et al. vs. A. T. & S. F. 


_ Ry. Co. et al. 


September 15—Cairo, Ill.—Examiner Mackley: 
* 10678—Cairo Board of Trade vs. Mo. Pac. R. R. Co. 
et al. 


September 15—Chicago, Ill.—Examiner Barclay: 


* 10686—Illinois Coal Traffic Bureau et al. vs. Ahnapee & West- 
sc. Gc. ca & 


ern R. R. Co. et al. 
* 10710—Utilities Development Corp. 
St. L. Ry. et al. 


September 15—New York, N. Y.—Examiner Fleming: 


et al. 


* 10697—Trexler Lumber Co. vs. Hines, Randolph & Cumber- 


land R. R. Co. et al. : 
10711—Naylor & Co. vs. B. & O. R. R., Hines et al. 


September 15—Los Angeles, Calif.—Examiner Butler: 


* 10714—United Verde Extension Mining Co. vs. Hines, United 


Verde & Pacific Ry. Co. et al. 


September 15—New York, N. Y.—Examiner Pattison: 
* a 3° fel eanae Oil Co. vs. Hines, C. R. R. 
et al. 


September 15—Moline, Ill.—Examiner Woodward: 
* 10718—Mutual Wheel Co. vs. C. B. & Q. R. R. Co. et al. 


September 16—Chicago, Ill._—Examiner Barclay: 
* 10640—National Refining Co. vs. A. T. 


September 16—New York, N. Y.—Examiner Fleming: 
* 10103—Steinhardt & Kelley vs. Erie R. R. Co. 
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September 16—Chicago, Ill.—Examiner Barclay: 


* 10649—Western Petroleum Refiners’ Assn. vs. A. T. & SR 
Ry. Co. et al. 


September 17—Helena, Ark.—Examiner Mackley: 


* 10653—Helena Traffic Bureau, Helena, Ark., for M. D. Prewitt 
Zollie Brush, vs. C. R. I. & P. Ry. Co. et al. . 


September 17—Chicago, Ill—Examiner Barclay: 


* 10675—Constantin Refining Co. et al. vs. Ahnapee & Western 
Ry. Co. et al. 
* 10670—Atwood Refining Co. vs. M. K. & T. Ry. Co. et al. 


September 17—Tulsa, Okla.—Examiner Gartner: 
* 10708—J. F. Campion vs. A. T. & S. F. Ry. Co. et al. 


September 17—San Francisco, Calif.—Examiner Butler: 


* or yee Balance Co. vs. Hines, A. T. & S. F. Ry. Co, 
et al. 


September 17—New London, Conn.—Examiner Pattison: 
* ee Iron Works vs. N. Y. N. H. & H. R. R. Co 
et al. 


September 17—Wausau, Wis.—Examiner Woodward: 
* 10715—Underwood Veneer Co. vs. C. M. & St. P. Ry. Co. et al, 


September 18—New Orleans, La.—Examiner Marshall: 


10664—Perishable freight investigation. 
15th Section Applications 7738, 7837 and 7836. 


September 18—Boston, Mass.—Examiner Pattison: 
10183—The Atlantic Lumber Co. vs. N. Y. P. & N. R. R. etal, 
* oe P. Squire & Co. et al. vs. Hines, C. & N. W. Ry. 
o. et al. 
* 10583—North Packing & Provision Co. et al. vs. Hines, C. M, 
& st. PF. &. KR. Co. et al 
* 10583 (Sub. No. 1)—John P. Squire & Co. et al. vs. Hines, 
C. BR. I. & P. R. RB. Co. et al. 
10583 (Sub. No. 2)—John P. Squire & Co. et al. vs. Hines, 
Cc. B. & @. R. R. Co. et al. 
10583 (Sub. No. 3)—John P. Squire & Co. et al. vs. Hines, ¢, 
& N. W. Ry. Co. et al. 
10583 (Sub. No. 4)—North Packing and Provision Co. vs, 
Hines, L. & N. R. R. Co. et al. 
10583 (Sub. No. 5)—John P. Squire & Co. et al. vs. Hines, 
M. & St. P. Ry. Co. et al. 
10583 (Sub. No. 6)—North Packing and Provision Co. et al. ys. 
Hines, C. C. C. & St. L. Ry. Co. et al. 
10583 (Sub. No. 7)—North Packing and Provision Co. et al. 
Hines, C. & E. I. R. R. Co. et al. 
10583 (Sub. No. 8)—North Packing and Provision Co. et al. 
vs. Hines, C. & A. R. R. Co. et al. 
10583 (Sub. No. 9)—North Packing and Provision Co. et al. 
vs. Hines, P. R. R. Co. et al. 
10583 (Sub. No. 10)—North Packing and Provision Co. ys. 
Hines, N. Y. C. R. R. Co. et al. 


September 19—Birmingham, Ala.—Examiner Mackley: 


ad ~~ —_ ad (Sub. Nos. 215 and 541)—Oden & Elliott vs. S. A 
. et al. 


September 19—Dallas, Tex.—Examiner Gartner: 


* 10683—Warren Wagner and R. L. Steiner, co-partners, doing 
business as Wagner & Steiner, vs. Mo. Pac. R. R. Co. et al. 


September 19—Minneapolis, Minn.—Examiner Woodward: 
* 10703—R. D. Howell & Co. vs. Gt. Nor. Ry. Co. et al. 


September 19—Minneapolis, Minn.—Examiner Woodward: 
* 10636—A. J. McIntyre vs. C. St. P. M. & O. Ry. Co. et al. 


September 20—Portland, Ore.—Examiner Butler: 

* 10628—Northern Grain and Warehouse Co. vs. Hines, North- 
ern Pacific Ry. Co. et al. 

* 10717—Portland Traffic and Transportation Assn. et al. vs. 
Hines, Southern Pacific et al. 


September 22—Auburn, N. Y.—Examiner Pattison: 
* 10699—Michael Scoss et al. vs. Hines, L. V. R. R. Co. et al. 


September 22—Nashville, Tenn.—Examiner Mackley: 

* 10631—T. B. Baker, doing business as Silica Mining Co., vs 
L. & N. R. R. Co. et al. 

* 10631 (Sub. No. 1)—T. B. Baker, doing business as Silica Min- 
ing Co., vs. L. & N. R. R. Co. et al. 


September 22—Grand Forks, N. D.—Examiner Woodward: 
* 10719—Lindsay, Sheridan Co. vs. Sou. Pac. Co. et al. 
* 10720—Lindsay, Sheridan Co. vs. Sou. Pac. Co. et al. 


September 25—Seattle, Wash.—Examiner Butler: 
* 10676—Mitsui & Co., Ltd., vs. Hines, O.-W. R. & N. Co. et al. 


September 23—Portland, Ore.—Examiner Butler: 


West Coast Lumbermen’s Assn. et al. vs. Boston & Albany 
R. R., Hines et al. 


September 22—San Antonio, Tex.—Examiner Gartner: 
* 10669—Kent & Jennings vs. I. & G. N. Ry. Co. et al. 


September 23—Knoxville, Tenn.—Examiner Mackley: 
* 10672—Security Mills and Feed Co. vs. Sou. Ry. Co. et al. 


September 27—Valdosta, Ga.—Examiner Mackley: 
* 9" anata of Trade of Nashville, Ga., vs. Ga. & Fla. Ry: 
et al. 


September 29—Boise, Idaho—Examiner Butler: ; 
* 10679—State of Idaho ex rel. Public Utilities Commission ° 
the State of Idaho vs. Hines, Oregon Short Line R. R. © 




















































































et al. . 


October 1—Argument at Washington, D. C.: 
* 9702—Memphis Southwestern investigation. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
the rates for classified advertisements are as follows: Five 
ents per word first insertion, three cents per word second in- 
gertion and two cents per word for each additional insertion, 

yable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 

THE TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 


largest mill and elevator in Ohio, de- 
Executive, traffic and transit expert. 


Chicago. 


WANTED, POSITION as Traffic Manager or assistant. Have 

had sixteen years of railroad and industrial experience; just 
discharged from the army after two years’ service. Prefer 
location in Chicago. Can furnish excellent references. P. N. 
444, Traffic World, Chicago. 


TRAFFIC MAN, now employed as Traffic Manager, will con- 
sider change. Thirteen years’ railroad and industrial experi- 
ence; exceptionally strong on rates and claims; age thirty-four; 
married; college education; perfect record; start eighteen hun- 
qed. G. S. C. 221, Traffic World, Chicago. 


 ————————————————————————————————————— 

WANTED—Position, Assistant Traffic Manager with indus- 
trial concern or place in some live traffic department with good 
opportunity for advancement. Three years’ railroad and four 
years’ industrial experience; twenty-five years old and not 
afraid of work. Excellent recommendations. Address J. F. 355, 
care The Traffic World, Chicago. 


CAPABLE, energetic, hustling young man of 32, now em- 
ployed Assistant Traffic Manager one of largest flour mills in 
southwest open for proposition. Ten years’ proven ability all 
traffic matters. M. Z. 299, Traffic World, Chicago, IIl. 


TRAFFIC MANAGER of seventeen years’ experience with 
large industrial concern willing to make change. E. Y. E. 551, 
Traffic World, Chicago. 


WANTED—Position, commercial traffic department, certified 
American Commerce Association. Thirteen years’ railway sia- 
tion experience. A. R. 46, Traffic World, Chicago. 


POSITION WANTED, as Traffic Manager or assistant, with 
industrial concern; several years’ experience, railroad and in- 
dustrial; now employed manufactured iron and steel concern, 

i west; thoroughly familiar with rates, i 
greater opportunity and more experience; correspondence so- 
licited; details later. M. C. K. 919, Traffic World, Chicago. 


YOUNG MAN. of 31, resident of Maine, desires position as 
industrial traffic managér or advanced position 1n large traffic 
department. Twelve years’ railroad experience supplemented 
by special training in interstate commerce and railway traffic. 
Have some knowledge of accountancy, in which study now 
engaged. Address Arthur H. Robinson, Farmington, Maine. 


MAN, GENERALLY EXPERIENCED, freight rate adjust- 
ments, tariff compilation, claims, etc., wants position. Good 
knowledge present rate conditions. Results guaranteed by 
. Recommendations, present and former em- 

Address ‘‘Ambitious,’’ Traffic World, Chicago. 


COMPETENT TRAFFIC MAN desires promising connection. 
Aggressive. M. N. O. 296, Traffic World, Chicago. 


POSITION WANTED, by capable traffic man, with twenty 
years’ railroad and industrial experience. Would consider posi- 
tion that demands some attention to other matters. Now em- 
Ployed, but present opportunities limited. Minimum salary, 
thirty-six hundred. Correspondence solicited. J. R. X. 129, 
Traffic World, Chicago. 


WANTED—Position as Traffic Manager or assistant, by mar- 
ted man, age 33, graduate of La Salle Extension University, 
how employed in railroad office. Thoroughly familiar with clas- 
sifications, tariffs, routes, claims and interstate commerce law. 
References furnished. R. D. 334, Traffic World, Chicago. 


FOR SALE—Copies of Tentative Reports in Memphis- 
Southwestern and other I. C. C. Cases. A. F. Tennille, 
1009 O St., N. W., Washington, D. C. 


THE TRAFFIC WORLD 


CUNARD 
ANCHOR 
ANCHOR-DONALDSON 


—_— 


QUADRUPLE SCREW TURBINE 
Length. 901 Feet + Breadth 97 Feet 47000 Tons. 


UNEXCELLED SERVICE 


NEW YORK-AVONMOUTH 
- RPOOL 


Aquitania 
Orduna 
Columbia 
Cassandra 
Vindelia 
Vellavia 

Virgilia 


RATES to Irish, English and Scotch points via Liverpool, London, Glasgow 
or Avonmouth, and to Mediterranean points via Genoa, Naples or 
Piraeus, quoted on application. 

REFRIGERATOR SPACE FOR EVERY PURPOSE 
For information as to rates, —-, + pa and for booking arrangements, 

app. *s 
COMPANY’S OFFICES 
Boston Philadelphia 

Minneapolis Winnipeg 
Pittsburgh Washington 

Seattle Vancouver 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
re 

Sec. Central Coal Association, Neave Bldg., Cincinnati, O. 
R. D. GONBRC. occ cciccccccccccccccccscccsccesccs VND EEEEONE 
Transportation Commissioner, Kansas City Chamber of 
Commerce. 
Oscar F. Bell ...cccccccccsccccccccccccccces ecretary-Treasurer 
T. m. — Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 


BE. F. Lacey ........++0s- secseccceceees Assistant Secretary 
5 North La Salle tSreet, Chicago, Ill. 


LL 
MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
industries Located at Sterling and Rock Falls, Ill. 
, Er rr ee 
Be, Wi Be oo 6.66.06 .0.5.010:0:0 0.6000. cweseenwene4csccs Ve 
W. J. Burleigh ........cccccccceccccecceees ecretary-Treasurer 
W. E. Lo c Manager 
All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Il. 


Royal George 
Calabria 
Saturnia 
Verentia 
Vardulia 


Vitellia 
Vennonia 


Montreal 
Portland, Me. 
St. Louis 
Cleveland 


New York 
Chicago 
Baltimore 
San Fr 


0 rr ere er 


PORTLAND, OREGON 


Ship Us Your Pool Cars for Distribution in the Northwest 


Customs House Brokers 
Pool Cars L. C. L. Freight 


FORWARDERS OF IMPORT, EXPORT 
AND DOMESTIC FREIGHT 


Marine Insurance 
Traffic Managers 


OREGON-PACIFIC COMPANY 


4 Bonded Wareh 
18-0." ga ouses 


WILCOX BUILDING 


Sailings to 
Japan, China and Manila 
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THE TRAFFIC WORLD 


DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Spencer Transfer, North Carolina 


(Largest Freight Transfer Station In the South) 


For quick service to the Carolinas and upper Georgia 
consign pool cars to us for distribution. Through mer- 
chandise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Sallsbury, N. C. 


DECATUR, ILLINOIS 
“The Heart of Illinois” 
Gives quicker service by steam and electric lines 
to all Central Illinois. 


PARKE & SON CO. 


Members Am: ican Chain of Warehouses 
STORAGE TRANSFER FORWARDING 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 4 
EL PASO, TEXAS 

FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El-~Paso 


Cut Rate Package Car Service from Seaboard Territory 


Gordon Fireproof Warehouse & Van Co. 


219-23 North 11th Street, OMAHA, NEB. 
6 Warehouses on Track—4 Sprinkled 


Insurance Rate, 20c. Trackage Space, Two Blocks 
General Transfer and Forwarding 








Buffalo Storage & Carting ‘Co. 
$50 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


LINCOLN,NEBRASKA 


The Natural Hub for West of Missouri River Car Load Distribution 


Trains make up on 11 Main Lines 
5 Railroads and serve 41 Branch Lines 


Shippers’gInterests Conserved. Fireproof Warehouse 


STAR VAN & STORAGE C0., Lincoln, Nebraska 


OAKLAND CALIFORNIA SACRAMENTO 
POOL CAR SERVICE 


Aipmen .L.Rales 


LAWRENCE NA IRTAC 


rating !7 Warehouses and Docks 





CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





RESHIPPING WAREHOUSE 
F. W. HAGEN & CO. 1131 EAST TTTH STREET 


66 Car Switch CHICAGO, ILL. a's, 1000 cn 


New Chicago, IIL, Sta. 
Ill. Cent. Main Line 
;Grand Crossing, Ill., Sta. | South Chicago, Ill., Sta. 
I C. or Nickel Plate Delivery Belt Ry. of Chgo. or B. J. te Del’y 
ee Private oe Switch and Lake Michigan Dock Facili 
t and Chicago Freight Rates Protected 
GENEEAL Mz 


Carolina Storage & Distributing Co, 
Raleigh, North Carolina 


We store and distribute all classes of freight. Modern 
brick warehouse located on railroad tracks. Pool car 
distribution a specialty. Being centrally located, Raleigh 
is _the most logical distributin, distributing — point joint fog.the Ca the Carolinas. 


GLOBE DELIVERY COMPANY 


LINCOLN, NEBRASKA 


Best Distribution Point in the West. 5 Warehouses 
Trackage Space, 7 Cars. Carload and Bulked Package 
Distribution. Use Globe Service for Your Merchandise 
Distribution. 


ST. JOSEPH TRANSFER CO. 
“pony EXPRESS” 
ST. JOSEPH MISSOURI 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a s,ecialty. 


THE CINCINNATI TRANSFER CO. 


Established 1859. 





Correspondence Solicited. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for zemsteaing without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO  yg,3%20°%25,72,2"5 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us your mixed carlots North South, East and West 





Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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SULLIVAN 
COUNTY 
INDIANA 


VER 500 well-to-do citizens of Sullivan County, 

Indiana, became stock holders in the Mutual 

Truck Company, partly for personal profit; but 
largely because they became convinced that by making 
Sullivan the home of 


“America’s Greatest Truck” 


are being satisfied with a small return (9%) on their in- 
vestment, they could build up so large a volume of busi- 
ness that their community would, in time, become the 
home of America’s Greatest Truck Company. 

These wealthy farmers, stock raisers, coal mine owners, 
oil and natural gas producers, merchants, public officials 
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and protessional men stand squarely back of us, wi 
ample capital to build any number of Mutual Truc 
that our customers will demand. 

A new plant, with a capacity of producing 10 trucks 
day, has just been completed and is in operation. 

Our advertising and sales plan is based upon t 
intensive and scientific analysis of haulage problems 
each of many industries; and upon rendering an ind 
vidual service to each of our customers that will be qu 
out of the ordinary. 

We will sell our trucks, either complete with bodif 
or chassis only. 

Sizes 2-ton—3'%-ton— 5-ton. All over-powered, ov4 
sized and under-priced. Study specifications on next pag 
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More for the Money 


Compare the specifications given be- 
low, item for item, with those of any or 
all other good trucks, and ask the sales- 
men of the other makes how much 


extra they would charge for substituting 
“Mutual” specifications for their own— 


including electric lights, weather-tite cab, 
steel wheels, over-size engine, double- 
control governor, etc. 

Any and every analysis of this kind 
will prove our statement that the Mutual 
gives more value per dollar of cost than 


AMERICA’S 


county 
ts Only Industry: 


AMOI ZS 


GREATEST TRUCK” 





any other truck. 
MUTUAL TRUCK COMPANY 











t wholly from units and parts that have proved themselves to be the Masterpieces of the truck industry. 


Specifications 2-Ton Mutual 
Price — Chassis — $3,375.00 
ngine— Wisconsin UAU four-cylinder 444 
SAE Rating, on bore only, 29h. p. Actual 
et, calculating both bore and stroke, 39 
p.at 1000 rpm. Most other high priced 2- 
trucks use 4x 514 motors rated at 25.6 h. p. 
konsin was aieened. because an exhaustive 
My of all makes convinced us that it was 
metica’s Greatest Truck Motor”. 
latch—Hele-Shaw—Universal No. 5 with 
iple grooved plates running in oil. Re- 
able for its smooth, regular pick-up and 
tinal grip; its ease of operation and wear- 
ing long life. Costs us two to three times 
uch as clutches used on most other high 
td 2-ton trucks. 
iversal —S picer—Highest priced and 
resally acknowledged to be the best. 
te joints in the shaft and one in the 
vetsal clutch. 
Hansmission—Fuller, Model G-5, mounted 
ikhips; 4 speed forward and reverse. How 
Y other trucks offer four speeds? 


Frame—Parish & Bingham Pressed Steel— 
6% i in. channel, with 3 in. flange, pressed from 
Vf in. alloy steel. We could build our own 
from structural steel at half the cost. 

Springs— Mather Chrome Vanadium Steel. 
Best and cost most. 

Radiator—Perfex—Cast type, three-point 
suspension, of our design. 

Steering Gear—Ross—with 20 in. wheel. 
The costliest and most highly perfected type 
of the most famous maker. 

Magneto— Bosch, ZR4, waterproof, and 
dustproof; with impulse starter. 

Carburetor—Stromberg “M”—Latest type. 

Cab—Weather-tite, whose equal no other 
truck maker will furnish for lessthan $175 extra 
—is a part of our regular equipment. 

Castings—Electric steel at vital points 
where others use malleables. 

Governor—Duplex (not Simplex) type, con- 
trolling both engine speed and road speed in- 
dependently from each other. 


Rear Axle—Worm drive 2% ton size, ball 
a Highest priced axle put on a 2-ton 
truck. 


Front Axle—Sheldon, ball bearing steering 
knuckle type. 


Wheels—Smith Metal Wheels, tor solid 
tires and Dayton Steel Wheels for pneumatic 
tires; furnished as regular equipment, tho 
1 — us 55% more than the best wood 
wheels 


Tires—Firestone or Goodyear. 36x 4 front 
and 36 x 8 rear, solid tires. Pneumatic tires 
are furnished at a reasonable extra charge. 


Bushings—Bound Brook Oilless, thruout. 


| Eliminating oil and grease cups, and insuring 


constant lubrication. 
Gas Tank—25-gallon capacity. 


Reserve Lubricating Oil Tank—21\4-gallon 
with indicator and feed valve on oe No 
other truck has this important feature. 


me high class trucks have some of the above super-specifications but no other truck in America offers all of them, or corresponding parts of equal merit or equal 
with the 5 and 7 ton trucks of other makes in power, loading space and general dimensions, 


SULLIVAN, 


Our 3% ton and 5 ton trucks are equally noteworthy r. 


MUTUAL TRUCK COMPANY, 


INDIANA 
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Pigs May Be Pigs 


Apoligies to E. P. Butler 


But There Is a Vast Difference in Tags 


Raw materials play such an important part in the value 
and service of your tags that we want to tell you some- 
thing more about them. 


You know, there are still many people who think that all 
tags of manila color are alike—and naturally will purchase 
whatever is offered at the lowest price, regardless of the 
purpose for which it is intended. 


It was because of this that the Railway and Express 
Companies were compelled to make strict rules defin- 
ing the quality of tags to be used on shipments. 


Do not misinterpret these rules. Transportation companies 
have no objection to the use of tags as tags; a strong tag 
properly attached is as good, and usually a better and more 
convenient method of marking than any other available. 


We manufacture many different kinds of tags for many 
different purposes—from a light weight manila costing but 
very little per thousand to the finest all rope and linen 
qualities, each one standard of its kind. 


Perhaps we can help you in selecting a tag exactly adapted 
to your usage. 


A postal will place you in touch with INTERNATIONAL 
SERVICE. 


INTERNATIONAL TAG (OMPANY 
CHICAGO, ILL. 





